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The Coming Baltimore Meetings | 


The twenty-fourth annual meeting of the Asso- 
ciated Traffic Clubs of America, which will be held 
at the Lord Baltimore Hotel, Baltimore, Md., October 
6, 7 and 8, promises to be one of the most important— 
if not the most important—in the history of that organ- 


| ization. Interest in the event is high and there is ex- 


pectation of a larger attendance than at any previous 
meeting. 

This is not due merely to the fact that the associa- 
tion’s membership is now considerably larger than it 
has ever been, nor to the fact that member units gen- 


| erally indicate their intention to send full delegations. 


It is due, we think, in an ever greater measure, to the 
growing interest of men in transportation generally to 
the spreading activities of the association. 

There was a time when the association’s chief 
justification for its existence lay in the fact that it acted 
on important current transportation matters and sub- 
mitted such action to its member units for ratification 
or rejection. Whether or not it was wise in abandoning 
that function is still a matter for dispute in some quar- 
ters; but those who were responsible for its abandon- 
ment insisted that a continuation of it would spell 
suicide for the organization, because certain of its more 
powerful member units threatened withdrawal unless 
action was withheld on “controversial” matters. 

Others took the position that the strength of the 
Associated Traffic Clubs of America lay in its voice in 


| transportation affairs, since it was the only place where 
| that voice could be a composite of the voices of both 


the producers and the users of transportation. Abandon 
that function, they said, and the organization will be 
innocuous—it will fall apart for want of a reason for 
continued existence. 

For a time, indeed, it appeared as though the latter 
group were in the right. Although there never was a 
time when dissolution threatened the association, there 
was a term of years when its meetings were little more 
than elaborate social gatherings with a few “name” 
speakers inserted to furnish justification for them. 

It becomes increasingly evident, however that the 
association has a place in the field of transportation 
aside from that of “legislating”? on controversial ques- 
tions, and that is the fostering, guiding and coordinat- 
ing of the activities of its member units and the promo- 
tion of the field of traffic and transportation manage- 
ment and those who work in it. 

The program, as set up for the Baltimore meeting, 
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bears little resemblance to those of a few years ago, 
when delegates listened to a few inconclusive reports 
and a couple of speakers, heard another speaker and 
danced to music in the evening, and put in perfunctory 
appearances the following morning while representa- 
tives of member units extolled local accomplishments. 

The most important days of the coming meeting 
will probably be the first day and the third, when there 
will be no general sessions at all. The annual meeting 
of the Associated Traffic Clubs of America has, in fact, 
become a “convention,” made up of a series.of meet- 
ings, each of which will be important in its own way, 
and all of which, taken together, furnish striking proof 
of the breadth of the association’s activities. 

Thus, on the opening day, following a meeting of 
the board of directors in the morning and a compli- 
mentary luncheon at noon, there will be separate ses- 
sions in the afternoon of the Council of Club Presidents 
—a group organized by Mr. Doebber, the immediate 
past-president of the association, which seeks to be of 
help to executives of member units; of the chairmen of 
the educational committees of the member units; of 
the editors of club publications, and of the chairmen 
of the A. T. C. committees of member units. 

The third day of the convention will be marked by 
the annual meetings of the Associated Traffic Clubs 
Foundation and of the American Society of Traffic and 
Transportation—two organizations that bear promise 
of becoming the most important in the whole field of 
transportation management. 


{* IS IMPORTANT, we think, that both those meet- 
. ings be well attended. A reat deal has been said and 
written about both since their comparatively recent in- 
ception, but there still remains much misapprehension 
about their respective functions. Those who plan to 
be in Baltimore can be of great help in clearing up those 
misapprehensions—in inducing some clear-cut thinking 
about them on their home grounds. 

We still meet with these misunderstandings so 
frequently these days, even among men who are in one 
way or another active in promoting the foundation and 
the society, that this may be a good place once more to 
point out the distinctions between the two. 

The Associated Traffic Clubs Foundation was in- 
corporated in Illinois nearly two years ago. Its objects, 
as stated in its articles of incorporation are: 

“The object of this corporation is the development 





TRAFFIC WORLD 


af iy, 


... ITS A FRUEHAUF! 


sypical Cost- | ** AND STAINLESS STEEL TRAILERS BOOST 
oe rytijer Users | PAYLOADS-REDUCE COSTS TREMENDOUSLY 
Who Recently Added 


h uts Ric the first Fruehauf Stainless Steel Trailers 

Stainless Steel pe aad were built in 1940, motor transport men have 
. sent rieets: 

To Their Pre 


been learning by experience how these units increase 
~oaganl ; earnings. These lighter-but-stronger Vans — now 
American tor . ah tats 
Dean Milk Co.- * ° : 
National Tea Co. - : 
Kroger Company ie oh Ms 
smithfield Packing ©° 
Dow Chemical Co. - 
ire Corp. - 
Essex Wire 
Long Bell Lumber roe oe 
Cana Ginger Ale +°: 
Sears-Roe 
George Hormel & Co. 
Coca Cola Bottling 
Liquid Carbonic Corps * 
ard Oil Co. - oa ae 
+4 Club Beverage ©” * e 
Caeaven-Lamb Wholesale Co 
Colonial Stores, Inc. - 


greatly improved — are being adopted by cost-con- 
9 scious companies in quantities that say Stainless Steel 


is a better investment all ways! 


ONLY STAINLESS STEEL OFFERS ALL THESE FEATURES! 

Lasting Beauty e Greater Durability e Metal 

Won’t Rust or Corrode e Eliminates Painting e New 
Weight-Saving Strength for Bigger Payloads 


Low Maintenance Costs 


5 
1 
2 
3 
1 
8 
a 
1 
1 
1 
5 
1 
1 
8 


World’s Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY 
DETROIT 32, MICHIGAN 


69 Factory Service Branches 


“ENGINEERED 
TRANSPORTATION’ 











September 20, 1947 


of public appreciation of the value, responsibility, and 
integrity of traffic administration in directing the as- 
sembly and distribution of goods and the carriage of 
passengers, and the traffic man’s responsibility to the 
general welfare of industry (including agriculture, min- 
ing, manufacture and other branches of commerce), 
carriers and the public through the efficient use of all 
types of transportation.” 

We think that is a remarkably clear statement. It 
should be noted that the whole effort of the foundation 
is toward the building in industry of a clearer view of 
the functions of traffic management as a part of busi- 
ness. It has nothing to do with individual traffic man- 
agers. 

In the attainment of its objective, the foundation 
is prepared to build industrial good will for traffic man- 
agement by all accepted methods—magazine and direct 
mail advertising, public addresses, and the like. It will 
raise funds for this work through several classes of 
membership and through contributions from corpora- 


tions and groups through a campaign now getting under 
way. 


INALLY, there is a distinction between the founda- 

tion and the society in that the foundation is irrevo- 
cably bound to the Associated Traffic Clubs by the fact 
that its active members must either be sustaining mem- 
bers of the A. T. C. or officers of one of its member 
units. 

The American Society of Traffic and Transporta- 
tion, on the other hand, is a wholly independent organ- 
ization devoted to the interests of the individuals ac- 
tively engaged in traffic and transportation. The Asso- 
ciated Traffic Clubs was active for many years in pro- 
moting the formation of such an organization and as- 
sisted materially in the founding of the society, but its 
formal connection therewith ceased when the society 
was incorporated in Indiana. 

The objects and purposes of the society, as stated 
in its constitution, are: 

“The objects and purposes of the organization are 
to establish standards of knowledge, technical training, 
experience conduct and ethics and to encourage the 
attainment of high standards of education and technical 
training, requisite to the proper performance of the 
various functions of transportation. These objects and 
purposes are to be served and accomplished by the 
composition and publication of outlines and syllabi of 
materials for study; assistance to educational institu- 
tions or other organizations conducting or planning to 
conduct courses of study in transportation and traffic, 
and the conducting of examinations for membership in 
the institute.” 

The society is well started on its work. Outlines of 
study are in preparation, an examining board has been 
Set up and it is expected that examinations for society 
membership will be opened to applicants early next 
year. 


Its finances are healthy. It has accepted some 
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thing over a hundred founder memberships, each of 
whom has been invited to such membership by the 
society’s board of directors because of his “distin- 


guished attainment in the field of transportation and 
traffic.” 


In broad outline, the plan of the society is to set up 
examinations and to administer them in such a way 
that attainment of membership through the passing of 
those examinations will serve as a hall-mark to practic- 
ing traffic men. Without any suggestion of legislative 
fiat, the society hopes that the day is not far distant 
when the designation by an individual in the field as 
one of its members will be generally accepted as a mark 
of a professional man. 


It was, perhaps, unfortunate that the foundation 
and the society should have come into existence prac- 
tically simultaneously. Some of the confusion in the 
minds of interested people may, perhaps, be laid to that 
coincidence. Nevertheless, both are so badly needed and 
have in them so many potentialities for good, that they 
deserve the active support of the rank and file. 


We hope that, herein, we have made the distinc- 
tions between the two abundantly clear. And we hope 
that the meetings at Baltimore will give them fresh 
impetus and the support necessary to make each of 
them thoroughly effective in the attainment of its re-. 
spective objectives. 


T-M-K Advisory Board Hears Fraser 


“Government regulation over the years has proved effective 
in keeping railroads from making ‘too much’ money—but has 
not been able to keep them from earning too little despite the 
improvements in their service and gains in their efficiency of 
operation,” Donald V. Fraser, president of the Missouri-Kansas- 
Texas Lines, warned September 17. In an address before a 
joint luncheon meeting of the Trans-Missouri-Kansas Shippers 
Advisory Board and the St. Louis Traffic Club, in St. Louis, 
Mr. Fraser said that “our railroad industry must be permitted 
to operate a solvent, healthy organism if America is to show 


the world that all can prosper under the free-enterprise 
system.” 


The railroads today find themselves in the strange predica- 
ment of handling a record-breaking volume of peacetime traffic 
with the thinnest amount of net profit, and with a further 
drastic shrinkage of this net profit in sight, asserted the speaker. 
Since 1939, railroad freight rates have increased only 17 per 
cent, but, not allowing for the September 1 increase in wages, 
rail wage rates have increased 52 per cent and the average 
price of railroad material has gone up 67 per cent, said Mr. 
Fraser, adding: 


On their net investment the railroads as a whole have earned, 
during the past 25 years, a rate of return averaging only about 3.66 
per cent. ...In 1946, when the railroads handied their heaviest peace- 
time traffic in their history, they earned only 2.75 per cent on their 
investment. With freight traffic running even heavier in 1947 than 
in 1946, the net earnings for the twelve months ended June 30, 1947, 
were at the annual rate of only 3.69 per cent, which is not greatly in 
excess of the return which can be had from government bonds—the 
world’s most nearly riskless security. 


Higher Rates Needed 


This compares with the average return for other public 
utilities of over 8 per cent, for manufacturing generally of over 
12 per cent, and for many industries of as high as 40 per cent, 
he said. Only higher rates, the sympathetic understanding and 
support of the public, and fair government regulation can save 
American railroads from financial disaster, stated the speaker. 

Mr. Fraser pointed out that the total value of Class I rail- 
road properties, according to a recent finding of the Commis- 
sion, slightly exceeded $23,000,000,000, which valuation exceeded 
the amount of railway securities outstanding in the hands of 
the public by approximately $7,500,000,000. “This,” he said, 
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“completely dispels the old-time charge that railway securities 
were ‘watered’.” 

In 1946, he continued, the railroads hauled for each person 
in the United States an average of more than ten tons of freight 
for an average distance of more than 420 miles, and were paid 
an average of less than one cent for hauling one ton of freight 
one mile, nearly one-fourth less than the shipper paid in 1921. 
Passenger fares today are almost 40 per cent less than the fares 
of 25 years ago, and are even lower than they were before the 
First World War, stated Mr. Fraser. 

“Given a reasonable opportunity,” he concluded, “the rail- 
roads will meet and solve their problems, provide employment 
and investment opportunities, ,and furnish the country with the 
finest transportation yet seen.’ 


CAR DELIVERY IN AUGUST 


Delivery of domestic freight cars in August totaled 5,963 
as compared with 5,879 in July, the American Railway Car 
Institute has announced. New orders placed with car builders 
during August totaled 2,376 contrasting with a monthly average 
above 7,700 through July. No new orders were placed with 
railroad shops in August, the Institute said. Backlog of cars 
on order and undelivered by car builders and railroad shops 
was 113,780 on September 1. 





Steel Needed for Car Program, 
Says Builders’ Institute Head 


S. M. Felton, president of the American Railway Car Insti- 
tute, New York, issued a statement September 11, warning 
Director Johnson, of the Office of Defense Transportation, that 
the nation’s car building program would fall far short of its 
10,000 car monthly goal unless car builders received additional 
steel for new cars. 

A survey covering seven months’ steel receipts for nineteen 
plants building freight cars showed that it was impossible for 
the car builders and railroad shops to meet the goal agreed on 
by government and private agencies with current steel receipts, 
said Mr. Felton. The survey, made by the institute, was con- 
ducted to ascertain the exact tonnage of steel for new car 
building actually received monthly by car builders and the 
steel inventory position at the end of each month, said he. 


Confusion regarding the amount of steel received for new 
cars arose from the fact that steel allocation reported by the 
steel industry included steel for maintenance, repairs and other 
purposes, as well as for new cars, Felton declared. “It’s high 
time this confusion is cleared up,” he said. He summarized the 
results of the survey as follows: 


1. At no time during recent months has the supply of steel for 
new domestic freight cars been adequate even for the 7,000 cars a 
month program planned in a February Washington conference at- 
tended by steel, railroad car builders and government representatives. 

2. Under this program rolling of steel for freight cars was to have 
been increased to a 10,000 car level or 40 per cent in July. Instead, 
July receipts of steel for new cars by the car builders showed a 
decrease of 20 per cent as compared with June and were about 10 per 
cent below receipts in April and May. 

3. To achieve and maintain a pace of 10,000 cars a month delivered 
by car builders and railroad shops, obviously it is necessary to build 
up steel inventories sharply in balanced car sets. Otherwise, stoppages 
would wreck the proposed program. The backlog of steel supplies 
should be at least doubled. In sharp contrast with that need, the car 
builders’ inventory of steel increased only about 20 per cent from April 
through June and showed a decline at the end of July—the month 
during which a sharp step up of supply had been planned. 

4. If the current inventories were wholly in balanced car sets of 
steel, which unfortunately they are not, this metal would be run 
through assembly lines and exhausted in a little more than five weeks 
at the program’s rate of operation. Obtaining high production cannot 
be achieved if the margin of metal supply is that tight, as well as 
unbalanced—particularly since supply conditions have not improved 
but have become more uncertain. 


5. During July the car builders received enough steel to build 
about 4,500 domestic freight cars. Discussions of the 10,000-car pro- 
gram have assumed that the railroad shops would build 1,500 cars 
monthly and the car builders 8,500. Allowing for the time lag of 
fabrication, this means that it should have been possible to achieve 
delivery at that rate in September or October, if steel had been 
received in the promised quantities in July. Actually, the car builders 
got only a little more than half the steel needed to meet the program. 

6. Following this persistent lag in the proposed steel supply 
program, future planning now is made uncertain by the rail strike in 
Pittsburgh which is crippling Carnegie-Illinois Steel, one of the prin- 
cipal suppliers of freight car-type of steel. 


“IT have no doubt that the steel industry has lived up to its promises 


in delivering over-all tonnages of steel to the railroads and railroad 
suppliers,’’ Felton said. 


‘‘However, to solve the nation’s number one transportation problem 
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—the production of more freight cars—there must be a greater alloca- 
tion of steel for new cars. 

“I know that there are many demands upon the steel industry. 
It has done a remarkable job in holding production so high while the 
nation reconverted at such speed and to such high levels of output. But 
this new expansion of our oconomy in itself has increased the demand 
for freight cars, and in order to avoid undermining the gains we have 
made we must produce more freight cars. ; 

“Ten thousand freight cars a month cannot be produced unless a 
sharp increase in tonnage of steel is made available to the railway car 
builders and the railroad car shops. This is not merely a car builders 
and railroad program. It is a national problem—a vital problem.”’ 


Faricy Sees Tribute to Rail 
Safety in Freedom Train 


The Freedom Train, which today began its nation-wide 
tour with the historic documents upon which American liberty 
was founded, is a great tribute to the safety of our railroads, 
William T. Faricy, president of the Association of American 
Railroads, said September 17 at the Harriman Award Dinner 
of the American Museum of Safety. 

“Does anyone think for one minute that those having the 
responsibility of these documents would permit this movement 
if they were not satisfied that the railroads have reached such a 
state of safety and efficiency as to render infinitesimal the 
chance of anything happening to these documents during this 
33,000-mile tour?” Mr. Faricy asked. 

Declaring that “safety is a form of freedom in several 
important respects,” Mr. Faricy continued: 


It is freedom from hurt and freedom from loss of life and property. 
Like all freedoms, safety is not easily won, and once attained, it cannot 
merely be taken for granted, but must be cherished and guarded. Men 
wearing the proud emblem of the railroad industry will never be satis- 
fied so long as a passenger or an employe gets killed or injured. 


Mr. Faricy pointed out that for more than a century, rail- 
roads and railroad men had worked to strengthen the three 
foundations upon which safety was built—safe roadway, safe 
equipment, and safe thinking and methods. As a result he 
stated, the number of casualties on the railroads, in relation to 
the total traffic handled and the opportunities for accident, was 
so low that to arrive at a significant figure it had to be meas- 
ured in hundreds of millions of miles travelled by passengers, 
and in millions of hours worked by employes. 


Taking 1946 as an example, the A. A. R. president said that 
the passenger fatality rate for that year was one for every 629 
million miles travelled, and added: 


If the railroads had existed in their present state of efficiency at 
the time of the birth of Christ, and if a lone traveler had started riding 
the railroads then and had continued day and night ever since at the 
average speed that passenger trains now run, he would still have to ride 
another 70 years before the law of averages would catch up with him 
and bring him to his death on the rails. 


Mr. Faricy said that the chances of a passenger on a train 
being hurt in 1946 were one for every 14 million miles travelled. 

“This means that a passenger could travel over every line 
of railroad in the United States more than 60 times before in- 
curring the average liability of such injury,’ he added. 

The safety record as to fatalities of railroad employes in 
1946, Mr. Faricy told his audience, was the best in the past 
quarter of a century, there being one fatality for each 5,163,000 
hours worked. 

“On this basis,” he explained, “aa man who started working 
on the railroads at the time of the birth of Christ, putting in 
44-hour weeks, without vacations, with a promise of living until 
he was killed on the Job, would still be working, with more than 
300 years yet to go.’ 

Comparing the accident statistics on the railroads with 
those on the highways, Mr. Faricy said that many more people 
were killed each year in automobile accidents in any one of our 
largest cities, such as New York, Chicago or Los Angeles, than 
all the passenger deaths on all the railroads in the entire United 
States. 

Mr. Faricy stated that railroad safety was being advanced 
today, as in the past, through further improvement in track, 
cars and engines, signals and communications, shops and the 
other physical elements of railroad operation; through con- 
tinued efforts in the enforcement of rules and regulations gov- 
erning train movements, and through further efforts to make 
safer men, and added: 


For instance, new rail is being installed in track today that has 
more than four times the safety protection against breakage in service 
as had the rail of 20 years ago. Passenger equipment and freight cars 
are being improved from a safety standpoint, and concerted efforts are 
being made to improve the safety. habits of railroad personnel. 
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DECISIONS of INTERSTATE COMMERCE COMMISSION 








Seaboard Granted Truck-for-Rail 
Rights in Reopened Proceedings 


The Commission, division 5, has issued a report and order 
on further hearing in MC 86687, Seaboard Air Line Railroad 
Co. Extension—Gaston-Garnett, S. C., and related proceedings 
embracing 22 applications for motor-carrier authority on the 
part of the railroad. The division granted an amended certifi- 
cate, made certain modifications and dismissed certain appli- 
cations. 


It said the proposed operations were designed to augment 
the Seaboard’s rail service by substituting trucks for peddler 
cars in the movement of less-carload freight and in some in- 
stances, for passenger-train facilities in the handling of mail 
and express. 


The report contained figures showing rail savings and truck 
costs for the involved routes together with the net economy that 
would accrue to the railroad by use of either rail or truck 
transportation. 


It said the routes covered by the 22 applications generally 
paralleled the Seaboard’s rail lines in Virginia, North Carolina, 
South Carolina, Georgia, and Florida. All of the 22 applications, 
said the division, were the subjects of prior reports in which 
the Seaboard was granted certificates subject to specific con- 
ditions, for transporting by motor-vehicle general commodities, 
mostly without exceptions, over the aforementioned routes 
paralleling certain of its rail lines. Fourteen of the proceedings, 
said the division, had been reopened following a Supreme Court 
decision and the eight other proceedings were reopened for 
further hearing “solely to determine whether the conditions 
attached to the authorities granted therein should be modified, 
and, if so, the extent of such modification.” 

Besides the title proceeding, 21 embraced proceedings were: 


Sub. 1, McBee-Sumter, S. C.; Sub. 2, Henderson-Raleigh, N. C.; 
Sub. 3, Hamlet, N. C.-Columbia, S. C.; Sub. 4, Hamlet-Raleigh, N. C.; 
Sub. 5, Hamlet-Wilmington, N. C.; Sub. 6, Monroe-Rutherfordton, N. 
C.; Sub. 7, Richmond, Va.-Henderson, N. C.; Sub. 8, Greenwood-Great 
Falls, S. C.; Sub. 9, Jacksonville-Live Oak, Fla.; Sub. 10, Live Oak- 
Chattahoochee, Fla.; Sub. 15, Monroe-Waxhaw, N. C.; Sub. 18, Jack- 
sonville-Fernandina, Fla.; Sub. 19, Tampa-Sebring, Fla.; Sub. 21, Waldo- 
Morriston, Fla.; Sub. 22, Tampa-Brooksville, Fla.; Sub. 23, Tampa- 
Fivay, Fla.; Sub. 24, Jacksonville-Wildwood, Fla.; Sub. 25, Wildwood- 
Tampa, Fla.; Sub. 26, Lyons-Rhine, Ga.; Sub. 27, Tallahassee-Lloyd, 
Fla.; and Sub. 28, Hamlet-Monroe, N. C. 


Specific Authority Granted 


In MC 86687, involving a route between Gaston and Gar- 
nett, S. C., and Same Sub. 1, covering a route between McBee 
and Sumter, S. C., the division dismissed the applications and 
found that the outstanding certificates should be surrendered 
for cancelation. It said motor-vehicle operations were conducted 
over both routes from the fall of 1939 until August 1, 1942, when 
they were discontinued in favor of rail service because of war- 
time problems. It said the railroad requested dismissal. 

In Subs. 2-10, inclusive, and 15, 18, and 19, general com- 
modity authority was granted over regular routes serving speci- 
fied points in North Carolina, South Carolina, Virginia and Flor- 
ida, serving specified intermediate and off-route points. The 
authority was granted by amended certificate, subject to sur- 
render of outstanding certificates for modification, and on the 
following conditions: 


1. The service by motor vehicle to be performed by applicant 
shall be limited to service which is auxiliary to, or supplemental of, its 
less-carload rail service. 

2. Applicant shall not serve any point not a station on its rail line. 

3. No shipments shall be transported by applicant as a common 
carrier by motor vehicle from Richmond to Petersburg, Va., or from 
Jacksonville to Starke, Fla., or between any of the following points, 
or through or to or from more than one of said points: Richmond, Va., 
Henderson, Raleigh, Hamlet, Wilmington, and Charlotte, N. C., Co- 
lumbia and Greenwood, S. C., and Jacksonville, Ocala, Live Oak, Talla- 
hassee, and Tampa, Fla. 

4. Shipments transported by applicant by motor vehicle between 
Lyons and Rhine, Ga., over Georgia highway 30, or to or from inter- 
mediate points on said highway or the off-route point of Helena, Ga., 
Shall be limited to. those which move under a through bill of lading 
covering, in addition to movement by motor vehicle, a prior or subse- 
quent movement by rail. 

5. Such further specific conditions as the Commission, in the 
future, may find it necessary to impose in order to restrict applicant’s 


operations by motor vehicle to service which is auxiliary to, or supple- 
mental of, its less-carload rail service. 


In Subs. 21 to 28, inclusive, the reopened proceedings, the 
division found that conditions in the outstanding certificates 
should be modified to read as shown in the aforementioned 
conditions; that in Subs. 22 and 23, the route description should 
be revised to read as shown in an appendix to the report 
specifying the route authority aforementioned under Subs. 2-10, 
inclusive, and 15, 18, and 19; and that the outstanding certifi- 


cates in Subs. 21 to 28, inclusive, should be surrendered for 
modification. 


The division said a consolidated certificate covering the 
operations in 14 applications (MC 86689 and Subs. 1 to 10, 
inclusive, and 15, 18, and 19), was issued in MC 86687 on No- 
vember 30, 1942, superseding and cancelling certificates previ- 
ously issued, and that this certificate was attacked in court by 
the American Trucking Associations, Inc., and certain motor 
carriers. It said that on June 18, 1945, in American Trucking 
Assns., Inc. vs. U. S., 326 U. S. 77, the Supreme Court held that 
the Commission improperly excluded certain evidence that 
protestant motor carriers sought to introduce at the original 
hearings on the 14 proceedings. It said that on July 2, 1945, 
the Commission reopened the 14 proceedings and referred them 
to division 5 for administrative handling and determination. 
By agreement of the parties, it said, all 22 applications were 
further heard on a consolidated record. 


Independent Operation Considered 


In considering how to perform the proposed motor-vehicle 
operations, the railroad, said the division, had considered the 
use of independent motor carriers in contrast to its own truck 
line and had concluded against the use of independents on the 
ground that any arrangement with them would be “thoroughly 
unprofitable.” 

Under the proposed operations, said the division, less- 
carload freight would move under railroad rates and railroad 
bills of lading and the revenue derived therefrom would not be 
— between rail and motor-vehicle operations. It 
added: 


The trucks would operate over highway routes generally parallel 
to applicant’s rail lines and would serve ‘only points on those lines. 
They would be used primarily for station-to-station service and local 
draymen would continue to be used for pick-up and delivery service 
at the various points served by them. Truck schedules over each route 
would be coordinated with the schedules of through freight trains 
carrying package cars from and to break-bulk points, which are gener- 
ally the terminals of the proposed routes. Shipments would be trans- 
ferred between the cars and trucks at break-bulk points and would be 
transported by truck between these points and way-station points along 
the proposed routes. The general policy of applicant has been to apply 
for authority to operate each motor route separately as its studies 
indicated a need therefor. Most of the routes lie wholly in one state 


but many of the shipments moving over them would move in interstate 
or foreign commerce. 


Economies Cited 


Referring to an appendix showing rail savings and truck 
costs for the respective routes together with the net economy 
that would accrue to the railroad by use of either rail or truck 
transportation, the division said that in all except three cases, 
the figures showed that truck service would be more econom- 
ical than rail service and would result in net economies for 


a single route ranging from $390 to $23,829, and averaging 
$5,706 for eight routes. 


Under the proposed operations, said the division, shipments 
of less-carload freight would be expedited 24 hours generally 
and 48 hours or more in some instances. Shippers at way- 
station points, it said, could use the Seaboard’s stations for the 
safekeeping of shipments, thereby obtaining services not usually 
provided by independent motor carriers at such points. It said 
the railroad would achieve many operating economies and 
efficiencies as a result of the release of box cars presently used 
on way-freight trains and the general rearrangement of freight- 
train schedules. Some of these operating benefits, it said, could 
not be translated into tangible savings but those that could 
would save approximately $171,000 a year in the cost of con- 
ducting rail operations. From that sum, however, it said, should 
be deducted the cost of the truck operations for a year, or 
$125,000, thus leaving net rail savings of approximately $46,000 
over the routes involved in the 12 applications in which author- 
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ity was granted. It said that in the case of three applications, 
the rail savings would not offset the truck costs. 


Acquisition of New Haven Properties 
by Reorganized Company Approved 


By a supplemental report and order in Finance No. 10992, 
New York, New Haven & Hartford Railroad Co. Reorganiza- 
tion, the Commission, division 4, on application of the reor- 
ganization committee, has approved and authorized acquisi- 
tion of properties in reorganization by the reorganized New 
Haven railroad, and has granted authority for the issue of 
securities, including scrip certificates, and the assumption of 
obligations and liabilities by the reorganized company, with 
conditions prescribed. 

The report said the proceeding included the Old Colony 
Railroad Co., Hartford & Connecticut Western Railroad Co., 
and Providence, Warren & Bristol Railroad Co., secondary 
debtors. 

The plan of reorganization provided, according to the re- 
port, that it should be carried out by vesting the properties 
to be held by the reorganized company either in the principal 
debtor (the New Haven) or in a new corporation as deter- 
mined by the reorganization committee. It said that com- 
mittee, constituted as provided in the plan, had determined 
that the principal debtor, with its Connecticut charter appro- 
priately amended, should constitute the reorganized company. 
By application filed July 31, and later amended, it said, the 
reorganization committee requested the requisite authoriza- 
tions for the reorganized company to (1) acquire properties, 
(2) issue securities, (3) assume obligations and liabilities, and 
(4) extend maturities, as provided in the plan. 

With respect to the issuance of securities, the Commis- 
sion found: 





That for the purpose stated, and on the conditions stated herein 
and in the order entered herein: (a) the proposed issues by the re- 
organized company of (1) not exceeding $95,703,700 principal amount 
of series A first and refunding mortgage bonds, due July 1, 2007, 
bearing interest at the rate of 4 per cent per annum; (2) not exceeding 
$87,881,500 principal amount of general-mortgage income series A bonds, 
due July 1, 2022, bearing contingent interest at the rate of 4% per cent 
per annum; (3) not exceeding $45,342,800 par value (453,428 shares of 
the par value of $100 each) of 5 per cent series A preferred stock, to 
be issued as provided in the plan (except that 5 shares thereof will 
be initially issued to the members of the reorganization committee, at 
$100 per share payable in cash, to facilitate the steps required to carry 
out the reorganization and thereafter to be resold to the reorganized 
company at the same price and distributed to creditors as part of 
the 453,428 shares); (4) not exceeding an additional $87,881,500 par 
value of 5 per cent series A preferred stock to be issued from time 
to time as required for the conversion of the general-mortgage income 
4% per cent series A bonds; (5) not exceeding $107,388,200 par value 
(1,073,852 shares of the par value of $100 each) of common stock to be 
issued as described; (6) not exceeding an additional $133,224,300 par 
value of common stock to be issued from time to time upon the con- 
version of the $45,342,800 par value of the 5 per cent series A pre- 
ferred stock to be issued at reorganization and the $87,881,500 par value 
5 per cent preferred stock series A which may be issued in conversion 
of the general-mortgage income series A bonds; (7) scrip certificates 
in lieu of, and representing, first and refunding bonds, series A, and 
general income mortgage bonds, series A, in denominations smaller 
than $100 to the extent required to effect the exchange of securities, 
and (8) scrip certificates in lieu of, and representing series A preferred 
5 per cent stock and common stock for fractional parts of $100 par 
value shares to the extent required to effect the distribytion of securi- 
ties; (b) the proposed assumptions of obligations and liabilities by the 
reorganized company with respect to obligations of the principal debtor 
or its trustees under (1) equipment leases and conditional-sale agree- 
ments, (2) obligations of the Naugatuck Railroad Co. under the first 
mortgage of that company dated April 11, 1904, to the Treasurer of 
the State of Connecticut as trustee, (3) obligations of the Harlem River 
and Port Chester Railroad Co. and the principal debtor under the first 
mortgage of said companies dated May 16, 1904, to United States Trust 
Co., (4) obligations of the principal debtor or its trustees under certain 
guarantees of mortgage bonds as described herein, (5) obligations of 
the lessee under lease of December 3, 1870, made by the Holyoke & 
Westfield Railroad Company, as lessor, to the New Haven and North- 
ampton Co. and supplementary agreements of May 4, 1878, and January 
30, 1908, (6) obligations under lease of December 17, 1892, made by 
the Providence and Worcester Railroad Co. to the principal debtor, 
(9) obligations under lease dated February 9, 1869, made by the 
Norwich and Worcester Railroad Co., as lessor, to the New England 
Railroad Co. and supplementary agreements of April 26, 1886, and 
December 31, 1896, and (9) to the extent provided in the plan and 
approved by the district court, obligations incurred by the trustees 
in bankruptcy of the debtors and all obligations of the debtors not 
disaffirmed in these proceedings or affected by the plan; and (c) the 
extension to July 1, 1948, of the maturity of the principal debtor’s 15- 
year secured 6 per cent bonds, all as hereinbefore described, (1) are for 
lawful objects within the reorganized company’s corporate purposes 
and compatible with the public interest, which are necessary and appro- 
priate for and consistent with the proper performance by it of service 
to the public as a common carrier, and which will not impair its 
obligation to perform that service, (2) are reasonably necessary and 
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appropriate for such purpose, (3) are contemplated by the confirmed 
plan of reorganization, and (4) are not inconsistent with the provisions 
and purposes of the interstate commerce act, as amended, and shoul§ 
be approved and authorized under section 77(f) of the bankruptcy act 
and section 20a of the interstate commerce act. 


Conditions Prescribed 


The Commission ordered that the authorizations granted 
for the acquisitions of the described properties and rights were 
on the conditions, among others, that during a period of four 
years from the date of the order such transactions would not 
result in employes of the affected carrier or carriers being in 
a worse position with respect to their employment, except 
that the protection afforded any employe should not be required 
to continue for a longer period, following the date of the order, 
than the period during which such employe was in the employ 
of the carrier or carriers prior to the date of the order. 


New Haven Reorganization Fees 


By a report in Finance No. 10992, New York, New Haven & 
Hartford Railroad Co. Reorganization, the Commission, by divi- 
sion 4, has approved maximum limits of final allowances of 
compensation for services rendered and reimbursement of ex- 
penses incurred by parties in interest and their counsel during 
the period, generally from January 1, 1941, to January 1, 1947, 
in connection with the reorganization plan and proceedings. 
The Commission noted that it retained jurisdiction to fix the 
ultimate maximum limits of alowances to the conclusion of 
the reorganization proceedings. 


Allowances of compensation for services rendered and re- 
imbursement of expenses claimed totaled $916,538.40 while the 
maximum limits as fixed by the Commission totaled $570,735.15. 
Among the larger allowances fixed by the Commission were the 
following: 


For expenses incurred by James H. Brewster, Jr., et al., as the 
executive committee representing a group of insurance companies, 
$25,512.55; for services rendered and expenses incurred by Davis, Polk, 
Wardwell, Sunderland & Kiendl, its counsel, $175,000.00 and $34,437.80, 
respectively; for services rendered and expenses incurred by Day, Berry 
& Howard, its counsel $500.00 and $68.31, respectively; and for services 
rendered and expenses incurred by Coverdale & Colpitts, its engineering 
consultants, $4,507.50 and $294.89, respectively. 

For services rendered by Davis, Polk, Wardwell, Sunderland & 
Kiendl at the request of the court, $7,500.00; and for services rendered 
and expenses incurred by Coverdale & Colpitts, as engineering con- 
sultants in connection with the services rendered by the counsel last 
mentioned, $1,837.50 and $71.00, respectively. 

For expenses incurred by the mutual savings bank group com- 
mittee, $6,126.20; for services rendered by Oliver & Donnally, its 
counsel, $60,000.00; for services rendered by Edmund W. Trowbridge, 
its secretary, $2,736.99; and for services rendered by William J. Cun- 
ningham, its technical adviser, $500.00. 

For services rendered and expenses incurred by Choate, Hall & 
Stewart, counsel for the principal debtor $40,000.00 and $2,353.68, re- 
spectively; for services rendered and expenses incurred by John C. 
Kiley, expert for the principal debtor, $2,000.00 and $85.00, respectively; 
and for services rendered by Pierpont V. Davis, expert for the prin- 
cipal debtor, $4,500.00. 

For services rendered and expenses incurred by Ropes, Gray, Best, 
Coolidge & Rugg, counsel for the Old Colony Railroad Company, sub- 
sidiary debtor, $25,000.00 and $2,124.37, respectively. 


Action in Motor Purchase Cases 


By a report and order in MC F-3449, American Buslines, 
Inc.—Control; Burlington Transportation Co.—Purchase—Dave 
Wolzinger, embracing Finance No. 15691, Burlington Transpor- 
tation Co.—Issuance of Note, the Commission, division 4, has 
granted authority to Burlington Transportation Co., of Chicago, 
Ill., to purchase for $175,000 the operating rights of Dave 
Wolzinger, dba Pony Express Stages, of Los Angeles, Calif., 
as a motor common carrier of passengers principally between 
Salt Lake City, Utah, and Los Angeles, serving several inter- 
mediate points, and certain property of that carrier, and has 
authorized, also, the acquisition of control of the rights and 
property so transferred, by American Buslines, Inc., of Chicago, 
owner of all the capital stock of Burlington Transportation Co. 

The Commission also granted authority to Burlington 
Transportation Co. to issue an unsecured negotiable promissory 
note in the principal amount of $100,000 to Wolzinger, payable 
in 60 monthly installments and bearing interest of 3 per cent 
on the unpaid balance. The report showed that Burlington 
proposed payment of $75,000 of the purchase price in cash. 
The Commission said that competition which had existed be- 
tween Burlington and Pony Express on the Salt Lake City- 
Los Angeles route had been disadvantageous to both carriers. 
The Commission said Burlington might seek to substitute itself 
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as applicant in a pending application of Wolzinger for a route 
between Salt Lake City and Ogden, Utah. 

. By a report and order in MC F-3381, William Boyd Parker 
—Purchase (Portion)—-Highway Express, Inc., the Commission, 
division 4, has approved and authorized purchase by William 
Boyd Parker, dba Parker Truck Line, of Vardaman, Miss., for 
$900, those operating rights of Highway Express, Inc., of Mem- 
phis, Tenn., covering transportation of general commodities 
over regular routes between Pontotoc and Mathiston, Miss., 


between Houston and Eupora, Miss., and between Woodland 
and West Point, Miss. 


G. M. & O. LEASE OF K. C., ST. L. & C. LINES 


By an order in Finance No. 14931 (third supplemental 
application) in which it had authorized the Gulf, Mobile & 
Ohio to lease the lines and properties of the Kansas City, St. 
Louis & Chicago and to acquire by stock ownership and other- 
wise joint control of the Kansas City Terminal Railway Co. 
and joint use of the properties of the latter (see Traffic World, 
May 17, p. 1541), the Commission, division 4, denied a petition 
of several protesting railroads-interveners for reopening, recon- 
sideration and modification of the report and order by which 
such authority was granted to the G. M. & O. 

The Commission said the protesting interveners were: 
the Texas & Pacific and affiliated companies; the St. Louis, San 
Francisco & Texas, the Quanah, Acme & Pacific; the Missouri 
Illinois, the New Orleans & Lower Coast, the Boniphan, Ken- 
sett & Searcy, the Peoria Terminal Co., the Kansas, Oklahoma 
& Gulf, the Midway Valley, the trustee of the Cotton Belt, 
the Frisco, the trustee of the Missouri Pacific and its subsid- 
iaries, and the trustees of the Rock Island. It said the applicant 
and the independent committee for 6 per cent guaranteed pre- 
ferred stockholders of the K. C., St. L. & C. had requested 
denial of the protesting railroads’ petition. It said that, on 
full consideration of the errors assigned, the questions raised 
and the contentions made by the parties, no error of fact 
or law in the assailed report and order had been shown. 


BLUEFIELD, W. VA., BUS LINE MERGER 

Merger into Consolidated Bus Lines; Inc., of Bluefield, 
W. Va., of the operating rights and properties of the Murphy 
Bus Co., also of Bluefield, for ownership management and oper- 
ation, and acquisition of control of the operating rights and 
properties by J. E. Craft, of Bluefield, through the merger, 
has been approved and authorized by the Commission, divi- 
sion 4, by a report and order in MC F-3430, J. E. Craft— 
Control; Consolidated Bus Lines, Inc.—Merger—Murphy Bus 
Co. The report showed that both carriers operated over ex- 
tension systems of routes in West Virginia (one route of Con- 
solidated extending to Pikeville, Ky.); that Consolidated had 
authority for the conduct of bus charter operations from speci- 
fied West Virginia counties to points in Pennsylvania and Ohio, 
and that “the routes of Murphy are generally complementary 
to Consolidated’s operations.” The Commission said that the 
merger would permit more efficient operation of the properties 
and that “the transaction is in line with our policy of encourag- 
ing corporate simplification.” 


RIVER STEAMER CERTIFICATE REVISED 


A restriction written into the corrected certificate issued 
March 9, 1943, to a steamboat company operating on the Ohio 
and Mississippi Rivers between Marietta, O., and Memphis, 
Tenn., has been eliminated by a report and order of the Com- 
mission, division 4, in W-334, Coney Island, Inc., Extension— 
Discharge of Passengers, embracing the application of the 
same carrier in W-334, reopened for reconsideration. 

The Commission said the corrected certificate it had issued 
included authority for operation “out of points on the Ohio 
and Mississippi Rivers between Marietta and Memphis, both 
inclusive, and return to such points without stop for discharge 
of passengers.” It said the applicant, comparing its operation 
to that of a circus in that it moved from town to town 
with its excursion boat, sought removal of the restriction 
as to discharge of passengers. The Commission said the 
applicant had received many requests to permit passengers 
on its excursion trips to go ashore temporarily for the purpose 
of visiting points of historic interest and for sightseeing, and 
that applicant believed that the according of such sightseeing 
privileges would greatly encourage travel as well as permit 
a more economical and profitable operation by it. 


PAN ATLANTIC AUTHORITY EXTENDED 


The Commission, division 4, by an order in W-376, Sub. 6 
TA, Pan-Atlantic Steamship Corporation Temporary Author- 
ity—Baltimore and Charleston, has further extended to and 
including October 26, temporary authority previously granted 
Pan-Atlantic to operate as a common carrier by self-propelled 
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vessels in transporting passengers and commodities generally 
between Baltimore, Md., and Charleston, S. C., on the one 
hand, and, on the other, Boston, New York Harbor, Philadel- 
phia, New Orleans, Mobile, Ala., Panama City, Tampa, Miami, 
and Port St. Joe, Fla. 


REFRIGERATED S. S. LINE OPERATION 


The Commission, division 4, by a report, amended certifi- 
cate and order in W-333, Sub. 6, Refrigerated Steamship Line, 
Inc.,, Extension—Passengers, embracing also W-333, Refrig- 
erated Steamship Line, Inc., Common Carrier Application, 
has granted the applicant, of New York, N. Y., authority to 
operate by self-propelled vessels in transporting passengers 
between the ports of New York, on the one hand, and, on the 
other, Fort Pierce, Port Everglades, and Jacksonville, Fla. 


AMERICAN PRESIDENT LINES OPERATION 


Effective to and including December 15, the Commission, 
division 4, by an order in W-757, Sub. 3 TA, American Pres- 
ident Lines, Ltd., Temporary Authority—Alameda and Oak- 
land, has authorized operation by American President Lines, 
Ltd., of San Francisco, as a common carrier by self-propelled 
vessels in the transportation of commodities generally between 
Alameda and Oakland, Calif., on the one hand, and, on the 
other, Boston, Mass., and New York, N. Y. 


N. Y. C. RECORD FORMS APPROVED 


The Commission, by Commissioner Patterson, has approved 
certain forms, desired to be kept by the New York Central, 
entitled “Dispatcher’s Record of Movement of Trains,’’ embody- 
ing information additional to that prescribed by the Commis- 
sion’s order of May 2, 1921, relative to the method and form of 
records to be kept by carriers as to the time on duty of em- 
ployes and the movement of trains. The approved forms are 
for the Ohio Central division, Z. & W. branch, between Thur- 
ston and Rendville, and the Ohio Central division (Form 
T-1515), between Bucyrus, Columbus and Corning. 


Purchase of 47 Carriers’ Rights 
by Allied Van Is Approved 


In a “memorandum to the press,” Secretary Bartel has 
announced that the Commission, division 4, has approved and 
authorized, subject to conditions, the application of Allied Van 
Lines, Inc., for authority to purchase the household goods oper- 
ating rights of 47 motor common carriers, set forth in MC 
F-3360, Allied Van Lines, Inc.—Purchase—Edwin Allen et al. 

Approval of the Allied Van purchase proposal had been 
recommended in a proposed report by Examiner Philip N. 
Crowley (see Traffic World, Aug. 16, p. 473). The Department 
of Justice, on exceptions to the examiner’s report, made the 
contention, among others, that consummation of the proposed 
transaction would result in restraining of competition. 

According to Secretary Bartel’s memorandum, the condi- 
tions to which the Commission’s approval in MC F-3360 was 
made subject were substantially the same as those imposed in 
Evanston Fireproof Warehouse—Control—Allied Van Lines, 
40 M. C. C. 557. 

The memorandum showed that division 4 dismissed the 
application of Allied Van for authority to purchase operating 
rights of The Cummins Storage & Warehouse Co.; J. B. Bail- 
largeon Express, Ltd.; Frank B. Dixon, dba F. B. Dixon Co.: 
Rowland Mark Hill, dba Hill the Mover, and Westmount Trans- 
fer & Storage, Ltd., and that the division also dismissed the 
application of the 47 named motor carriers for authority to 
acquire control of Allied Van Lines, Inc., through purchase of 
one share each of its capital stock. 


Justice Department Opposition 


The Department of Justice, in a brief it has filed with the 
Commission in MC F-3437, Allied Van Lines, Inc—Purchase— 
George Edward Johnson et al., and MC F-3502—Allied Van 
Lines, Inc.—Purchase—Crone Storage Co. Inc., and Utility 
Cartage, Inc., has asked the Commission to. find the proposed 
transactions, contemplating purchase of six motor common car- 
riers of household goods by Allied Van, not consistent with the 
public interest and to disapprove the applications, or, “in the 
alternative, in any event,” to grant approval only with respect 
to one carrier at Seattle, Wash. 

The Justice Department contended, in its brief, that any 
benefits to the public that might result from the transactions 
proposed would be negligible and insignificant; that no econ- 
omies would result; that there would be no improvement in 
service; that the transactions would restrain competition, and 
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that a condition should be imposed requiring the sale of the 
operating rights in question with competitive bidding. 

“Since the record discloses that Allied now has nationwide 
operating authority and hence can derive no legitimate benefit 
from acquisition of additional duplicating authority,” said the 
department, “it seems plain that to authorize acquisition by 
Allied of such rights, merely in order that they may be elim- 
inated as duplications in Allied’s certificate, would amount to 
an unwarranted elimination of competition. The extinction and 
destruction of such rights would be an undue and unjustifiable 
elimination of competition.” 


Inquiry by I. C. C. to Cover Dairy 
Product Trucking, Omaha-Chicago 


The Commission, division 2, has instituted on its own mo- 
tion an investigation, docketed as MC C-900, Dairy and Pack- 
inghouse Products—Iowa, Nebraska-Chicago, by an order in 
which it explains that its inquiry will be directed to determina- 
tion of the reasonableness and lawfulness otherwise of the mo- 
tor common carrier and motor contract carrier rates and 
charges and the motor common carrier rules governing split 
pickups and deliveries on dairy products and packinghouse 
products in straight or mixed shipments, minima 16,000 pounds 
or more, from Council Bluffs, Ia., and Omaha, Ralston and 
South Omaha, Neb., to all points in the Chicago commercial 
zone and in the reverse direction. 

It was stated in the order that division 5 had had under 
consideration the matter of motor common carrier charges of 
46 cents and less per 100 pounds and motor contract carrier 
minimum rates and charges of 46 cents and less per 100 pounds, 
and their respective rules, etc., affecting such rates and charges 
between the points indicated, as well as “the matter of motor 
common carrier rules which in a single shipment permit one 
split pickup, or one split delivery, without charge, and provide 
a charge for each of the remaining split pickups or split de- 
liveries as the case may be, applicable in connection with the 
aforementioned traffic.” It said such rates, charges, and rules 
were maintained or proposed in the following tariff publica- 
tions, as filed or as amended: 

Agent A. R. Fowler’s MF- I. C. C. No. B-5; Agent G. M. 
Cummins’ MF-I. C. C. No. 6; Middlewest Motor Freight Bureau, 
Agent, MF-I. C. C. No. 28; Harris Truck Lines, Inc., MF- 
I. C. C. No. 8; L. L. Haugarth’s MF-I. C. C. No 4; Mercury 
Truck Lines, Inc., MF-I. C. C. No. 5; W. N. Morehouse’s MF- 
I. C. C. No. 13; M. M. Levin, dba Premier Trucking Service, 
MF-I. C. C. No. 39; Christine Slagle (Earl W. Slagle, dba 
L. W. Slagle Transfer Co.) MF-I. C. C. No. 7; Frank Goldapp, 
MF-I. C. C. No. 18; Walter Mark, dba Walter Mark, MF-I. C. C. 
No. 11; John H. Marx, MF-I. C. C. No. 9; J. B. Montgomery, 
Inc., MF-I. C. C. Nos. 15, 19 and 20, and Fremont Smith, dba 
Fremont Smith Truck Lines, MF-I C. C. No. 25 (Charles H. 
er ga lessee and operator of Fremont Smith Truck Line, 

eries). 

Dairy products and packinghouse products covered by the 
order, the Commission said, were those described in items 
Nos. 760-C and 798, respectively, in supplement No. 47 to Agent 
A. R. Fowler’s MF-I. C. C. No. B-5. 


Five Wartime Reparation Cases Set 
for Hearing December 15 


The Commission, division 4, has assigned five out of eight 
pending proceedings involving reparation payments on wartime 
military and naval traffic for hearing December 15, 9:30 a.m., 
at the Commission’s offices in Washington before that division. 

Notice of hearing was given in No. 29572, United States of 
America vs. Ahnapee & Western Railway Co. et al; Nos. 29735 
and 29746, Same vs. Aberdeen & Rockfish, et al.; No. 29795, 
Same vs. Southern Pacific et al.; and No. 29805, Same vs. Union 
Pacific, et al. 

The aforementioned cases and others involving the same 
parties and issues, which were broadly similar, said the division 
in another notice in these proceedings, had been assigned by 
the Commission to division 4 for administrative handling. 

The notice said the division had considered a request by the 
defendants that all of these complaints and others of the same 
nature that might be filed in the future should be combined 
for a hearing on a single record and had concluded that this 
request should not be granted. 

“At the same time,” continued the notice, “it recognizes 
that with respect to several of the complaints there are valid 
reasons for such consolidation and it accordingly has directed 
that the five complaints listed above be assigned for hearing 
December 15, 1947.” 
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The five complaints, said the notice, presented issues which, 
in the opinion of division 4, were so closely related that their 
joint hearing and consideration was desirable or even impera- 
tively necessary. It added: 


They are sufficiently comprehensive to include all of the more 
important questions of law and fact presented by the complaints as 
a whole. The other pending complaints involve issues of somewhat 
more individual nature, which, it is believed, do not require joint con- 
sideration with those of the five complaints now assigned for hearing. 

The complainant is directed to prepare its testimony in writing and 
to furnish copies thereof together with its exhibits to counsel for 
defendants and to the Commission not later than December 1, 1947. 
A similar arrangement will apply to defendants’ testimony, for which 
dates will be subsequently announced. 


I. C. C. Denies A. C. L. Deposition 
Request in Vegetables Case 


The Commission, by Commissioner Mahaffie, has issued an 
order denying a petition filed by the respondent Atlantic Coast 
Line Railroad Co. for an order to take deposition in No. 29645, 
Transcontinental Rates and Estimated Weights on Vegetables. 

The order of denial recited that the A. C. L. had requested 
issuance of an order to take a deposition on the grounds that it 
had an interest in the proceeding, couid not conveniently send 
a witness to the California and Texas hearings; and that the 
southern carriers objected “to a construction of the Commis- 
sion’s decision in I. & S. 4577 which proceeds on the theory 
that off-setting reductions in rates are required where an 
increase in the present average actual weights of a given 
commodity and package results from comprehensive test weigh- 
ings.” If taken, the order said the A. C. L. petition stated, 
the deposition would establish the fact that “reductions in 
rates on vegetables made effective by southern carriers March 
26, 1940, were made solely in an effort to combat and overcome 
continued losses to trucks and to a lesser extent to boats, such 
losses having reached alarming proportions at the time the 
reduced rates were established.” 

It appeared, said the denial order, that the stated grounds 
did not furnish sufficient warrant under Rule 58 of the general 


rules of practice for entry of an order to take the requested 
deposition. ‘ 


Temporary Motor-Carrier Authorities 
Under War Power Act Continued 


Secretary Bartel, of the Commission, in a notice made pub- 
lic September 16, has announced a conclusion by division 5 to 
grant motor carriers holding temporary operating authorities 
issued while the second war powers act was in effect authority 
to continue the services covered by the temporary authorities 
until further order of the Commission, “but not beyond the 
time the corresponding certificate or permit applications have 
been finally determined either by a denial of an application or 
by the issuance of a ¢ertificate or permit.” The notice said: 


During and immediately following the war, while the second war 
powers act was in effect, the Commission issued a large number of 
temporary authorities authorizing motor carrier operations for which 
there was an immediate and urgent need. These temporary authorities 
continued until March 31, 1947, when the second war powers act ex- 
pired. In order to enable the continuance of needed services, temporary 
authorities expiring September 27, 1947, were issued to a large number 
of carriers. Many of the carriers to whom these authorities were 
issued filed applications for certificates of public convenience and 
necessity or permits to continue the operations performed under tem- 
porary authority. Many of these applications for certificates and 
permits have been decided but all of the certificates and permits author- 
ized have not been issued as the period within which protestants may 
file petitions for rehearing, reargument, or reconsideration has not 
expired. Owing to the large number of these applications, plus the 
applications filed as the result of the post-war changes in commerce 
and industry, the Commission could not determine all of them by 
September 27, 1947, the expiration date of the temporary authorities. 

Consideration has been given by division 5 of the Commission 
to the question whether the operations conducted under temporary 
authorities, issued for a period of 180 days, expiring September 27, 
1947, may be continued after September 27, 1947 where timely filed 
applications for certificates or permits covering generally the same 
operations have been filed, but have not been finally determined. There 
is a divergence of legal opinion on the question. Some of the Com- 
mission’s lawyers are of the opinion that an extension is authorized by 
section 210a(a) of the interstate commerce act; others are of the opinion 
that continuances of such operations are authorized by section 9(b) 
of the administrative procedure act; while others doubt that either 
section 9(b) of the administrative procedure act or section 210a(a) 
of the interstate commerce act or any other provision, either extends 
or authorizes the Commission to extend, these temporary authorities 
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where they have been in effect for 180 days subsequent to March 31, 
1947. 


Under these circumstances, and because it appears that the public 
interest would suffer from a termination of the motor carrier services 
being conducted under the temporary authorities, division 5 of the 
Commission has concluded to authorize the carriers to continue the 
services authorized by temporary authorities until further order of the 
Commission, but not beyond the time the corresponding certificate or 
permit applications have been finally determined either by a denial 
of an application or by the issuance of a certificate or permit. 


An order carrying into effect the conclusions of division 5 will be 
released shortly. 


I. C. C. Undertakes Inquiry of 
Truck Line Expenditures 


The Commission, division 4, by an order, has instituted an 
investigation docketed as MC C-912, Modern Transfer Co., Inc. 
—Investigation of Accounting and Financial Practices, with a 
view to determining whether the respondent carrier, of Allen- 
town, Pa., has compiled with and is now complying with the 
accounting rules and regulations established pursuant to sec- 
tion 220 of the act and whether the carrier has charged and is 
charging to operating expenses amounts exceeding those which 
would be incurred by a motor carrier “under honest, efficient 
and economical management,” and with a view to entry of 
such order or orders as may be required to require compliance 
with those rules and regulations. 

Named as respondents, in addition to Modern Transfer 
Co., Inc., were its officers and directors: Samuel L. Lebovitz, 
Ben Levetan, Isadore C. Gutman, R. S. Krebs and A. H. Nailor. 

In its order, the Commission said that it appeared: 


That there is reason to believe that Modern Transfer Co., Inc., has 
paid excessive salaries to some of its officers, has paid salaries and 
allowances to officers and others who performed no duties therefor, 
has incurred expenses which are charged as operating expenses, although 
not properly chargeable as‘such, has made gifts to officers and others 
which were charged to operating expenses, has leased equipment from 
affiliated companies at excessive rentals, and has otherwise incurred 
expenses exceeding those which would have been incurred by a carrier 
under honest, economical, and efficient management... . 

That there is reason to believe that the aforesaid practices... 
have, and are resulting in the statement of operating expenses on 
their books and records and in their reports to this Commission and 
others which exceed those which would be incurred under honest, 
efficient, and economical management and which are intended to mis- 
lead this Commission and others as to its true financial condition... . 


WATER ACCOUNTING MODIFICATIONS 


Secretary Bartel, of the Commission, has issued a notice 
to all carriers by inland and coastal waterways, advising them 
of the effective date of its order of July 16, 1947 (12 FR, 5045), 
approving certain modifications of the uniform system of ac- 
counts for those carriers. The order was approved to become 
effective January 1, 1948, unless otherwise ordered after con- 
sideration of objections filed on or before August 29, 1947 
The notice said: — 

No objections were received before the specified date and the modi- 


fications attached to and made a part of the said order of July 16, 1947, 
will therefore become effective as therein ordered. 


EASTERN L.-C.-L. HEARING POSTPONED 


Secretary Bartel said, September 12, that telegrams had 
been sent to parties to No. 29770, Increased Less-Carload Rates, 
Official Territory, which had been assigned for hearing at 
Washington before division 2, September 16, postponing the 
hearing to September 23. In assigning the proceeding for hear- 
ing, the Commission said it would be taken up immediately fol- 
lowing the close of hearings in Ex Parte 166, the general freight 
rate case, but not prior to September 16. 


MOTOR CARRIER STATISTICS 


__.The Commission has issued its annual summary of sta- 
tistics of Class I motor carriers of property and passengers for 
the year ended December 31, 1945, prepared by its Bureau of 
Transport Economics and Statistics. The 89-page paper-bound 
publication, designated as statement No. 4714, is for sale by the 
Superintendent of Documents, Government Printing Office, 
Washintgon 25, D. C., at 65 cents. 


MOTOR CERTIFICATE REVOCATION 
By an order in MC C-672, Ottis Stinson—Revocation of 


Certificate, and MC 104586, Attis Stinson, dba Stinson’s Trans- - 


fer, Keen Mountain, Va., the Commission, division 5, has re- 
voked and canceled, as of September 5, the certificate of public 
convenience and necessity issued May 15, 1944, in MC 104586 
to Ottis Stinson, dba Stinson’s Transfer, authorizing certain 
operations as a motor common carrier of property. 
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The Commission said in the revocation order that after 
a hearing in MC C-672 it was found that the respondent was 
deceased and that respondent’s administrator had failed to 
show cause why an order should not be entered requiring him 
to resume operations; that the administrator had been re- 
quired to institute reasonably continuous and adequate service 
to the public within 60 days from January 23, 1947, and that 
the administrator had failed to show within the time allowed 
that he had, in fact, resumed the operations required by the 
Commission’s order of January 23. 


MOTOR AUTHORITY REVOCATION 
The Commission, division 5, by orders in five proceedings, 
has revoked four motor-carrier permits and one motor-carrier 
certificate, as follows: 


MC. C-670, Newton Harvey, Fairfax, S. C. (permit in MC 161336); 
MC C-653, Bruno Kwaithewski, Johnstown, Pa. (permit in MC 88272); 
MC C-652, Walter Campbell, Johnstown, Pa. (permit in MC 88259); 
MC C-651, Harold Gifford, Bradford, Pa. (permit in MC 86104); and 
MC C-656, Lake Erie & Southern Stages, Inc., Ashland, O. (certificate 
in MC 64648). 


REPARATION ORDERS 


Reparation orders have been issued in No. 29159, French 
Lick Springs Hotel Co. vs. Chicago, Indianapolis and Louisville 
Railway Company et al.: No. 29382, The Globe-Wernicke Com- 
pany vs. Alton Railroad Company et al. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 


graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Coal Cinders 


Fourth Section Application No. 21532, Coal Cinders to 
Atlanta, Ga., and Dothan, Ala. The Commission, division 2, 
Commissioner Alldredge dissenting in part. Authority granted 
by F. S. O. 15832, subject to conditions, to establish and main- 
tain on coal cinders from Ensley, Fairfield, Thomas and Wylam, 
Ala., to Atlanta and Dothan, Ala., over applicants’ circuitous 
routes embracing the various originating lines at Birmingham, 
Ala., thence the lines of the Atlanta, Birmingham & Coast or 
the Central of Georgia beyond, rates the same as those con- 
temporaneously in effect from and to the same points over the 
direct routes, constructed on the basis of 110 per cent of the 
joint and single line scales of rates prescribed in Rates on 
Chert, Clay, Sand and Gravel, 122 I. C. C. 133, for application 
in the south, and to maintain higher rates from and to inter- 
mediate points. The Commission said that, effective July 13, 
1946, commodity rates reflecting the aforesaid 110 per cent 
basis were established for general application on cinders 
throughout southern territory and that relief in connection 
with such rates was authorized by fourth section order No. 
15545, entered pursuant to fourth section application No. 22020, 
and subject to stated circuity limitations. Relief was sought, 
it said, to apply the rates now in effect over the direct routes 
and over circuitous routes authorized by F. S: O. 15545 over 
certain additional routes which exceeded the circuity limitations 
of that order. It said the applicants asserted that the movement 
of cinders over their longer routes would not require additional 
train miles and that they urged that the use of such routes 
would not only be of advantage to shippers desiring the use of 
such routes but would afford the A. B. & C. and the Central 
of Georgia the benefits of their long hauls from Birmingham. 


Limestone 


No. 29568, Thatcher Manufacturing Co. vs. New Haven 
Railroad. The Commission, by Commissioner Splawn. Found 
inapplicable, combination rates charged on carload shipments 
of ground limestone, in bulk, moving between July 3, 1943, 
and August 29, 1944, from Canaan, Conn., and Lee, Mass., to 
the New Haven’s Harlem River, N. Y., terminal, thence by 
carfloat to complainant’s private dock at the foot of 37th 
Avenue, Long Island City, N. Y. Applicable rate found to be 
$2.26 a ton of 2,000 pounds; shipments found overcharged; 
reparation awarded. One shipment from Lee on May 19, 1944, 
found misrouted. Commodity rate of $2.26 found applicable 
over the route this shipment should have moved. The report 
said the shipment from Lee was admittedly routed in error 
by the defendant over an all-rail route to Long Island City 
and later returned to Harlem River for car-float delivery to 
complainant’s dock in accordance with routing instructions con- 
tained in bill of lading. The report said the car-float service 
was equivalent to the necessary extension of the defendant’s 
rail line to the complainant’s dock. That dock, it said, was 
intermediate by car-float over the defendant’s car-float route 











































792 


through New York Harbor to Jersey City, N. J., and a fair 
and reasonable interpretation of the applicable tariffs impelled 
the conclusion that the commodity rate of $2.26 was applicable 
on complainant’s shipments. Controversy had centered, said the 
report, on whether the specific commodity rate of $2.26 from 
Canaan and Lee to Jersey City was applicable to the complain- 
ant’s Long Island City dock under the intermediate point rule, 
or whether, as the defendant contended, the rail rates to 
Harlem River plus the car-float charge of 10 cents a 100 
pounds beyond to complainant’s dock constituted a commodity 
rate within the meaning of note 4 of the intermediate-point 
rule as clearly as if expressed in a one-factor through rate and 
precluded the application of the $2.26 rate to Jersey City. 


Aluminum Canteen Halves 


C C-549, R. T. Harris, Robert A. McMasters and John 
A. Cadell, dba Southeastern Metals Co. vs. Roadway Express, 
Inc. The Commission, division 3. Found applicable, rates 
charged on aluminum canteen halves shipped from Massillon, 
O., to Decatur, Ala., between March 8, 1945, and July 11, 1945. 
Further found that rates charged on truckload shipments of 
these articles were not shown to have been unjust or unreason- 
able, but that the rates charged on less-than-truckload ship- 
ments had been, were, and for the future would be unjust and 
unreasonable to the extent they exceeded or might exceed 
che second-class rates and that column-75 rate of $1.62 a 100 
pounds, minimum 14,000 pounds, was, and for the future would 
be, unjust and unreasonable to the extent it exceeded the third- 
class rate of $1.51; minimum 20,000 pounds. Order for future 
effective December 1. The report said that in view of the 
density of the canteen halves, 30,000 pounds thereof could not 
reasonably be loaded in a truck of average capacity, which 
indicated that the fourth-class rates of 97 cents, and a minimum 
reasonably related to the loading of these articles would be 
too low. It said 17 truckload shipments averaged almost 20,000 
pounds, and eight of them weighed more than 20,000 pounds. 
The division said it was of the opinion that the third-class rate, 
minimum 20,000 pounds, would be reasonable on these articles 
for the future. It said that considering the minimum of 14,000 
pounds applied in connection with the column-75 rates, it con- 
cluded that the latter had not been shown to have been un- 
‘reasonable in the past. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 

*MC 22112, Sub. 5, The Motor Convoy, Inc., Decatur, Ga. 
Permit granted as to (1) automobiles, trucks and other speci- 
fied commodities, in truckaway and driveaway service (a) in 
initial movements, from Hapeville, Ga., (site of new Ford as- 
sembly plant), and points within one mile thereof, to points in 
Ala., Fla., Ga., Miss., N. C., S. C. and Tenn., and (b) in sec- 
ondary movements, between points in those states, and (2) 
automobile and truck parts and accessories between Hapeville, 
on the one hand, and, on the other, points in the foregoing 
states, over irregular routes. Holding by applicant of a permit 
to the extent authorized in the instant report and holding of 
certificate heretofore issued to it found consistent with public 
interest and national transportation policy. 

*MC 52657, Sub. 350, Arco Auto Carriers, Inc., Chicago, 
ill., embracing MC 30837, Sub. 45, Kenosha Auto Transport 
Corporation, Kenosha, Wis. Certificate granted, in MC 52657, 
Sub. 350, as to automobiles and related commodities, in initial 
movements in truckaway service over irregular routes from 
Kenosha to District of Columbia and all points in 26 named 
states, and, in driveaway service, from Kenosha to District of 
Columbia and all points in 21 named states, with rejected ship- 
ments of the commodities designated, in the reverse direction. 
Holding by Arco of certificate to extent described in the fore- 
going and holding by W. R.- Arthur & Co., Inc. (a contract 
carrier affiliated with Arco) of a permit heretofore issued to it 
found consistent with public interest and national transporta- 
tion policy. Certificate granted, in MC 30837, Sub. 45, as to 
automobiles and related commodities in initial movements in 
truckaway service over irregular routes from Kenosha to Dis- 
trict of Columbia and all points in 23 named states. Division 5 
said in the report that Nash-Kelvinator Corporation at Kenosha 
was expanding its production facilities from a pre-war output 
of 250 cars a day to 1,000 cars a day, and that “clearly the 
increased production of the Kenosha plant will result in more 
than a sufficient amount of traffic to enable each applicant 
herein to operate efficiently and economically.” 

*MC 108044, Byron W. Bailey, Daytona Beach, Fla. Cer- 
tificate granted as to (1) fish and shellfish, fresh or frozen, 
from points in specified counties in N. C., S. C., Ga., and Fla. 
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to Washington, D. C., Baltimore, Md., Philadelphia, Pa., New 
York, N. Y., and Boston, Mass.; (2) frozen fish from Boston and 
New York City to points in the aforesaid counties, and (3) 
fresh vegetables and fruits from points in N. Y. and N. J. to 
points in N. C., S. C., Ga. and Fla., over irregular routes. 

*MC 34564, Sub. 9, Adolph J. Daroska, Pittsfield, N. H. 
Certificate proposed. Lumber from points in York county, Me., 
to points in specified areas of Mass. and N. H., over irregular 
routes. 

*MC 106862, Zohn’s Refrigerated Trucking Service, Inc., 
New York, N. Y. Certificate denied. Fresh meats, dairy and 
packinghouse products between New York City, on the one 
hand, and, on the other, Philadelphia, Pa., and points in seven 
N. J. counties, over irregular routes. 

*MC 68274, Sub. 5, Tidewater Transfer Co., Inc., Richmond, 
Va. Permit granted. Wines from points in New York City com- 
mercial zone, restricted to pickup only in connection with ap- 
plicant’s present authority. The Commission said applicant’s 
permit in MC 68274 authorized it, among other things, to trans- 
port malt beverages and wines from New York City to Rich- 
mond, Va.; that there was now presented the question whether 
the authority to transport wines included the right to transport 
wines in bulk in wooden tank trailers; that if it did, the only 
extension of authority needed in Sub. 5 was the right to serve 
points in the New York commercial zone as intermediate and 
off-route points for pickup only. It said the outstanding permit 
of the applicant contained no restriction as to the method of 
transporting the commodities it covered, and that “to hold now 
that applicant’s unrestricted permit does not include the right 
to transport wines in tank vehicles would be reading into the 
permit a condition or limitation which does not exist. .. .” 

*MC 58901, Sub. 3, Henry J. Rentner, dba H & H Transfer, 
Antioch, Ill. Permit granted. Roofing and building materials 
from Joliet, Ill., to points in Rock and Walworth counties, Wis., 
and rejected shipments on return, over irregular routes. 

*MC 50544, Sub. 33, The Texas & Pacific MOtor Transport 
Co., Dallas, Tex. Certificate granted, as to general commodities, 
with exceptions, over specified routes between named points in 
La., with service at designated points which are stations on 
the Texas & Pacific Railway, and at Point Blue and Chataigner, 
La., subject to conditions, including one that applicant’s service 
be limited to service auxiliary to or supplemental of rail serv- 
ice of the Texas & Pacific. 

*MC 45829, Sub. 11, Carolina Motor Express Line, Inc., 
indianapolis, Ind. Certificate denied. General commodities, 
with exceptions, between Cincinnati and Portsmouth, O., over 
U. S. Highway 52, serving no intermediate points. The Com- 
mission said that “obviously, applicant by the use of the pro- 
posed shorter route could improve its service, but such im- 
provement here is tantamount to a new service which would 
enhance its competitive relationship to other carriers with no 
real compensating improvement in public transportation service 
not otherwise available.” 

*MC 48388, Sub. 7, Joseph E. Faltin, dba J. E. Faltin Motor 
Transportation, Manchester, N. H. Certificate granted. Petro- 
‘eum products in bulk in tank trucks from Revere, Mass., to 
Windsor, Vt., over irregular routes. 

*MC 40388, Sub. 3, Andrew Burns and Donald Simmons, 
dba Burns & Simmons, New York, N. Y. Permit granted, as to 

(1) vinegar, in bulk in tank trucks, from New York and Peekskill, 
N. Y., to points in Del. and certain points in N. J., Md. and 
Pa., with rejected shipments on return, and (2) vinegar, in 
containers, from New York City to certain points in Pa., with 
rejected shipments and empty vinegar containers on return, 
over irregular routes. 

*MC 3701, Sub. 3, Westwood Transportation Co., Little 
Ferry, N. J., embracing MC 3705, Sub. 3, Westwood Transporta- 
tion Lines, Inc. On further hearing, findings in prior report, 
43 M. C. C. 599, modified, and certificate granted to Westwood 
Transportation Lines, Inc., as to passengers, baggage, express, 
mail and newspapers over a regular route between Ridgefield 
Park and Hackensack, N. J., serving all intermediate points. 
The Commission noted that in the prior report it had author- 
ized the issuance of a certificate to only one of the Westwood 
companies, and that, for reasons stated therein, it was taking 
similar action in the instant report. 


COMMISSION ORDERS 


No. 29552, Spear Mills, Inc., vs. Alton et al. 
for reconsideration denied. 

No. 29804, Atlanta and Saint Andrews Bay Railway Co. vs. Aber- 
deen and Rockfish et al. Pan-Atlantic Steamship Corporation, Seatrain 
Lines, Inc., The Bull Steamship Line, Newtex Steamship Corporation, 
Southern Pacific Co. (Pacific Lines), dismissed as defendant parties. 

MC-F 3402 (supplemental), Elster J. Ratliff, control; Pinson Trans- 
fer Company, Inc., lease (portion), Germann Bros. Motor Transporta- 
tion, Inc. Proceeding reopened and order of July 29, amended so as 
to authorize lease of that portion of lessor’s operating rights between 


Defendants’ petition 
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Huntington and Williamson, W. Va., serving all intermediate points, 
and the off-route points of Ft. Gay and Nolan, W. Va., upon the terms 
and conditions otherwise set forth in report. 

No. 29340, Raymond Concrete Pile Company vs. Erie et al. Com- 
plainant’s petition for reopening for reargument and reconsideration 
of decision of January 27, denied. 

MC 107657, Sub. 1, James J. McCool, dba Quick-Way Lines. Re- 
opened for further hearing. 

MC-F 3418, Liberty Moving & Storage Corp., Purchase, Liberty 
Storage & Warehouse Company, Inc. Application dismissed. 

MC-C 651, Harold Gifford, Revocation of Permit and MC 86104, 
Harold Gifford. Permit issued March 14, 1938, in MC 86104 to Harold 
Gifford, revoked and cancelled as of September 5. . 

MC-C 652, Walter Campbell, Revocation of Permit and MC 88259, 
Walter Campbell. Permit issued January 9, 1940, in MC 88259 to Walter 
Campbell, revoked and cancelled as of September 5. 

MC-C 653, Bruno Kwaithowski, Revocation of Permit and MC 88272, 
Bruno Kwiathowski. Permit issued January 9, 1940, in MC 88272 to 
Bruno Kwiathowski, revoked and cancelled as of September 5. 

MC-C 656, Lake Erie & Southern Stages, Inc., Revocation of Cer- 
tificate and MC 64648, Lake Erie & Southern Stages, Inc. Certificate 
issued April 15, 1942, in MC 64648 to Lake Erie & Southern Stages, Inc., 
revoked and cancelled as of September 5. 

MC-C 670, Newton Harvey, Revocation of Permit and MC 101336, 
Newton Harvey. Permit issued September 16, 1941, in MC 101336 to 
Newton Harvey, revoked and cancelled as of September 5. 

MC-C 912, Modern Transfer Co., Inc., Investigation of: Accounting 
and Financial Practices. Modern Transfer Co., Inc., and Samuel L. 
Lebovitz, Ben Levetan, Isadore C. Gutman, R. S. Krebs, and A. H. 
Nailor made respondents in proceeding. 

W-64, Russell V. Warner and George H. Tamble, Contract Car- 
rier Application and W-64, Warner & Tamble Transportation Company, 
Exemption Section 303(e). Time for filing petitions for reconsideration 
in proceedings further extended to September 30. 

Finance 15470, Application of Missouri and Arkansas Ry. Co. re- 
ceivers for a certificate of public convenience and necessity permitting 
abandonment of the line extending from Joplin, Mo., to Helena, Ark., 
and abandonment of operation under trackage rights of about 29.26 miles 
of line. Period of suspension of action, extended to October 15. 

No. 13535 et al. Consolidated Southwestern Cases. Order of April 5, 
1927, as since amended, further amended to permit the establishment 
of the following rates, subject to the authorized general increases, with- 
out contemporanecusly establishing and maintaining corresponding 
— to, from, and between other points as required by said Find- 
ing $ 

(a) 16 cents per 100 pounds on caustic soda in solution, in tank 
cars, carloads, from Baldwin, Ark., to Shreveport, La., subject to 
Rule 35 of the current western classification, and to Rule 27 of Tariff 
Circular 20 as to intermediate points of origin and destination. 

(b) 34 cents per 100 pounds, minimum 100,000 pounds, on can ends, 
iron or steel or tin, nested or flat in paper wrapped rolls, securely 
fastened with gummed tape, or in boxes, or in fibreboard tubes, car- 
loads, from East St. Louis, Ill., and St. Louis, Mo., to Fort Smith, 
Ark., to alternate with the present class rate of 63 cents, minimum 
30,000 pounds, aad to be applied as maximum via routes not exceeding 
115 per cent of the short tariff route. 

(c) 25, 20, and 15 cents, minima 40,000, 60,000, and 80,000 pounds, 
respectively, on canned milk, carloads, as described in item 30-A, 
Southwestern Lines Tariff 199-L, Agent D. Q. Marsh’s I. C. C. 3559, 
from Aurora, Cabool, Jasper, Mt. Vernon, Neosho, and Springfield, Mo., 
Coffeyville, Ft. Scott, and Iola, Kan., and Siloam Springs, Ark. (inter- 
state), to DeWitt, Ark., subject to rule 27 of Tariff Circular 20 as to 
intermediate points of origin and destination. 

(d) 550 and 725 cents per ton of 2,000 pounds, on liquefied chlorine 
gas, carloads, from Baldwin, Ark., to Bastrop and Spring Hill, La., 
respectively, subject to rule 27 of Tariff Circular 20 as to intermediate 
points of origin and desiination. 

No. 29179, Montana-Dakota Utilities Company vs. A. T. & S. F. 
et al., No. 29328, Phillips Petroleum Company vs. A. T. & S. F. et al., 
No. 29350, Minnesota Mining and Manufacturing Company vs. A. T. & 
S. F. et al.; No. 29363, Bennett Mining Company et al. vs. A. T. & S. F. 
et al., No. 29369, Detroit Lakes Gas Corporation vs. Alton et al., No. 
29369, Sub. 1, Wahpeton Gas Company vs. A. T. & S. F. et al., No. 29377, 
Shell Oil Co., Inc., vs. Alton et al., No. 29377, Sub. 1, Sinclair Refining 
Co. vs. A. T. & S. F. et al., No. 29397, Skelly Oil Company vs. Alton 
and Southern et al., No. 29404, Continental Steel Corporation vs. A. T. 
& S. F. et al., No. 29407, Northwestern Blaugas Company vs. A. T. & 
S. F. et al., No. 29412, Phillips Petroleum Company vs. A. T. & S. F. 
et al., No. 29416, Western Skelgas Company vs. A. T. & S. F. et al., 
No. 29421, Cities Service Oil Company vs. Alton and Southern et al., 
No. 29427, Central Wisconsin Gas Company et al. vs. Alton and Southern 
Railroad et al., No. 29438, Citizens Gas and Coke Utility vs. A. T. & 
S. F. et al., No. 29454, Natrogas, Inc., vs. C. St. P. M. & O. et al., 
No. 29464, Bemidji Bottlegas Company et al. vs. Alton and Southern 
et al., No. 29479, Kohler Company vs. A. T. & S. F. et al., No. 29482, 
Shell Oil Company, Inc., vs. Alton et al., No. 29483, Shell Oil Company, 
Ine., vs. Alton et al., No. 29489, Fyrogas Company vs. A. T. & S. F. 
et al., No. 29518, Sub. 1, Butane Motor Fuel Company vs. A. T. & S. F. 
et al., No. 29525, City of Bushnell vs. A. T. & S. F. et al., -No. 29528, 
Globe Steel Tubes Company vs. A. T. & S. F. et al., No. 29642, Phillips 
Petroleum Company vs. A. T. & S. F. et al., No. 29377, Sub. 3, Sinclair 
Refining Company vs. Alton Railroad Company et al., No. 29577, Wis- 
consin Public Service Company vs. A. T. & S. F. et al., No. 29611, 
Standard Oil Company vs. Alton and Southern et al., No. 29617, A. O. 
Smith Corporation vs. Alton and Southern et al., and No. 29633, Socony- 
Vacuum Oil Company vs. Alton and Southern et al. Order of July 14, 
modified to become effective on December 22, on not less than 30 days’ 
notice, instead of October 21. 


No. 29802, D. M. Jewett, Inc., vs. Atlantic Coast Line Railroad et al., 
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Proceeding be handled under modified procedure and parties thereto 
to comply with provisions of Rules 45 to 54, inclusive, of the General 
Rules of Practice before the Commission. 

No. 29806, Albert Schwill and Company vs. Illinois Central Railroad 
et al. Proceeding be handled under modified procedure and parties 
thereto to comply with provisions of Rules 45 to 54, inclusive, of the 
General Rules of Practice before the Commission. 

MC-C 667, Dayton Brothers Bus Line, Inc., revocation of certificate, 
and MC 75875, Sub. 3, Dayton Brothers Bus Line, Inc. Certificate issued 
November 30, 1937, in MC 75875, Sub. 3, insofar as it relates to that 
portion of operating rights remaining in the name of Dayton Brothers 
Bus Line, Inc., revoked and cancelled as of September 5. 

MC-C 896, Keystone Freight Lines, Inc., et al. vs. Gordons Inter- 
state, Inc. Motion of defendant overruled. 

No. 29636, W. D. Corley, Jr., vs. A. T. & S. F. Complaint dismissed. 

No, 29728, The Bowater Paper Company, Inc., vs. L. V. Complaint 
dismissed. 

No. 29758, W. J. Jones & Son, Inc., vs. G. N. Complaint dismissed. 

No. 29773, Helen Applebaum, Rebecca Applebaum and Joseph Apple- 
baum, Co-partners doing business as Fruit Preserves Co., vs. Pennsyl- 
vania. Complaint dismissed. 

1. & S. 5471, Ex Parte 162 Increases, Various Commodities. Re- 
spondents under special permission having filed tariffs effective on or 
before July 21, cancelling the suspended schedules, proceeding dis- 
continued. 

1. & S. 5489, Ex Parte 162 Increases, Ganister Rock. Respondents 
under special permission having filed tariffs effective August 22, can- 
celling suspended schedules, proceeding discontinued. 

|. & S. 5508, H. K. Ferguson Co., Decatur, Ill. Respondents under 
special permission having filed tariffs effective August 31, cancelling 
suspended schedules, proceeding discontinued. 

MC-C 646, Murray Trucking Co., Inc., revocation of certificate. 
Proceeding in MC-C 646, discontinued. 


FINANCE APPLICATIONS 

Finance No. 15847. Chicago Great Western Railway Co. asks au- 
thority conditionally to reissue, for pledging as security for a loan 
from a bank or banks to be evidenced by a note maturing in less than 
two years, its first mortgage bonds in the principal amount of $437,000 
and its general mortgage bonds in the principal amount of $548,000, 
now held in its treasury. The applicant says it proposes to borrow 
from the banks not more than 75 per cent of the current market value 
of the bonds and to use the proceeds of the borrowing, if made, to 
make a partial payment on the principal of its present indebtedness 
to the Reconstruction Finance Corporation, totaling $5,600,000. The 
proposed note would bear interest of not exceeding 2 per cent per 
annum, according to the application. 

Finance No. 15848. The Denver & Rio Grande Western Railroad 
Co. asks authority to assume obligation and liability with respect 
to $2,220,000 of its equipment trust certificates, series L, to be dated 
November 1, 1947, and to be issued in connection with a lease and 
equipment trust agreement covering acquisition by the applicant of 
four 1,000-horsepower Diesel-electric switching locomotives, three 1,500- 
horsepower Diesel-electric switching locomotives, and 500 fifty-ton all- 
steel gondola cars. According to the application, the estimated total 
cost of the new equipment will be $2,963,365; the equipment trust 
certificates will be issued by Chicago Title & Trust Co. as trustee, will 
be payable in 30 semi-annual installments of $74,000 each, and will 
bear interest at a rate to be determined by competitive bidding. It says 
the proposed new locomotives will replace 16 obsolete steam locomotives 
ranging in age from 37 to 59 years, while the gondola cars will replace 
old gondola cars acquired between 1908 and 1913. 

Finance No. 15850. The Murfreesboro & Nashville Railroad Co., 
Murfreesboro, Ark., incorporated June 2 under Arkansas laws, asks 
authority to operate the railroad property formerly owned by the 
Murfreesboro-Nashville Railroad Co., extending from Murfreesboro to 
Nashville, Ark., 14.96 miles. According to the application, the Mur- 
freesboro-Nashville Railroad Co., which operated as a rail common 
carrier of persons and property for a number of years and went into 
receivership several years ago, was purchased at a receiver’s sale by 
Paul M. Farrell, of Brinkley, Ark., as trustee for Hanford F., Paul M., 
J. J. and Clarence C. Farrell and W. R. Cooper and Otto C. Clifton, 
for $25,000, and was later conveyed to the new corporation, organized 
by Paul M. Farrell and his associates. The applicant says that it is 
now operating and has operated the railroad since June 2, 1947; that 
it has issued and outstanding capital stock totaling $50,000, in shares 
of $100 par value, that there are six stockholders, all of whom are 
directors, and that no securities were involved in the purchase of the 
road by applicant. 

MC F-3588. Puget Sound Freight, Inc., Seattle, Wash., asks author- 
ity to purchase operating rights and equipment of the owning corpora- 
tion, Puget Sound Freight Lines, Seattle, the latter being both a water 
carrier operating under certificate in W-505, and a motor carrier, oper- 
ating under certificate issued in MC 85256. According to the application, 
the transfer of the certificate in MC 85256 and of seven motor vehicles 
owned by the transfer is proposed ‘‘solely for simplifying and coor- 
dinating the motor trucking operations of the parent corporation by 
consolidating all motor truck operations into one corporation.’’ 

MC F-3589. The O. K. Trucking Co., Cincinnati, O., asks authority 
to purchase interstate operating rights of Anderson Motor Service Co., 
St. Louis, Mo., as a motor common carrier of general commodities, 
with exceptions, between Indianapolis, Ind., and Cincinnati, O., and 
between Cincinnati and St. Louis, together with rights to serve com- 
mercial zone areas as may be attached to such interstate rights, for 
$15,000. 

MC F-3591. Anchorage Transportation, Inc., dba Washington Subur- 
ban Lines, Washington, D. C., asks authority to purchase operating 
rights of Harry V. Dawson, dba Oriole Motor Coaches, Sandy Spring, 
Md., as a motor common carrier of passengers between Washington, 
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D. C., on the one hand, and, on the other, Sandy Spring, Wheaton, 
and College Park, Md.; between Olney and Westminster, Md., Balti- 
more and Ashton, Md., Wheaton and Gaithersburg, Md., and Damascus 
and Gaithersburg, Md., for $75,000, and for temporary authority for 
operation under the rights proposed to be purchased. 

MC F-3590, Decatur Cartage Co., Chicago, Ill., asks authority to 
purchase operating rights of Decatur Cartage Co., Inc. of Indiana, 
Indianapolis, Ind. John B. O’Connor, Walter Mullady and H. C. Griffin, 
who assert they jointly control Decatur Cartage Co., request authority 
to join in the purchase application. 

MC F-3592, Lenus F. Boys and Marvin E. Boys, Woodland, Wash., 
ask authority to purchase and temporarily to operate certain rights and 
property of Champ Nutter, dba Nutter Transfer, Longview, Wash. 
Finance No. 15851, C. Howard Paul, New York, N. Y., and Mer- 
cantile Trust Co., Baltimore, Md., executors of the estate of Albert F. 
Paul, transferor, and Robert B. White, transferee, ask authority to 
transfer a certificate issued in W-15 to Albert F. Paul and Robert B. 
White, dba C. C. Paul & Co., which certificate was subsequently trans- 
ferred to Albert F. Paul. The applicants said the certificate covered 
operation by Albert F. Paul and Robert B. White, dba C. C. Paul & Co., 
in the capacity of managing owners, by sailing vessels, and by self- 
propelled vessels, in transporting commodities generally between ports 
and points on the Chesapeake and Delaware Bays and tributaries, and 
in inland waterways in Virginia, North Carolina, and South Carolina. 
They said that in Finance No. 15072, the Commission had approved a 
transfer of the certificate from Robert B. White to Albert F. Paul and 
that because of the death of the latter, Robert B. White, the former 
partner, now desired to take over the business covered by the cer- 
tificate. 


PETITIONS FOR REHEARING, ETC. 

Finance 15832 (supplemental), Application of Walter F. Carey and 
Bert B. Beveridge, control: Commercial Barge Lines, Inc., lease (partial) 
Green Line Steamers, Inc. Applicants ask for authority temporarily 
to operate a portion of the operating rights of Green Line Steamers, 
Inc. 

MC-F 3528 (supplemental), Tri-State Coach Corporation, lease, Cum- 
berland Coach Lines. T. R. and Eleanor Middleton, Morris and Fannie 
Saylor, in control of Cumberland Coach Lines, join application. 

1. & S. 5520, Forwarder Class Rates of Lifschultz Fast Freight. 
Respondents ask Commission for permission to amend schedule under 
suspension and for vacation of suspension order or for change in place 
designated for hearing. 

No. 29543, Appliances, Methods and Systems Intended to Promote 
Safety of Railroad Operation. Respondents ask for modification of 
order of June 17. 

W-945, Sub. 1, Cleveland and Buffalo Steamship Company, common 
carrier application. Cleveland and Buffalo Steamship Company, appli- 
cant, asks for reconsideration and rehearing. 


MOTOR FINANCE CASES 

MC F-3573, Aime V. and Eugenie B. Plante—Control; Robert’s Ex- 
press, Inc.—Purchase (portion)—J. J. Holland, Inc. Application for 
authority under section 210a(b) of Robert’s Express, Inc., of Man- 
chester, N. H., for temporary operation of a portion of the motor- 
carrier rights of J. J. Holland, Inc., of Boston, Mass., denied. 

MC F-3570, Cecin Vernon—Control Mid-States Freight Lines, Inc.— 
Purchase—A. C. Willingham; and MC F-3580, Cecil Vernon—Control; 
Mid-States Freight Lines, Inc.—Purchase—Benjamin Overton Surber. 
Applications for authority under section 210a(b) for Mid-States Freight 
Lines, Inc., of Chicago, Ill., to temporarily operate the motor-carrier 
rights of A. C. Willingham, doing business as Willingham Motor Lines, 
of San Antonio, Tex., and of Benjamin Overton Surber, doing business 
as Ben Surber, of Burlington, Kan., denied September 12, 1947. 

MC F-3539, Houston Harte—Control; Sunset Motor Lines—Lease— 
D. M. Ott (Minnie B. Ott, Community Survivor). Lease by Sunset 
Motor Lines, of San Angelo, Tex., of the operating rights of D. M. 
Ott (Minnie B. Ott, Community Survivor), formerly doing business as 
S. & S. Truck Line, of Bronte, Tex., and acquisition of control of the 
operating rights by Houston Harte through the lease, approved and 
authorized, subject to condition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15802, Chicago, St. Paul, Minne- 
apolis & Omaha Railway Company Equipment Trust Certificates, 
granting authority to assume obligation and liability, as guarantor, 
in respect of not exceeding $1,560,000 of Chicago, St. Paul, Minneapolis 
& Omaha Railway Company second equipment trust of 1947, 1% per 
cent equipment-trust certificates, to be issued by The First National 
Bank of Chicago, as trustee, and sold at 98.57 per cent of par and 
accrued dividends in connection with the procurement of certain equip- 
ment. Approved. 

Order in F. D. No. 15768, New York Central Railroad Company Con- 
struction, correcting the certificate to prescribe the date for completion 
of construction as December 31, 1949. Approved. 

Order in F. D. No. 15798, Union Railway Company Bonds, dismissing 
without prejudice the application at request of applicant. Approved. 

Report and order in F. D. No. 15827, Baltimore & Ohio Railroad 
Company Equipment Trust Certificates, granting authority to assume 
obligation and liability, as guarantor, in respect of not exceeding 
$5,600,000 of Baltimore & Ohio Railroad 2 per cent equipment-trust cer- 
tificates, series V, to be issued by the Chemical Bank & Trust Com- 
pany, as trustee, and sold at 99.07189 and accrued dividends, in con- 
nection with the procurement of certain equipment. Approved. 


M. P. REORGANIZATION PLAN 
Commission officials have been unofficially advised that the 
U. S. Circuit Court of Appeals for the Eighth Circuit has 
ordered the federal district court to return to the Commission 
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for further hearing an I. C. C.-approved plan of reorganization 
for the Missouri Pacific railroad (see Traffic World, Septem- 
ber 13, p. 735). 


Railroad Abandonments 


West Feliciana 


Governor James H. Davis, of Louisiana, and other Lousiana 
state authorities, including the Department of Institutions and 
the State Penitentiary, have joined in a brief on exceptions to 
the proposed report of Examiner J. S. Prichard in Finance No. 
15623, West Feliciana Railway Abandonment. The West Felici- 
ana, in this application, seeks authority to abandon its entire 
line, extending from St. Francisville, La., to the Louisiana state 
penitentiary at Angola, La. The governor and other protestants 
said they understood the condition proposed by the examiner— 
that the line or any part thereof be sold to the state or any 
responsible person offering to purchase the line for continued 
operation, and willing to pay not less than its net salvage value 
—as meaning that, if the state was unable or unwilling to pay 
the net salvage value, the line could not be abandoned at all 
and could be sold only at any time to a person willing to con- 
tinue the operation. 

“Protestants,” the brief continued, “maintain their position 
that the railroad should be compelled to resume operations. . . . 
The state of Louisiana invokes the protection of the Commission 
in a situation where the railroad cost the applicant only $50,000 
in 1944 ... and where now, after hearing, applicant would sell 
it to the state of Louisiana for $250,000. .. .” 

_ _The state authorities asked that the abandonment be de- 
nied, that the applicant be ordered to issue such additional 
stock or securities as might reasonably be necessary to place 
the line in service again, or that, in the alternative, abandon- 
ment. and subsequent sale be not permitted except to someone 
who would agree to continue the operation. 


E.S. & N. 


The Evansville Suburban & Newburgh Railway Co. has 
applied to the Commission, in Finance No. 15852, for authority 
to abandon its line of railroad located in Vanderburgh and 
Warrick counties, Ind., extending approximately 18 miles be- 
tween Evansville and Boonville. Applicant said further opera- 
_ — line was “uneconomical, unsafe and not in the public 
interest.” 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2775, Household Goods—Charges for Expedited 
Service, from September 12 to and including April 11, 1948, 
schedules published in supplement No. 4 to tariff MF-I. C. C. 
No. 15 of Independent Movers’ & Warehousemen’s Association, 
Inc., Agent, Washington, D. C. The schedules suspended on 
Commission’s own motion propose increased minimum weights 
resulting in increased charges on household goods when ex- 
clusive use of the véhicle is ordered by shipper for expedited 
service from Washington, D. C. and nearby points, to points 
in eastern, southern and midwestern states, and in the reverse 
direction, applicable over the routes of Anchor Transfer Com- 
pany of Silver Spring, Md., and over Barrett’s Transfer, Cannon 
Ball Transit Co., William L. Curles, and Takoma Transfer & 
Storage Company of Washington, D. C. 

I. and S. No. 5522, Pipe, Moundsville, W. Va., to West Palm 
Beach, Fla., from September 15 to and including April 14, 1948, 
schedules published in supplement 37 to Agent R. H. Hoke’s 
joint tariff I. C. C. No. 969. The suspended schedules propose 
to increase the rate on iron or steel pipe, in carloads, from 
Moundsville, W. Va., to West Palm Beach, Fla. 

I. and S. M-2776, Candy, Chicago, Naugatuck and Phila- 
delphia to Tampa, from September 15 to and including Decem- 
ber 1, 1947, schedules published in tariff MF-I. C. C. No. 2 of 
J. A. Miles, Jr., Plant City, Fla. The suspended schedules pro- 
pose to reduce 20,000-pound commodity rates on candy, requir- 
ing refrigeration, from Chicago, Ill., Naugatuck, Conn., and 
Philadelphia, Pa., to Tampa, Fla. 

I. and S. M-2777, Multiple Deliveries—E. Werner, Jr., Inc., 
from September 14 to and including April 13, 1948, schedules 
published in tariff MF-I. C. C. No. 36 of E. Werner, Jr., Inc., 
Ridgefield Park, N. J. The suspended schedules propose to 
establish a rule in connection with truckload shipments of roof- 
ing, paving and building materials and related articles moving 
over irregular routes between Edgewater, N. J., and points in 
New York, providing that multiple deliveries may be accorded 
truckload shipments without additional charge. 

L. and S. No. 5523, Minimum Charges between Official and 
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Southern Points, from September 15, 1947, to and including 
April 14, 1948, the operation of certain schedules as published 
in supplement No. 72 to Agent W. S. Curlett’s joint tariff 
I. C. C. No. A-800, and various other tariffs. The suspended 
schedules propose to apply the class rates between points in 
official territory and the official territory gateways as minima 
on less-carload and any-quantity interterritorial traffic between 
points in official territory and the South. 


O. D. T. Furnishes Further Replies 
to C. & O. Advertisements 


The Office of Defense Transportation has made public addi- 
tional correspondence arising out of inquiries addressed to it by 
individuals as a result of advertisements of the Chesapeake & 
Ohio Railroad (see Traffic World, Sept. 13). 

One letter, to a South Carolina man, indicated that he had 
been in correspondence with Robert R. Young, chairman of the 
board of the C. & O. Signed by Director Johnson, of the 
O. D. T., the letter said it seemed the South Carolinian had 
come to the conclusion that the Commission was at fault, and 
observed that that was a regulatory body not intended to be a 
governmental agency to operate the railroads. Referring to two 
of the C. & O. advertisements, the letter said: 


The ‘‘hog’’ advertisement, like the ‘‘Rip Van Winkle’”’ ad, is more 
than impractical. No hog was ever shipped through Chicago without 
changing not only cars but trains. In fact, no livestock ever moved 
over 28 hours without being unloaded, watered, fed. and rested. 


Another letter, to Sylvan Cole, chairman of the board of 
the National Shirt Shops, showed that he had been sent the file 
the O. D. T. prepared to be used in such cases, and said all the 
answers were in the file, “to one versed in transportation.” 
After referring to the number of freight cars being moved, the 
letter said: 


The most critical car shortage now is coal cars. Mr. Young claims 
his road is a coal road. For the last year or two he has been raving 
with suggestions for improved passenger service based on C. & O. 
methods. To consider the C. & O a passenger road is humorous. Not 
only is the C. & O. a coal road, it is a good one, one of the best, 
although its movemerts are slower than the national average and it 
is slower than the Norfolk and Western which is exactly the same 
sort of a coal road, operating out of the same originating territory to 
the same destinations. 


The letter then reviewed the movement of perishables, over 
western roads, in somewhat the same language as contained in 
earlier explanations. 

It said a short time ago the nation as a whole was acclaim- 
ing the railroads for “their miraculous service during the war.” 
Now, it said, the war was over, the railroads with less were do- 
ing more and were on the verge, it appeared, “of being con- 
demned for doing a poor job, whereas in effect they are more 
efficient than ever in their history.” 


Two Lines Ordered to Stop Holding 
Loaded Cars Consigned to A. & W. 


The Commission, division 3, has issued service order No. 
772, Delivery of Ioaded Cars to Ahnapee, effective from 6 a. m., 
September 17, until 12:01 a. m., December 31. 

It said the Director of the Office of Defense Transporta- 
tion, on September 16, informed the Commission that the Green 
Bay & Western and the Kewaunee, Green Bay & Western rail- 
roads, on the one hand, and the Ahnapee & Western, on the 
other hand, were engaged in a financial dispute. It quoted the 
director as saying the two first named companies were with- 
holding the delivery of carload freight and accompanying rev- 
enue waybills and other necessary papers from the Ahnapee & 
Western, thus retarding and diminishing the utilization of 
freight cars urgently needed in the domestic economy. 

The O. D. T. director, according to the division, asserted 
that for the week ended August 23, average daily shortages of 
box cars were 17,720 cars and that average daily shortages of 
all cars were 31,312 cars. 

Pertinent portions of the order follow: 


It is ordered, that: 

Section 95.772 (a) Interchange. The Green Bay & Western Railroad 
Co., the Kewapnee, Green Bay & Western Railroad Co., are directed: 

(1) To discontinue withholding railroad cars loaded with freight, 
the revenue waybills and other necessary shipping papers for freight 
shipments consigned to persons, partnerships or corporations located 
at points on the Ahnapee & Western Railway Co. 

(2) To deliver to the Ahnapee & Western Railway Co. at Casco 
Junction, Wis., loaded railroad cars now being withheld, together with 
the revenue waybills and other necessary shipping papers for freight 
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shipments consigned to persons, partnerships er corporations located 
at points on the Ahnapee & Western Railway Co. 

(3) To handle, move, interchange and deliver loaded railroad cars 
together with the revenue waybills and other necessary shipping papers 
for shipments consigned to persons, partnerships or corporations located 
at points on the Ahnapee & Western Railway Co., and routed via 
Casco Junction, Wis., to that carrier at that junction after the effective 
date hereof... 


(ad) Inirastate application. The provisions of this order shall apply 
to intrastate as well as interstate commerce. 


FREE TIME ON REFRIGERATOR CARS 


The Commission, division 3, has issued revised service 
order No. 394, entitled “Free Time Reduced on Refrigerator 
Cars at Ports,” vacating and superseding service order No. 394, 
as amended, effective at 7:00 a. m., September 22, 1947, to 
expire at the same time, February 5, 1948. 

The effect of the instant order, officials said, was to elim- 
inate the application of provisions of service order No. 394 to 
domestic commerce. The latter order applied to both foreign 
and domestic commerce and accorded free time on refrigerator 
cars held for loading or unloading of not more than 5 days in 
foreign commerce and not more than 48 hours in domestic 
commerce. While no change in free time was provided by the ~ 
revised order, officials said domestic commerce would be gov- 
erned by the “more liberal’”’ provisions of service order No. 112 
which permitted the application of Rule 8 of Jones’ demurrage 
tariff. That rule, it was stated, provided for allowances in 
cases of error or bunching. 





S. P. REROUTING ORDER VACATED 


By issuance of its service order No. 498-A, effective at 
12:01 a.m. September 15, the Commission, division 3, vacated 
and set aside its service order No. 498, Rerouting Traffic on 
the Southern Pacific Co., which was issued on April 30, 1946, 
to deal with congestion of traffic on the Seuthern Pacific at Los 
Angeles and Long Beach, Calif. 

The original order, requiring the Southern Pacific to re- 
route carload freight on its lines originating at or east of Colton, 
Calif., and destined to Los Angeles or Long Beach, via the 
Pacific Electric to connecting lines for delivery at destinations, 
without regard to routing by shippers or carriers or to owner- 
ship of cars. By successive amendments, the life of the service 
order had been extended, lastly by amendment No. 3 until 
December 31, 1947. 


R. E. A. Replies to Opponents 
in Express Rate Boost Case 


“The large losses which the railroads are sustaining in the 
handling of express, as found in the proposed report and clearly 
shown by the record, emphasize the urgent need for prompt 
increases in express rates now proposed,” said the Railway 
Express Agency, Inc., and the Class I railroads in their reply 
to exceptions by various shipper interests to the proposed re- 
port by Director C. G. Jensen, of the Commission’s Bureau of 
Traffic, in Ex Parte 163, Increased Express Rates and Charges, 
1946 (see Traffic World, Sept. 6, p. 661). 

In discussion of the exceptions by North Dakota interests, 
the express agency and the railroads said that those protestants 
implied that the present western express rates were higher 
than the proposed eastern-southern scale, but that the reverse 
was true as to rates for 100 pounds for distances up to 900 miles 
and as to package charges on the smaller shipments even for 
longer distances. The agency and the railroads, referring to 
allegations of some shipper groups that the agency’s rate in- 
crease proposal, recommended for approval by Director Jensen, 
did not meet the Commission’s suggestions in its report of last 
October in Ex Parte 163, said that it had been shown in the 
express agency’s brief of July 31 that the proposal here consid- 
ered did meet the Commission’s suggestions. 

Answering the criticisms of express service set forth by 
the Detroit Board of Commerce in its exceptions to the Jensen 
report, the agency said, in part: 


The petitioner admits that express service today is not up to pre- 
war standards....It is fully aware of this unsatisfactory condition 
and is making the most vigorous efforts. ..to restore normal express 
service. ... Improvements are being made and will continue to be made 
as facilities become available. The provision of adequate revenue for 
the support and maintenance of satisfactory express service plays an 
important part in the picture. 


As to predictions of the National Retail Dry Goods Asso- 
ciation that the higher express rates would result in diversion 
of express traffic, the agency said that the estimate of 180,000,- 
000 shipments a year under the rates now proposed, “a 10 per 
cent reduction from current performance,” represented the 
judgment of the agency’s officials “and if approximately rea- 
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lized will stand at a higher level than any peacetime year 
since 1929.” 

Any claim of prejudice arising out of the existence of 
express commodity rates, such as the claim made in the excep- 
tions of the Chicago Association of Commerce and Industry, 
said the agency, was “obviously . . . not a pertinent issue in 
this general revenue case.” The agency said that class-rated 
express covered about 86 per cent of the total shipments and 
about the same percentage of revenue from l.c.l. traffic. 


Answer to N. I. T. League 


With respect to the National Industrial Traffic League’s 
contention that the Ex Parte 163 case was not merely a revenue 
case but was also a rate case and that in the latter respect 
the proposed rates had not been justified, the agency said, in 
part: 


The facts . . . are that the interim rates were proposed to pro- 
vide additional revenue needed to cover increases in the express 
agency’s costs, principally the 18% cents an hour wage increase which 
was granted early last year. The present rate proposal has as its 
purpose the provision of additional express revenues needed to permit 
more adequate express privileges, payments to the railroads to cover 
their costs and services in the transportation of express. It is difficult 
to see how one is more definitely a revenue case than the other.... 

We had assumed that there would be no serious contention by 
anyone in this case that as a matter of sound transportation economics 
the express service should yield sufficient revenues to at least pay its 
own way and not be a burden on other transportation services. ...We 
entertain considerable doubt whether shippers who are primarily inter- 
ested in freight traffic will be agreeable to having their rates increased 
so as to recoup revenue shortages incurred by the railroads in con- 
nection with their handling of the express business. 


The express agency suggested to the Commission that “as 
it will take weeks to complete and print the tariffs carrying 
the new rates, their authorization should include permission to 
make the tariffs effective on not less than five days’ filing and 
posting.” 


Official Lines Oppose Petition 
for L. C. L. Rate Hearing Delay 


The hearing in No. 29770, Increased Less-Carload Rates, 
Official Territory, scheduled to be held in Washington after the 
hearing in Ex Parte 166 but not prior to September 16, should 
not be delayed because of the pendency of the Commission’s 
pickup and delivery and small shipments investigations, because 
the scope of and issues in No. 29770 were not paralleled by 
those in the investigations mentioned, the Official Territory 
railroads said in a reply to the petition for postponement filed 
by the Associated Industries of New York State, Inc., in No. 
29770 (see Traffic World, Sept. 13). 

“While the upsurge in wage rates and other operating 
expenses has substantially increased the costs of pickup and 
delivery service,” the railroads said, “these increases have 
likewise affected other carrier costs of handling less-carload 
traffic to such an extent that the carriers’ proposal, as shown 
by their cost exhibits, is amply justified even if pickup and 
delivery costs were disregarded. Accordingly, there is no 
‘justification for withholding from the carriers the relief to 
which they are thus entitled on the ground of the pendency 
4 the pickup and delivery and small shipments investiga- 
ions. ... 

Those investigations are apparently in the nature of min- 
imum rate proceedings and contemplate detailed and exhaustive 
investigations, country-wide in scope, which deal with only 
two phases of the less-carload freight problem. The small 
shipments case affects but a small segment of the less-carload 
traffic. The investigation which relates particularly to pickup 
and delivery (No. 29555) does not primarily involve the ques- 
tion which is foremost in No. 29770, namely, what is the proper 
and reasonable measure of less-carload rates which contemplate 
a complete service, including pickup and delivery, at the 
station basis of rates. Accordingly, No. 29555 may present 
questions affecting the scope of the service to be rendered 
under the less-carload rates, a question which has heretofore 
been the subject of extended controversy and court contest... . 
All things considered, there is no assurance that these investi- 
gations can be brought to an early final conclusion. Accord- 
ingly, it would be wholly inappropriate to defer the making of 
such adjustments as may be found justified in No. 29770 pend- 
ing the completion of the records in the investigations con- 
cerning small shipments and pickup and delivery services or 
the ultimate determination of those cases... .” 


SUSQUEHANNA REORGANIZATION 
By a petition in Finance No. 11681, New York, Susque- 
hanna & Western Railroad Co. Reorganization, Henry K. 
Norton, as successor trustee of the debtor railroad, has asked 
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the Commission to find and conclude that abandonment by the 
New York Central of trackage rights over tracks of the Sus- 
quehanna at Edgewater, N. J., and abandonment by the Susque- 
hanna of trackage rights over tracks of the New Jersey Junc- 
tion Railroad (New York Central subsidiary) south of 
Edgewater, as set forth in applications heretofore filed with the 
Commission, would be consistent with the reorganization re- 
quirements of the Susquehanna, since the plan recommended by 
the Commission “was based on a capitalization which did not 
reflect any possibility of the net income of the Susquehanna be- 
ing increased as a result of said abandonments.” The successor 
trustee added that the abandonments would not result in any 
decrease in the railroad’s net income and would not deprive the 
Susquehanna of any property or right necessary to the suc- 
cessful consummation of the plan. 


DIGEST OF NEW COMPLAINTS 


MC C-900, Dairy and Packinghouse Products—Iowa, Nebraska, Chicago. 
Investigation instituted by the Commission, division 2, on its 
own motion, into and concerning the reasonableness and lawfulness 
otherwise of the motor common carrier rates and charges of 46 
cents and less per 100 pounds and the rules, etc., affecting such 
rates and charges, and the motor contract carrier minimum 
rates and charges of 46 cents and less per 100 pounds, and the 
rules, etc., affecting such minimum rates and charges, applicable 
to the transportation in interstate and foreign commerce of dairy 
products, in straight shipments, of packinghouse products, in 
straight shipments, and of dairy and packinghouse products in 
’ mixed shipments, minima 16,000 pounds or more, from Council 
Bluffs, Ia., and Omaha, Ralston and South Omaha, Neb., to all 
points in the Chicago, Ill., commercial zone and in the reverse 
direction; also the motor common carrier rules which on a single 
shipment permit one split pickup, or one split delivery, without 
charge, and provide a charge for each of the remaining split 
pickups or split deliveries as the case may be, applicable in con- 
nection with the aforementioned traffic, maintained or proposed 
in the following publications, or as amended: Agent A. R. Fowler’s 
MF-I. C. C. No. B-5; Agent G. M. Cummins’ MF- I. C. C. No. 6; 
Middlewest Motor Freight Bureau, Agent, MF-I. C. C. No. 28; 
Harris Truck Lines, Inc., MF-I. C. C. No. 8; L. L. Haugarth’s MF- 
I. C. C. No. 4; Mercury Truck Lines, Inc., MF-I. C. C. No. 5; 
W. N. Morehouse, MF-I. C. C. No. 13; Premier Trucking Service, 
MF-I. C. C. No. 39; Christine Slagle (Earle W. Slagle, dba L. W. 
Slagle Transfer Co. Series) MF-I. C. C. No. 7; Frank Goldapp, MF- 
I. C. C. No. 18; Walter Mark, MF-I. C. C. No. 11; John H. Marx, 
MF-I. C. C. No. 9; J. B. Montgomery, Inc., MF-I. C. C. Nos. 15, 
19 and 20, and Fremont Smith Truck Line, MF-I. C. C. No. 26 
(Charles H. Guillaume, lessee and operator of Fremont Smith Truck 
Line, Series). 
MC C-912, Modern Transfer Co. 
Financial Practices. 


Investigation instituted by the Commission, division 5, of its own 
motion, into practices of Modern Transfer Co., Inc., Allentown, Pa., 
and Samuel L. Lebovitz, Ben Levetan, Isadore C. Gutman, R. S. 
Krebs and A. H. Nailor, its officers and directors, to determine 
whether the carrier has complied and is complying with the account- 
ing rules and regulations established pursuant to section 220 of 
the interstate commerce act and whether it has charged to operating 
expenses amounts exceeding those which would be incurred by a 
motor common carrier under honest, efficient and economical man- 
agement. The Commission said it appeared there was reason to 
believe the respondent carrier had paid excessive salaries to some 
of its officers, had made gifts to officers and others which were 
charged to operating expenses, and had leased equipment from 
affiliated companies at excessive rentals. 


No. 29822, United States of America vs. Union Pacific et al. 

Rates charged, explosives and ammunition, shipped by com- 
plainant in period from January 1, 1942, to June 30, 1946, to, from 
and between points in all rate territories in the continental United 
States, alleged to have been unjust and unreasonable, in violation 
of section 1, to extent they exceeded 35 per cent of contemporaneous 
first-class rates maintained by defendants, adjusted to carload mini- 
mum of 90,000 pounds, and 50 per cent of those rates, adjusted to 
carload minimum of 60,000 pounds (see Traffic World, Sept. 13). 
Reparation sought. (James E. Kilday, David O. Mathews, special 
assistants to the Attorney General, and Gareth M. Neville, special 
attorney, Department of Justice, Washington 25, D. C.) 

No. 29824, The Planters Exchange, Inc., Havana, Fla., et al. vs. New 
Haven et al. 

Rates charged, old rags (principally second-hand cheesecloth after 
its use in growing of shade tobacco in Massachusetts and Connec- 
ticut), shipped from points in tobacco-gowing areas of Massachu- 
setts and Connecticut to many destinations in northern Florida and 
southern Georgia, alleged to have been and to be in violation of 
sections 1 and 6. Cease and desist order, just and reasonable rates, 
award of reparations, and authorization of waiver of undercharges 
by defendants asked. (T. C. Maurer, Traffic Manager; Richard J. 
Gardner and F, C. Hillyer, 227 West Forsyth Street, Jackson- 
ville, Fla.) 
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PROPOSED REPORTS IN I.€.C. CASES 








Demurrage Charges Held Applicable 
in Situation Involving Strike 


Dismissal of the complaint in No. 29732, Dunn Sulphite 
Paper Co. vs. Grand Trunk Western has been recommended by 
Examiner L. E. Bartoo on a finding that demurrage charges 
sought to be collected for detention of box cars at Port Huron, 
Mich., in November, 1944, were applicable and not shown to 
have been unreasonable. Complainant asked waiver of under- 
charges. Defendant had been refused permission to waive col- 
lection of the charges, the report revealed. ; 

Twenty-five cars involved were loaded with wood pulp, 
rosin, lime and paper tubing which had been shipped from Can- 
ada, Missouri, New Hampshire, South Carolina and Washington 
to Port Huron, according to the report which said that com- 
plainant’s employes went on strike at 2:45 p.m. on November 
8, 1944, without notice to complainant that a strike was to take 

lace. 
‘ The examiner said demurage charges of $3,243.90, exclusive 
of tax, sought to be collected by the defendant were computed 
on the basis of the charges set out in Revised Service Order 
No. 242, in effect in November, 1944. 

“Service Order 242 was promulgated as an emergency 
order because of an acute shortage of box cars resulting from 
the war effort,” said the examiner. “It was designed to secure 
prompt. release of equipment. The provisions of the order were 
stringent as required by the acuity of the situation.” 

Complainant had entered into an agreement with defendant 
as provided in rule 9 of the demurrage tariff and contended that 
rule 8(g) of that tariff relating to delays due to strikes was not 
suspended by the service order. The examiner said application 
of the provision of rule 8(g) of the demurrage tariff would 


result in charges of $332.40, based on a rate of $1.20 a day a’ 


car. 
Saying that the position taken by complainant was not 
tenable, the examiner continued: 


As shown above, the service order suspended all tariff rules, regula- 
tions, or charges insofar as they conflicted with the provisions of the 
order. Charges of $1.20 for each day’s detention of each car are clearly 
inconsistent with charges specified in the service order ranging from 
$2.20 to $16.50 for each car-day of detention. The car shortage was 
acute during the period service order 242 was effective. All tariff 
provisions inconsistent with the service order were suspended and there- 
fore have no application in this proceeding. The Commission should 
conclude that the demurrage charges sought to be collected were applica- 
ble to the detention of the 25 box cars here being considered. 

The demurrage charges sought to be collected are assailed as 
unreasonable because penal charges are imposed for causes beyond the 
control of complainant. 

Complainant argues that it was powerless to unload the cars and 
release them to the railroad. Although complainant’s employes were on 
strike, the defendant continued to place cars on complainant’s siding 
and must have had free access to the siding. The record gives no 
indication that the cars could not have been moved from the siding 
to another location for unloading. It was the purpose of the service 
order to secure prompt unloading of equipment and the demurrage 
charges were increased to secure this result. Complainant could have 


released the cars and the penal demurrage charges would not have 
accrued. 


REPARATION ON CITRUS FRUITS 


On a finding that it had not been shown that complainants 
were damaged by the undue prejudice and undue preference 
described in the prior report, 266 I. C. C. 515, 520, Examiner 
Frank M. Weaver, in a proposed report on further hearing in 
No. 29315, Merchants & Manufacturers Traffic Bureau vs. A. T. 
& S. F. et al., has recommended that reparation be denied. 

Further hearing was held on the question of damages sus- 
tained by complainants, the original finding having been that 
rates on citrus fruits from points in California to Oklahoma 
destinations had been, were and would be unduly prejudicial 
to complaining Muskogee distributors, and unduly preferential 
of their competitors at Tulsa to the extent that the rates to 
Muskogee exceeded those to Tulsa. 

Rates in issue had been 5 cents higher to Muskogee than 
to Tulsa. Effective March 3, 1947, in compliance with the prior 
report, defendants ‘increased the rates to Tulsa by five cents or 
to the Muskogee basis, said the examiner. Continuing, he said: 


During the period April 21, 1943, to March 3, 1947, complainants 
received 154 carloads of citrus fruits from California origins and the 


transportation charges, including federal taxes, which they paid de- 
fendants exceeded those which would have accrued on basis of the 
rates then in effect on like shipments from the same origins to Tulsa 
by $4,133.96. Reparation is sought in this amount, ‘ 

To support their claim for reparation complainants rely entirely 
upon the fact that (during the reparation period) the prices which they 
paid for California citrus fruits delivered at Muskogee were five cents 
higher than those paid by their competitors for like fruits delivered at 
Tulsa. This fact, standing by itself, does not prove that complainants 
were damaged by the unlawful rate differential and the resulting higher 
delivered cost at Muskogee. A showing of actual damages is essential 
to an award of reparation for a violation of section 3 of the act. 





Examiners Propose Findings as to 
Grain, Memphis to Arkansas 


In a proposed report in I. and.S. No. 5438, Grain—Transit 
and Proportionals Memphis to Arkansas, embracing also 
Fourth Section Application No. 22210, Grain and Grain Prod- 
ucts from Memphis, Tenn., and Arkansas to Louisiana and 
Mississippi, Examiners C. B. Gray and A. L. Corbin have rec- 
ommended that the Commission find proportional rates pro- 
posed on grain, grain products and articles grouped therewith, 
from Memphis to points unduly prejudicial to Memphis, Tenn., 
and unduly preferential of competing western mill towns. 

They recommended that the suspended schedules be can- 
celed without prejudice to filing of new schedules in conformity 
with the findings in the report. As to that phase of the case, 
they said, in part: 


Although respondents’ proposed rates are in compliance with the 
order of the Commission in the Whyte Feed Mills vs. Atchison, T. & 
S. R. Ry. Co., supra (266 I. C. C. 202), they are unduly preferential 
of competitive western mill towns and unduly prejudicial to Memphis 
on grain moving from western origins and destined to points in southern 
Arkansas. 

The complaint in that proceeding and the evidence introduced to 
support the complaint referred particularly to the rates on corn orig- 
inating in western Tennessee and destined to points in southern Arkan- 
sas. Although the order in that proceeding referred to grain moving 
from beyond Memphis the complainant was only interested in obtaining 
a rate on corn from Tennessee to southern Arkansas points. 

The respondents should establish one factor through rates on grain 
from Tennessee to points in Arkansas no higher than the combination 
rates presently in effect to Louisiana points with transit at Memphis 
and Pine Bluff. Rates on western and Illinois grain in effect before the 
hearing in the proceeding last cited and presently in effect with transit 
at Memphis should not be disturbed. 


By Fourth Section Application No. 22210, carriers parties 
to Agent D. Q. Marsh’s tariffs I. C. C. Nos. 3416, 3555, and 
3601, according as they may participate therein, apply for 
authority to establish and maintain rates on grain, grain prod- 
ucts, related articles and seeds, in carloads, as described in 
Agent L. E. Kipp’s tariff I. C. C. No. A-3586, from Memphis 
and points in Arkansas to destinations in Arkansas, Louisiana 
and Texas without observing the long-and-short-haul provision 
of section 4 of the act. The examiners said no one appeared at 
the hearing in opposition to the granting of the application. 
Continuing, they said, in part: 


At the hearing applicants asked that temporary relief of the same 
kind as granted under fourth section order No. 11829, as amended, be 
granted and that the matter of permanent relief be joined with fourth 
section application No. 16500. Since applicant did not advance any 
reasons for deferring the decision on the permanent authority at this 
time or show any advantages that might be obtained by deferring such 
action the matter of permanent relief will be considered in this pro- 
ceeding. 

By fourth section order No. 15622, temporary relief was granted 
herein for departures from the long-and-short-haul provision of section 
4 pending the effective date of the order to be entered after hearing 
in this application. . 


The Commission should find that a special case has been presented; 
that the rates proposed will be compensatory and are according to the 
basis prescribed by the Commission in the general western grain struc- 
ture and that the relief subject to the limitations below is justified. 

Applicants herein should be authorized to continue to maintain over 
their existing routes, for the transportation of grain, grain products, 
related articles and seeds, in carloads, between Memphis and points in 
Arkansas, including Texarkana, on the one hand, and, on the other, 
points in Louisiana groups 1, 2, 3, and 4, and Mississippi groups 5 and 
6, and Arkansas flat rates constructed on the basis and in the manner 
prescribed or approved in Grain and Grain Products, supra, (205 I. C. C. 
301), plus the subsecuently authorized general increases, and the 
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lowest rates that may be constructed over any line or route on the 
basis and in the manner proposed in the application, and to maintain 
higher rates from and to intermediate points; provided, that rates from 
and to such higher-rated intermediate points shall not exceed the rela- 
tions prescribed in the Whyte Feed Mills vs. Atchison, T. & S. F. Ry. 
Co., supra, or be increased except as authorized herein or as may here- 
after be authorized by this Commission, nor exceed the lowest combina- 
tion of rates subject to the interstate commerce act. 





Proposed Reports 


Shaving Creams and Soaps 


I. and S. M-2712, Classifications — Shaving Creams and 
Shaving Soaps. By Examiner C. W. Bennett. Recommended 
that the Commission find obscure and ambiguous, and therefore 
unlawful, in violation of section 217 of the interstate commerce 
act and the Commission’s tariff rules thereunder, certain sched- 
ules proposing to establish changes in the classification descrip- 
tive terms applicable to shaving creams and shaving soaps. 
Further recommended, a finding that the proposed ratings of 
first-class on less-than-truckload shipments, and third class on 
volume shipments, minimum 24,000 pounds, were just and rea- 
sonable to the extent they would apply on shaving creams, of 
the latherless or brushless type, and unjust and unreasonable 
to the extent they would apply on shaving soaps (either in cake, 
stick, bar, powder or liquid form) or on shaving creams of the 
lather or brush type. Also recommended that the proposed rat- 
ings, to the extent found just and reasonable, be found not to 
have been shown unduly preferential or prejudicial. Order 
requiring cancellation of proposed schedules and discontinuance 
of proceedings, without prejudice to filing of new schedules in 
conformity with the views expressed in the report, recommended. 
The examiner said the schedules had been filed to become effec- 
tive December 28, 1946, by motor carriers parties to the Na- 
tional Motor Freight Classification and that on petition of a 
number of shippers and shippers’ organizations protesting that 
the proposed changed provisions would result in increased trans- 
portation rates and charges, operation of the proposed schedules 
was suspended until July 28, and that the respondents had post- 
poned operation of the schedules indefinitely. Noting that the 
classification board stressed at the hearing the confusion that 
now existed in determining the proper classification ratings to 
apply on the commodities in question, the examiner said the 
respondents were admonished to provide ratings on these com- 
modities in a clear and unambiguous manner, preferably by the 
—— of specific classification items thereon, properly 
indexed. 


Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face” type, with name of town or city following.) 


Florida (St. Andrews)—-MC 107823, Frank W. Knowles, 
dba Knowles Refrigerated Truck Service. Certificate proposed. 
Fresh and frozen fish and seafood from specified points in Fla., 
Ala., Miss., and La. to Atlanta, Ga., Charlotte, N. C., Chicago, 
Ill., Dallas, Tex., New York City, Baltimore, Md., Washington, 
D. C., and Philadelphia, Pa., and fresh and frozen fish from 
Boston, New York, Baltimore, Chicago and Washington to 
Montgomery, Birmingham and Mobile, Ala., Pensacola, Fla., 
Atlanta and New Orleans, over irregular routes. 


Michigan (Ionia)—-MC 107413, Sub. 2, Gaylord Hausser- 
man, dba Hausserman Trucking Service. Certificate proposed. 
Upholstered bus seats, uncrated, from Ionia, Mich., to Lebanon, 
Indianapolis, Richmond and Union City, Ind., Cleveland, Lima 
and Piqua, O., and Allentown, Pa., with damaged and rejected 
shipments of the same commodities on return, over irregular 
routes. 


District of Columbia (Washington)—-MC 106965, Sub. 9, 
M. I. O’Boyle & Son, Inc. Certificate proposed. Petroleum prod- 
ucts in bulk in tank trucks from Rosslyn, Va., to Philadelphia, 
Pa., and rejected shipments on return, over irregular routes. 

North Carolina (Wilson)—-MC 105457, Sub. 32, Thurston 
Motor Lines, Inc. Certificate proposed. Dangerous explosives, 
and explosive supplies, (1) between Norfolk and St. Juliens 
Creek, Va., on the one hand, and, on the other, Camp Lejeune 
and Cherry Point, N. C., and Charleston, Inness and Parris 
Island, S. C., (2) between Charleston and Inness,: S. C., on the 
one hand, and, on the other, Camp Lejeune and Cherry Point, 
N. C., and Quantico, Va., and (3) between Camp Lejeune, 
N. C., on the one hand, and, on the other, Parris Island and 
Quantico, over irregular routes. 
Pennsylvania (McKeesport)—MC 105187, Sub. 3, Charles 
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Farkas. Permit proposed. Specified commodities, including 
meats and canned goods, from McKeesport to Leechburg and 
Vandergrift, Pa., and points in specified area of: Pa., and re- 
fused, damaged or rejected shipments of the same commodities 
in the reverse direction. 


Missouri (St. Louis)—-MC 77488, Sub. 1, Arthur Morgan 
Trucking Co. Certificate proposed. Commodities requiring the 
use of special equipment by reason of size or weight between 
points in Mo., Ill., Ky. and Tenn., over irregular routes. 


Oklahoma (Hominy)—MC 68994, Sub. 2, Gus Redeker. 
Certificate proposed. Commodities used in oil field and gas field 
activities and in construction, repair, etc., of pipelines, between 
points in Kan. and Okla., over irregular routes. 

California (Los Angeles)—-MC 59074, Sub. 40, System 
Freight Service. Certificate proposed. General commodities, 
with exceptions, between Portland, Ore., over specified routes 
in Ore., as alternate routes for operating convenience only. 

Texas (Kermit)—MC 55829, Sub. 6, Will M. Walker and 
William J. McMurray, dba W. M. Walker, Certificate proposed. 
Commodities used in oil field and gas field activities and in 
construction, repair, etc., of pipelines between points in Kan., 
N. M., Okla. and specified part of Tex., on the one hand, and, 
on the other, points in Colo., Utah, Wyo. and those in Cochise 
county, Ariz., over irregular routes. 

Texas (Wichita Falls)—-MC 43867, Sub. 7, Alton Leander 
McAlister. Certificate proposed. Commodities used in oil field 
and gas field activities and in construction, repair, etc., of pipe- 
lines, between points in Kan., Okla., Tex. and those in Lea and 
Eddy counties, N. M., on the one hand, and, on the other, points 
in Colo., Utah, Wyo. and those in Cochise county, Ariz., and 
certain commodities used in or incidental to irrigation and the 
drilling of water wells, between Wichita Falls, Tex., and Farm- 
ington, N. M., on the one hand, and, on the other, points in 
Ariz., Ida., N. M., Utah and Wyo., over irregular routes. 

California (Susanville)—-MC 43603, Sub. 5, Mt. Lassen Mo- 
tor Transit, Inc. Certificate proposed. Passengers, baggage, 
express, mail and newspapers (restricted in the case of express 
other than trunks, baggage and motion picture films, to the 
transportation of shipments weighing 100 pounds or less) be- 
tween Bird Flat School House, Calif., and Herlong, Calif., over 
specified route, serving all intermediate points. 


Oklahoma (Pawhuska)—MC 42011, Sub. 8, D. Q. Wise & 
Co. Certificate proposed. Commodities used in oil field and 
gas field activities and in construction, repair, etc., of pipelines, 
between points in Ark., Kan., Okla. and Tex., over irregular 
routes. 


Missouri (St. Louis) —-MC 30824, Sub. 7, Aalco Express Co., 
Inc. Certificate proposed. Commodities requiring special equip- 
ment by reason of size or weight between points in Mo., IIl, 
Kan., Ky. and Tenn., over irregular routes. 

Washington (Seattle)—MC 29521, Sub. 16, Northwest 
Greyhound Lines, Inc. Certificate proposed. (Application filed 
by Washington Motor Coach Co., applicants’ predecessor.) 
Passengers, baggage, express, mail and newspapers between 
highway junction 3.8 miles west of Spokane and highway junc- 
tion near Bouncer, Wash., over Washington Highway 11, serv- 
ing all intermediate points. Z 

Texas (Big Spring)—-MC 23618, Sub. 4, O. H. McAlister. 
Certificate proposed. Commodities used in oil field and gas field 
activities and in construction, repair, etc., of pipelines, between 
points in Kan., La., N. M., Okla., and Tex., on the one hand, 
and, on the other, points in Colo., Utah, Wyo. and those in 
Cochise county, Ariz., over irregular routes. 

Pennsylvania (Chester)—MC 16346, Sub. 2, Story’s Express 
Co., Inc. Certificate proposed. Silicate of soda and silicate of 
potassium, in bulk, in tank vehicles, from Chester, Pa., to Wash- 
ington, D. C., and to Bridgeport, N. J., and N. J. points within 
40 miles of Bridgeport, over irregular routes. 

Minnesota (Minneapolis)—-MC 8859, Sub. 4, L. H. Craw- 
ford, dba Eastern Iowa Truck Lines. Certificate proposed. Gen- 
eral commodities, with exceptions, between Rochester, Minn., 
and Decorah, Ia., and. between La Crosse, Wis., and Decorah, 
over specified routes, the Rochester-Decorah route to be used 
as an alternate route, and service on the La Crosse-Decorah 
route being subject to certain restrictions but including service 
at La Crescent, Brownsville and Reno, Minn., and New Albin, 
Lansing, Church and Waukon, Ia., as intermediate points. 

Oregon (Portland)—-MC 107643, Sub. 7, St. Johns Motor 
Express Co. Certificate proposed. Prefabricated and frame 
houses and quonset huts, complete, knocked down, or in sec- 
tions, and equipment and materials incidental to the erection 
and completion of such houses, including fixtures and furniture, 
when shipped therewith, between points in Calif., Ida., Ore. 
and Wash., over irregular routes. 

Minnesota (St. Paul)—MC 105503, Sub. 1, Schirmer Trans- 
portation Co., Inc. Certificate. proposed. Petroleum products 
in bulk in tank trucks from designated points in Minn. to 
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defined area in Wis., and rejected shipments of such com- 
modities on return, over irregular routes. 

Texas (El Paso)—-MC 102506, Sub. 5, Edward Percy San- 
derson, dba Country Club Bus Line. Certificate proposed. Pas- 
sengers, baggage, express, mail and newspapers between Las 
Cruces and Hot Springs, N. M., over regular route. 

lowa (Iowa City)—-MC 92983, Sub. 15, Eldon and Gladys 
Miller, dba Eldon Miller. On further hearing, certificate pro- 
posed as to petroleum products in bulk in tank trucks over 
irregular routes from points in Ia. within 10 miles of Dubuque 
to points in specified areas of Ill. and Wis. 

Nebraska (Albion)—-MC 89633, Sub. 7, Joe J. Wilson, dba 
Beaver Valley Transport Service. Certificate proposed. Petro- 
leum products in bulk in tank trucks over irregular routes from 
Council Bluffs, Ia., and points in Ia. within 10 miles thereof to 
Petersburg, Tilden and Raeville, Neb., and from all points in 
Kan. to Raeville. 

Utah (Salt Lake City)—-MC 88857, Sub. 35, Owen Milton 
Collett. Certificate proposed. Petroleum products in bulk in 
tank trucks over irregular routes from specified highway inter- 
sections on the Ida.-Nev. and Ida.-Utah state lines and from 
Border, Ida., to points in specified Idaho counties. 

Michigan (Scottsville)—-MC 86580, Sub. 7, H. E. Jensen. 
Certificate proposed. Feed and fertilizer over irregular routes 
from Chicago Heights, Ill., to described part of Mich., not in- 
cluding northern peninsula of Mich. 

New Mexico (Albuquerque)—-MC 76032, Sub. 11, Navajo 
Freight Lines, Inc. Certificate proposed. General commodities, 
with exceptions, from and to the size of the Zia project (Los 
Alamos, N. M.) as an off-route point in connection with appli- 
cant’s presently authorized regular route operations, restricted 
to traffic moving to or from points beyond Santa Fe, N. M. 

Colorado (Denver)—MC 60012, Sub. 18, Rio Grande Motor 
Way, Inc. Certificate proposed. General commodities, with ex- 
ceptions, between Denver and Salida, Colo., subject to condi- 
tions, including one that applicant’s service be limited to service 
auxiliary to or supplemental of rail service of the Denver & 
Rio Grande Western. 

Vermont (North Springfield)—-MC 48791, Sub. 15, J. M. 
Giddings. Denial of certificate proposed. Iron castings from 
Springfield, Vt., to Pearl River, N. Y., and wooden patterns and 
machine parts and containers from Pearl] River to Springfield, 
over specified route. 

lowa (Marshalltown)—-MC 21170, Sub. 19, Bos Freight 
Lines, Inc. Denial of certificate proposed. General commodities, 
with exceptions, between Marshalltown and St. Louis, Mo., and 
iron and steel products from Granite City, Ill, to St. Louis and 
Marshalltown, over specified routes. 

South Carolina (Spartanburg)—MC 17820, Sub. 21, Hamish 
Turner, dba Carolina Stages. Certificate proposed. Passengers, 
baggage, express, mail and newspapers between Columbia and 
Leesville, S. C., and between Great Falls and Columbia, S. C., 
over specified routes. 

Texas (Houston)—-MC 13250, Sub. 45, J. H. Rose, Jr., dba 
J. H. Rose Truck Line. On further hearing, certificate proposed 
as to commodities used in oil field and gas field activities and 
in construction, repair, etc., of pipelines, and structural and 
fabricated steel and wire rope, and heavy or cumbersome com- 
modities which because of size or weight require use of special 
equipment, and parts thereof, with exceptions, between points 
in Tex., on the one hand, and, on the other, points in Calif.; 
between points in Tex. and Calif., on the one hand, and, on the 
other, points in Ark., Kan., La., N. M., and Okla., and between 
points in Ariz., on the one hand, and, on the other, points in 
Ark., La., Okla. and Tex. 

Texas (Odessa)—MC 1554, Sub. 5, E. L. Farmer, J. C. 
Ferguson, R. E. Clark, W. H. Russell, and R. S. Farmer, dba 
E. L. Farmer & Co. Certificate proposed. Commodities used in 
oil field and gas field activities and in construction, repair, etc., 
of pipelines, between points in Kan., N. M., Okla., and Tex., on 
the one hand, and, on the other, points in Colo., Utah, Wyo. and 
in Cochise county, Ariz., over irregular routes. 

Virginia (Norfolk)—-MC 109060, John G. Hagan and Julia 
L. Hagan, dba Hagan Truck Line. Certificate proposed. Pre- 
fabricated and precut buildings or houses, complete, knocked 
down, or in sections, and all component parts thereof, between 
points in Del., Md., N. J., N. Y., N. C., O., Pa., Tenn., Va., W. Va., 
and Washington, D. C., over irregular routes through Ky. for 
operating convenience only. 

Mexico (Tacuba)—-MC 108921, Sub. 1, Lineas Unidas Del 
Norte S. De R. L. Certificate proposed. Passengers and their 
baggage, newspapers, and mail in the same vehicles, between 
Brownsville, Tex., and the U. S.-Mexico boundary line near 
Brownsville, over Brownsville city streets, serving no inter- 
mediate points. 

New York (Olean)—-MC 108531, Joe Magnano, dba Blue 
Bird Coach Lines. Certificate proposed. Passengers and their 
baggage in charter service between Olean and points within 35 
miles thereof, except Bradford, Pa., and points in Pa. within 
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15 miles of Bradford, on the one hand, and points in Mass., 
R. I, Conn., N. Y., N. J., Pa., Md., Washington, D. C., W. Va., 
O.. Ind., Ill., and Ky., on the other, over irregular routes. 


New Hampshire (Nashua)—-MC 108466, Sub. 1, Ruth I. 
Wingate, dba Northeastern Freightways. Denial of certificate 
proposed. Prefabricated buildings, including hardware, plumb- 
ing, electrical fixtures, and accessorial parts and equipment, 
from Nashua to points in Me., N. H., Vt., Mass., R. I, Conn., 


N. Y., and N. J., over irregular routes, and rejected shipments 
on return. 


California (Santa Maria)—-MC 108445, Harry Ditmore, dba 
D. & W. Transportation. Certificate proposed. General com- 
modities, with exceptions, between all Calif. points within 50 
miles of Santa Maria, over irregular routes, subject to restric- 
tions that service shall not be provided for transportation of 
shipments moving (1) between any two points located on U. S. 
highway 101 within the aforementioned territory or (2) be- 


tween any two points within that territory both of which are 
served by railroad 


Kansas (Wichita)—-MC 108017, Sub. 2, Bill Snyder and 
R. E. Dunlap, dba Bill Snyder Truck Service. Certificate pro- 
posed. Over irregular routes, commodities requiring special 
equipment, and parts thereof, when moving in connection with 
such commodities between Wichita, on the one hand, and, on 
the other, points in Okla., Mo., Neb., Colo., and those in Tex. 
on and north of U. S. highway 80. 

Connecticut (Hartford)—-MC 107096, Sub. 3, Bernard So- 
walsky, dba Public Service Motor Lines. Certificate proposed. 
Furniture, new, uncrated, unboxed, and unwrapped, from Put- 
nam, Conn., to Baltimore, Md., points in a described Pa. area, 
and points in N. Y., N. J., Mass., and Washington, D. C., over 
irregular routes and return with no transportation for com- 
pensation. 


Pennsylvania (York)—-MC 102616, Sub. 370, Coastal Tank 
Lines, Inc. Certificate proposed. Petroleum products, in bulk, 
in tank trucks, over irregular routes, from Morgantown, W. Va.. 
and points within five miles thereof, to Uniontown, Pa., and 
points within five miles thereof, and rejected shipments of 
petroleum products in the reverse direction. f 


New York (Bovina Center)—-MC 101192, Sub. 5, James A. 
Barnhart. Certificate proposed. Over irregular routes, (1) raw 
milk, in bulk, in tank trucks, from Bovina Center, Fraser, and 
Walton, N. Y., to New York, N. Y., and points in Nassau, Suf- 
folk, and Westchester counties, N. Y., (2) manufactured dairy 
products from Fraser to New York, points in the three afore- 
mentioned counties, and points in seven N. J. counties; and (3) 
empty containers for the aforementioned commodities, from 
New York and points in the aforementioned N. Y. and N. J. 
counties to Bovina Center, Fraser, and Walton, N. Y. 


Utah (Salt Lake City)—-MC 88857, Sub. 36, Owen Milton. 
Certificate proposed. Petroleum products, in bulk, in tank 
trucks, from (1) Evanston and (2) Border, Wyo., to all points 
in five Wyo. counties, with exceptions, over irregular routes. 

Kansas (Yates Center)—-MC 88753, Sub. 5, Lyle Arnold. 
Certificate proposed. Cheese from Yates Center to Springfield, 
Mo., and Denison, Tex., and empty cheese boxes from Spring- 
field and Denison to Yates Center, over irregular routes, tra- 
versing Okla. for operating convenience. 

Colorado (Lamar)—MC 75310, Sub. 8, Charles Herman 
Cornelius, dba Cornelius Transfer & Storage. Certificate pro- 
posed. Machinery, materials, equipment and supplies used in, 
or in connection with the construction, operation, repair, servic- 
ing, maintenance, and dismantling of pipe lines, including the 
stringing and picking up thereof, except the stringing or picking 
up of pipe in connection with main or trunk pipe lines; also 
telephone, telegraph and power-line equipment, materials and 
supplies between points in five Colo. counties, and between 
points in the aforementioned counties, on the one hand, and, 
on the other, points in eight Kan. counties, over irregular routes. 

New York (Perry)—MC 64110, Sub. 5, Grant J. Mead and 
Albert L. Mead, dba Mead Truck Lines. Denial of certificate 
for want of prosecution proposed. Dairy products, in refriger- 
ator trucks, between specified points in N. Y., Va., N. C., S. C., 
Ga., and Fla., traversing Pa., Washington, D. C., and Md., for 
operating convenience only, and from all points in Wis. and 
Chicago, IIl., to all points in Fla., traversing Ill., Ind., Ky., Tenn., 
Miss., O., and Ga., for operating convenience only; citrus fruits, 
fresh fruits and vegetables, from points in Fla., Ga., N. C., S. C., 
Va., and Md., to 11 points in N. Y., Pa. and N. J., and from 
Fla. to all points in Ill. and Wis., traversing Ga., Tenn., Ky., 
Ala., Miss., O., and Ind. for operating convenience only. 

Maryland (Westminster)—-MC 16643, Sub. 5, Aubrey J. 
Stem, Jr., dba Stem Motor Lines. Certificate proposed. Soap- 
stone, talc, quartz, and olivine, in bags and in bulk, from Mar- 
riottsville, Md., and points within two miles thereof, to Cleve- 
land, O., Philadelphia, York, and Pittsburgh, Pa., Edge Moor, 
Del., Edgewater, Jersey City, Perth Amboy, South Kearney, and 
Genasco, N. J., and New York and Niagara Falls, N. Y., and 
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rejected shipments and empty bags on return, over irregular 
routes. 


iNlinois (Chicago)—-MC 4405, Sub. 191, Dealer’s Transport 
Co. Denial of certificate proposed. Commercial freight-type 
trailers, semi-trailers, including farm trailers, chassis, and parts 
thereof and truck and trailer bodies, in initial movement, by 
truckaway and driveaway methods, from Council Bluffs, Ia., 
and Springfield, Mo., to all points in the United States and 
Washington, D. C., over irregular routes, with return of refused, 
rejected, damaged, defective, or wrecked shipments of the same 
commodities, and of trailers, trailer chassis and parts thereof, 
in secondary movement, by truckaway and driveaway methods, 
between points in 16 states, over irregular routes, and between 
points in those states, on the one hand, and, on the other, points 
in 32 states and Washington, D. C., over irregular routes. The 
report said certain motor common carriers, and rail carriers in 
Central Freight Association, Western Trunk Line, and South- 
western Territories, and the Pacific Southwest Railroad Asso- 
ciation opposed granting of the application. 





New Haven Asks 15 Per Cent 
One-Way Coach Fare Boost 


Trustees of the New Haven have filed a petition with the 
Commission for authority to increase by 15 per cent the rail- 
road’s basic interstate one-way coach fares, which, they said, 
would produce a fare of approximately 2.875 cents a mile, 
with a corresponding increase in the minimum interline one- 
way coach fare. : 

It was estimated, said the petition, that the proposed in- 
crease, if applied to both interstate and intrastate travel, 
would produce additional revenue of approximately $5,300,000 
based on estimated volume of passenger travel in 1948. 


Because of the sudden impact of the September 1 wage 
increase and the continuing increase in the cost of materials 
and supplies and price of fuel, the petition said the trustees 
were sfaced by deficit operations which caused an “extreme 
emergency in the financial affairs of the New Haven.” 


Authority is requested to establish the proposed increased 
fares on one day’s notice by medium of a conversion table 
tariff and, to that end, appropriate relief from the require- 
ments of section 6(3) of the act is asked. 


M. & B. R. REORGANIZATION 


J. C. Floyd, trustee of the Meridian & Bigbee River Rail- 
way Co., has filed with the Commission and with the federal 
district court for the southern Mississippi district, eastern divi- 
sion, a petition for an extension of at least 25 days from and 
after September 15 before final determination by the Commis- 
sion in Finance No. 10020, Meridian & Bigbee River Railway 
Co. Reorganization, “in order to give further opportunity for 
conference relative to the submission of an amended plan of 
reorganization.” He said the petition was filed pursuant to 
requests by certain holders of claims of the fifth, sixth and 
seventh classes in the reorganization proceeding. 


CHANGES IN DOCKET 
Hearing in MC 1759, Sub. 3, assigned for September 16, at New 
York, N. Y., was postponed to September 19, at 641 Washington ‘St., 
New York, N. Y., before Examiner Hanback. 


Argument in W-958, Sub. 1, assigned for September 17, at Washing- 
ton, D. C., was cancelled and reassigned for argument on September 
25, at Washington, D. C., before Division 4. 


Hearing in MC 108849, assigned for September 18, at Baltimore, Md., 
was postponed to a date to be fixed. 


Hearing in MC 27223, Sub. 4, assigned for September 18, at Camden, 
N. J., was .postponed to a date to be fixed. 


Hearing in MC 74321, Sub. 14, assigned for September 18, at Tulsa, 
Okla., was postponed to a date to be fixed. 


Argument in W-75, assigned for September 18, at Washington, D. 
C., was cancelled and reassigned for argument, on September 23, 
Washington, D. C., before Division 4. 

Hearing in MC 37513, Sub. 2, assigned for September 12, at Mil- 
waukee, Wis., was cancelled. 

Hearing in MC-C 528 and MC-C: 882, now assigned for September 
17, at Washington, D. C., is cancelled and reassigned for October 20, 
at 641 Washington St., New York, N. Y., before Examiner Naftalin. 

Hearing in MC 104589, Sub. 6, now assigned for September 18, at 
Atlanta, Ga., is cancelled. 

Hearing in MC-C 907, now assigned for September 22, at Chicago, 
Ill., is cancelled and reassigned for October 20, at Main P. O. Blidg., 
Chicago, Ill., before Examiner Mohundro. 


Hearing in MC 105400, assigned for September 16, at New York, 
was cancelled, 


TRAFFIC WORLD 


Rail Men, Shippers, Testify 
in Ex Parte 166 Proceedings 


Augmented Division 2 conducts hearing. Steamship 
lines ask 10 per cent interim increase. Franklin pre- 
dicts over-all rail deficit for 1948. West coast shippers 
ask that competitive relationships be maintained. Dr. 
Gilbert estimates that rail net income will be far above 
estimate given by Dr. Parmelee, says average rate of 
return since 1940 has been 5.14 per cent. Dr. Gilbert 
denies he advocates nationalization of railroads. Agri- 
culture Department witness says rate increase would 
add to inflationary pressure 


In ruling, on the third morning of hearing in Ex Parte 166, 
Increased Freight Rates, 1947, that the proceeding was to be 
considered under two aspects—first, the motion of the railroads 
for an interim emergency increase of 10 per cent, and second, 
the petition, as amended, for the permanent adjustment— 
Chairman Aitchison asked that the carriers’ case be completed 
by Saturday, September 13. He said the shippers would have 
the first three days of the week of September 15 to present 
their case, with particular reference to the emergency increase, 
and that the entire Commission would hear argument on the 
interim motion beginning Thursday, September 18 (see Traffic 
World, Sept. 13). Hearings began September 9. 

The chairman also said the major questions presented by 
the amended petition of the railroads would require at least 
one hearing in each of the four rate territories on the continu- 
me > eat Times and places would be announced later, 

e said. 

In Ex Parte 166 the railroads are asking increases in freight 
rates averaging 27 per cent for the country as a whole. This 
represents a greater increase than asked when the original 
petition was filed in July, when the railroads estimated the 
average increase would be 17 per cent for the country. Their 
present proposal is to increase rates in Official Territory and 
interterritorially between that and the other territories, by 38 
per cent, and to increase rates within and between Southern 
and Western territories by 28 per cent. Certain commodities 
will take maximum limits in cents a hundred pounds or a ton, 
and these maxima, in the amended petition, were increased 
from one-third to one-half over those proposed in the original 
petition. 

John S. Burchmore, for the National Industrial Traffic 
League, told the chairman he did not think the rail case could 
be completed as indicated, because of cross-examination of rail 
witnesses. Chairman Aitchison said, in reply, that “If we will 
remind ourselves we are dealing with a national problem af- 
fecting the economy of 145 million people, and endeavor to 
curb ourselves and attend only to that which is material and 
relevant in a high degree, we will be able to get through. 
Otherwise we will be here until Christmas.” 


The shippers who desired separate hearings in order to ex- 
pedite the proceeding, were told it was highly desirable that 
the four sitting commissioners—Chairman Aitchison, and Com- 
missioners Splawn, Mahaffie and Alldredge—should hear all 
the testimony relating to the emergency application. The chair- 
man said it would be distracting “at the present moment” to 
have an extensive set of “side hearings” before examiners with 
respect to the permanent features of the case. 

Parker McCollester, representing certain automobile manu- 
facturers and the Associated Industries of the State of New 
York suggested that cross-examination be confined to the emer- 
gency motion and that rail witnesses be available for later 
questioning on the permanent adjustment. The chairman said 
this was a helpful suggestion. He added he had learned one 
thing since his admittance to the bar, which, he said, was that 
a person who attempted to make his case out of his opponent’s 
witness “was fooling himself and no one else.” 


In accordance with arrangements among counsel for ship- 
pers, Dr. Parmelee was further cross-examined by M. W. Wells, 
representing the citrus fruit industry of Florida; Walter Hoff- 
man, for the deciduous fruit group of California; Paul E. 
Blanchard, representing Armour & Co.; Mr. Burchmore; F. C. 
Hillyer, for various interests; John F. Finerty, for the Glass 
Container Manufacturers’ Institute and the Zinc Institute; and 
C. E. Childe, for Reynolds Metals Co. Their questions, gen- 
erally, were as to the situation of the railroads in the east as 
compared with those in other sections of the country, or with 
respect to specific phases of Dr. Parmelee’s testimony. 


Motion and Petition 


Twelve steamship lines operating between Atlantic Coast 
ports and between those ports and Gulf ports, have filed a mo- 





of § 
int 
sup 


var 
ser 
it v 
inc; 
sin 
ma 
$48 





RLD 


‘ontinu- 
d later, 


freight 
e. This 
original 
ted the 
. Their 
ory and 
s, by 38 
outhern 
modities 
r a ton, 
1creased 
original 


Traffic 
se could 
n of rail 
we will 
pblem af- 
2avor to 
rial and 
through. 


er to ex- 
ible that 
nd Com- 
hear all 
he chair- 
ment” to 
1ers with 


le manu- 
- of New 
the emer- 
for later 
man said 
rned one 
was that 
pponent’s 


for ship- 
W. Wells, 
lter Hoff- 
Paul E. 
ore; F. C. 
the Glass 
itute; and 
ions, gen- 
ne east as 
y, or with 
1y. 


ntic Coast 
iled a mo- 


September 20, 1947 





tion in Ex Parte 166 asking that, if the railroads are granted 
the 10 per cent interim increase, their rates, insofar as they 
participate with the railroads under joint rates, be increased 
by a like amount. 

The Interstate Freight Carriers’ Conference, Inc., of Los 
Angeles, has asked leave to intervene. The conference said it 
published interstate rates in Pacific southwestern territory on 
behalf of a substantial number of motor common carriers of 
general freight operating in California, Nevada, New Mexico 
and Texas, and that its position in the proceeding was “to 
support the rail carriers’ prayer for general increases.” 


Verified Statements 


Verified statements in the proceeding have been filed by 
the following: Cheney Pulp & Paper Co.; New York Associa- 
tion of Dealers in Paper Mills Supplies, Inc.; National Associa- 
tion of Waste Material Dealers; A. P. Green Fire Brick Co.; 
Mahogany Association, Inc., Associated Industries of Massa- 
chusetts; Agwilines, Inc., speaking also for the steamship lines 
joined with it in the aforementioned motion; Jewel Tea Co.; 
Armour Fertilizer Works; and Jamison Block Marble Co. 


Maintenance Funds Decline 


In answer to questions by Mr. Wells and Mr. Burchmore, 
Dr. Parmelee said funds of the railroads for maintenance and 
capital expenditures were “getting smaller all the time.” Mr. 
Hoffman attempted to develop the degree to which the wage 
award to nonoperating employes would add to protective serv- 
ice employes. 

Mr. Blanchard in a series of questions obtained from Dr. 
Parmelee a description of the method used in compiling statis- 
tics on the basis of the 33 railroads which furnished data, and 
drew a reply that it would make no difference in the results 
of the calculations if the operating ratio of all carriers in the 
Eastern District were higher or lower than those in other 
districts. Dr. Parmelee said he could not tell how much of the 
total wage increase to nonoperating employes would go to 
employes of the Norfolk & Western, the Great Northern, the 
Santa Fe, and the Burlington, and Mr. Blanchard observed 
that no witness would appear for those railroads. Mr. Blanchard 
also asked if it was not true that the condition of originating 
carriers was not better than that of other lines. Dr. Parmelee 
said he could not answer the question but would be interested 
in any such analysis. Mr. Blanchard also suggested that 
divisions allowed Canadian owned railroads in the United 
States were too low. 

Mr. Burchmore asked if there was a formula as to what 
was needed as railroad working capital and Dr. Parmelee said 
one month’s expense was generally considered necessary, but 
that as costs had gone up, the dollar volume of money on hand 
should be higher. The witness said the cash position of the 
rails was better than during the depression period and up to 
1939, but that it was “slowly deteriorating.” Mr. Burchmore 
asked and was given $4,608,800,000 as the corporate surplus of 
the railroads at the end of 1945, and $2,563,879,482 at the end 
of 1939. In a discussion with Dr. Parmelee as to betterments 
and additions, Mr. Burchmore called attention to $40,000,000 
paid out in 1945 for steam locomotives, and $32,000,000 of 
retirements, leaving, he said, ‘only $8,000,000 net difference.” 
He asked which was the significant figure, and Dr. Parmelee 
replied the $40,000,000, because the railroads had to find that 
amount to finance equipment. Mr. Burchmore asked if the 
depreciation reserve was a “myth,” and if the public was told 
the retired’ equipment had been paid for and “now we need 
$40,000,000 more.” 


Pennsylvania Railroad Testimony 


Walter S. Franklin, vice-president in charge of traffic of 
the Pennsylvania, said Class I railroads as a whole would have 
no net income, but a net deficit of $249,000,000 in 1948 under 
the present level of freight rates and the increased wages and 
other costs. He indicated certain revisions had been made in 
the advance testimony he furnished the Commission August 20 
in accordance with its order in the proceedings. 

The result of the increased wages awarded nonoperating 
employees would be $16,500,000 in added wage and payroll 
costs to his railroad, which, he said, would produce a net deficit 
of $15,675,753 in 1947 under present rates, and without taking 
into Daca ae increases in the costs of materials and 
supplies. 


If the revised increases were granted, he said, the Pennsyl- 
vania would have a net income of $59,770,700 in 1948, and ob- 
Served that this was practically what the railroad estimated 
it would have in 1948 under the original proposal without the 
increases in wages and materials and supplies that occurred 
since June 30. The 1948 figure, he said, was based on an esti- 
mated reduction in employes from 151,000 to 148,000, and a 
$48,700,000 increase in wages and payroll taxes, together with 
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the increases in materials and supplies that occurred since 
June 30. 

There was “no cushion” in the estimated figures for 1948, 
he said, for stopping the lag in maintenance or making up de- 
ferred maintenance, or for any further wage increases or 
material and supplies costs. 

He said that, in order to meet the increased cost of wages 
and payroll taxes only since June, the 10 per cent interim 
increase would have to go into effect on the Pennsylvania by 
September 15. If the 38 per cent increase, with the maxima 
on various commodities, were granted, Mr. Franklin said that, 
in 1948, it would produce added revenue for the Pennsylvania 
for $195,603,000, or about 28.8 per cent. 

Among other things, Mr. Franklin said that, although the 
Pennsylvania had obtained $101,000,000 increased revenue from 
the increases granted in Ex Parte 162, effective January 1, 
the railroad had, nevertheless, been unable to show a profit, 
because of the drop in passenger traffic. 


Franklin Completes Testimony 


Completing his testimony on the fourth day of the hearing, 
Mr. Franklin said the eastern railroads claimed an emergency 
condition because they would all be “in the red” from Septem- 
ber 1 to the end of the year, adding this was not caused by any 
decrease in a very large volume of business, but, in spite of 
that volume of business. In their judgment, he said, there was 
no reason to wait months to correct the situation and “get a 
record” showing the losses. On many eastern roads, he said, 
the best earnings came in the last six months of the year be- 
cause, while volume was not higher than in the first six months, 
operating conditions were better. He said Dr. Parmelee was 
obtaining information to show the individual roads that would 
be “in the red.” 

; As to the Pennsylvania, he said the $115,900,000 increases 
in freight, passenger and express revenues granted by the 
Commission had failed to produce the net income that might 
have been anticipated. Later he asserted that the eastern roads 
were not now in a position to meet a national emergency as 
they did at the outbreak of World War'lII, the Pennsylvania 
alone having deferred maintenance of more than $100 million 
in track structure and equipment. It could not spend the $200 
Penna it had during the last war to provide needed facilities, 
e said. 

Mr. Franklin said chief traffic officers had been “too cau- 
tious” in their proposals, relying too much on what operating 
officers had said could be accomplished as to savings and the 
rapidity with which those savings could be put into effect. 
While the Commission in recent years had ultimately given 
the railroads substantially what they requested, he said the 
result of delays had been costly and “a real blow to the railroad 
industry, from which they have_not been able to recover be- 
cause of the rapidity of the increases in wages and cost of mate- 
rials, and also because of their tremendous size.” 

Questioned by Chairman Aitchison, he said the proposals 
being heard were the result of a compromise among the traffic 
officers, but said they were keenly aware of the situation in 
June. He said “some of us” thought in December of 1946 that 
something should be done at that time but that others felt they 
should wait until there was a record of experience with the 
Ex Parte 162 increases. However, he said, prices were “grow- 
ing all the time,” and the “pressures” grew, and these roads 
finally made up their minds to go ahead with the program in 
the first part of June. 

In answer to further questions by the chairman, Mr. Frank- 
lin said he accepted his part of the responsibility for not taking 
advantage of the statutory provisions making possible an ex- 
amination of the rail mail pay every six months. He said the 
operating employes, whose possible demands, he said, were not 
reflected in the present proposals, had not yet made up their 
minds what to do, but that he understood they would tempo- 
rarily abandon rule changes and ask for wage increases. Saying 
in answer to further questions, the present increase was still 
inadequate, he said the proposal was “about all we could get 
the roads at this time to muster up their courage to ask for.” 
He said it was difficult to know “what we will really need in 
the way of improving this railroad picture,” adding that ‘we 
need something way beyond what is now being provided for.” 

Asked by the chairman if he contemplated that “soon there 
will be another application for an increase,’ Mr. Franklin re- 
plied that if the results of the increases in the prices of coal 
and iron and steel “continued through” to increase the prices 
of the commodities the railroads used (he cited steel filing 
cabinets) “obviously . . . we will be back here.” He described 
the position of the railroads as being at the “tail of the cycle” 
of price increases. Asked if there would be a lag between 
increases in prices and rates, he said if he had his way “we 
would come to you just as we have in this emergency.” He 
added that ‘‘we ought to be in here a week after these increases 
occur instead of six months after,” instead of following the 
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plan, as in the past, of putting a record before the Commission 

showing months and months of losses “before we ask for rate 

increases.”’ He said “we ought to show you those increases are 

starting right away, or next month, and we have to have that 

money now instead of getting behind as we have in the past.” 
Near the close of his testimony, he said: 


Frankly, in a word, due partly to the railroads’ very conservative 
policy in advancing their rates and to the well-known very narrow 
margin of profit in the railroad industry, they and the Commission 
have not fully kept pace with economic conditions. If we look at the 
facts, without being influenced by the enormous size of the figures, 
the proposed rate increases are not in any way out of line with what 
is needed, and should today be in effect instead of losing six or eight 
months from the time the railroads realized they needed the full 
amount of what they are now seeking. 


Rail Executives Testify 


It was agreed, as other rail witnesses took the stand, that 
part of their prepared testimony would be copied into the 
record, and other parts read. Each of the witnesses had state- 
ments revised since the advance copies were filed with the Com- 
misison on August 20, to give effect to the increases in wages 
to non-operating employes, which constituted the revisions of 
the earlier statements (see Traffic World, Aug. 30, p. 601). 

R. L. Williams, president of the Chicago & North Western, 
said it might “properly be called a granger railroad,” main- 
tained agricultural commodities should bear their fair share of 
the increased costs of operation. James K. Knudson, for the 
Department of Agriculture, suggested that the C. & N. W. 
might not be giving adequate service to agriculture, and Mr. 
Williams replied the road was loading more grain than last 
year, notwithstanding the shortage in box cars, adding that 
the road had a surplus of stock cars. Answering questions by 
Mr. Burchmore and Mr. Finerty, the witness said he consid- 
ered that his railroad was facing an emergency. Asked by Mr. 
Finerty if there was any danger of the C. & N. W. defaulting 
if the emergency increase was denied, Mr. Williams said he 
would say yes, within the next year. He added that “we won’t 
file a petition in bankruptcy by the first of the year if de do not 
get this increase.’”’ He agreed to furnish the cash and temporary 
cash investments of the road for some period later than June. 


“Paring” of 162 Increases Questioned 


In the course of his prepared testimony, Wayne A. John- 
ston, president of the Illinois Central, in summarizing his pres- 
ent aims for that railroad, said “if we are to continue solvent, 
we must have our rate levels brought nearer to the price levels 
on which our costs are based.” In connection with Ex Parte 
162, he said he thought the road could absorb some of the in- 
creased costs. After Chairman Aitchison said the Commission 
had “believed you,” Mr. Johnston continued by saying “I be- 
lieve it is clear from the experience of the past year that both 
the railroad in making their request and the Commission in 
paring them, were mistaken regarding the extent to which they 
could be absorbed.” The chairman referring to the statement 
about “paring” the request, said “you asked for one billion dol- 
lars and you got a $1,061,000,000 gross.” He also observed the 
Commission had increased coal and steel above what the rail- 
roads asked, and added: “Why do you come before us and 
swear we pared your increase request when you are not pre- 
pared to back it up and tell how we did it? You got all out of 
it you expected for the Illinois Central.” Mr. Johnston said “I 
guess we did,” and that it seemed he had been misled. Asked if, 
as a matter of policy, the I. C. had reduced rates to meet barge 
competition, Mr. Johnston said it had reduced rates feeling 
they would attract additional revenue. The chairman observed 
that that was “your responsibility and not a matter of the Com- 
mission paring you.” 

New Haven Testimony 


The New Haven “cannot long withstand the financial drain 
of what would amount to a capital levy as a result of the Sep- 
tember 1 wage award unless there is prompt adjustment up- 
ward of our rate structures,” said Howard S. Palmer, presi- 
dent of the New Haven. He also told the Commission that his 
railroad was preparing an additional petition, to be filed soon, 
requesting also “an emergency passenger fare increase.” Asked 
by reporters if this held true in spite of the recent advance in 
commutation fares, he said it would and that the increase would 
be less than one-half cent a mile, bringing the mileage rate to 
something under 3 cents on the New Haven. The recent com- 
mutation increase, he said, would produce about $408,000 add- 
ing that if a similar increase was obtained on all intrastate 
commutation travel in the four states it served, it would pro- 
duce additional revenue of about $892,000, or a total of $1,300,- 
000 for 1948. 

Even under the reduced capitalization of the New Haven 
reorganization plan, he said, the fixed and contingent charges 
for 1948 would be about $10,437,000, and the road would have 
a net income deficit of $14,825,000, unless the rate increases 


were granted. In the course of cross-examination, he said 
everything had been done, including choosing a board of direc. 
tors and electing new officers to operate the road “five minutes 
after the Commission approval of the securities.” That, he 
added, was why the figures were so disturbing. In answer to 
another question the witness said the 38 per cent increase would 
be adequate “until we get to the higher spiral of wages and sup- 
plies,” and added that the. increase would not take care of 
another wage increase. 


M. P. Officer Agrees With Franklin 


Asked by the chairman if increased requests by the car- 
riers had been inadequate, Paul J. Neff, chief executive officer 
of the Missouri Pacific Lines, said he thought Mr. Franklin 
had made a “good statement,” and added the carriers had tried 
to be “realistic” in their requests so as not to be charged with 
aiding inflation, but that they had limited their requests to what 
they must have to carry on efficiently. The chairman observed 
that he addressed his case to rail costs, but did not say what 
the traffic would bear or what the service was worth. Mr. Neff 
replied the request “in our judgment does not ask for increased 
rates that would deflect traffic away from the railroads.” 

Saying the system would have an estimated net income of 
$1,900,000 in 1947, Mr. Neff added that to maintain a proper 
improvement program “our net income should be not less than 
$20 million per year.” The system, without an increase in rates, 
he said, would have an estimated deficit in 1948 of $19,000,000. 

Among other things, Mr. Neff said the government was 
engaged in stock piling critical materials “at a huge expense,” 
and that, on the experience of the war years “when it was 
proven that efficient transportation was vital, the government 
should be equally interested in large scale improvements to 
railroads’ fixed plants.” Near the end of his testimony, Mr. 
Neff said the Commission had the economic power either to 
establish the railroads on a sound basis or to “see them retro- 
grade and become the spearhead of another depression which 
would be many times more severe than that of the 1930’s.” 


Central of Georgia 


Marion J. Wise, vice-president of the Central of Georgia, 
said the railroads were “being ground between the upper mill- 
stone of increased costs of operation and keener competition 
from other forms of transportation, and the nether millstone of 
prices received for the service performed.” He said freight rates 
produced much less revenue a unit of traffic today than thy did 
25° years ago, and that the railroads were not free to make 
upward adjustments to meet increasing costs. On the other 
hand, he said, other commercial and industrial concerns had 
increased their charges from 33 per cent to as high as 200 per 
cent “in the last few years.” 


B. & O. President Testifies 


Roy B. White, president of the Baltimore & Ohio, said 
the rate of return for that railroad from 1940 to 1946, was 
“only 4.7 per cent,” which, he said, was considerably less than 
the 6 per cent generally regarded as a fair and reasonable 
rate of return. He said it would cost the B. & O. more than 
$99,000,000 more to operate in 1947 than it would have cost to 
handle the same traffic at the 1939 levels, adding that the in- 
crease in wages paid railroad employes was more responsible 
for high operating costs than any other single item, and that 
the B. & O. average annual compensation for employes was 
70 per cent more than in 1939. He said the effect of increases 
in wages, and the cost of fuel and materials, would reduce 
the B. & O. net income for 1947 to $4,144,000, its net railway 
operating income to $24,843,000, and its rate of return to 2.56 
per cent. This, he said, would not be sufficient to cover “our 
sinking and capital funds.” In 1948, on the basis of current 
costs and current rates and charges, net railway operating in- 
come would be $4,057,000 and there would be a deficit in net 
income of $17,384,000, he said. 


Mr. Burchmore, after asking why there was a difference in 
the financial results of operations on the Pennsylvania and 
the B. & O., and having received an answer that it was because 
of a difference in traffic and particularly because the Pennsy]- 
vania carried more passengers, asked Mr. White if he recog- 
nized that the emergency was less on the B. & O. than the 
Pennsylvania. Mr. White said he would not “‘quite admit that,” 
adding. that ‘‘we have had reasonable experience with deficits 
in the past and when I see a red figure showing up for Sep- 
tember, I do not need anything else to tell me of an emergency, 
when I see it will continue throughout the four months if we 
do not have any relief, and it continues into 1948.” ; 

Answering questions by Commissioner Alldredge, Mr. 
White said he had no complaint about what the B. & O. had 
been granted in Ex Parte 162 or in No. 28300, the class rate 
case. 

Asked by Mr. Knudson if the B. & O. had ja program for 
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“separating” employes after the wage increase, Mr. White 
said when he was confronted with the figures—the amount of 
the wage increase—he “saw immediately that we would have 
to furlough men and stop some of the work we were doing.” 
Asked if some of the work on the railroad might be postponed 
until the price situation was stabilized, Mr. White said that, 
following the wage increase, “we have had to proceed with 
labor-saving improvements to bring some saving in payroll 
expense without much regard to present prices.” 


Milwaukee President Discusses Train Speed 


After offering his direct testimony, Charles H. Buford, 
president of the Milwaukee, was asked by Chairman Aitchison 
what he would say about increasing efficiency and decreasing 
costs of transportation by increasing the speed of trains. The 
witness said he did not think efficiency could be increased to 
any great extent by increasing speed. Increasing speed, he 
added, “means you shut off tonnage.” By cutting trains in two, 
he said, more speed might be made, but train revenue would 
be cut in half and train-mile costs would be the same. 

The chairman asked if he had reached the optimum on 
the Milwaukee in the adjustment of speed to economical man- 
agement. Mr. Buford said he thought “we are just about at the 
economical speed.” Asked if he was holding down speed as 
a result of any agreement, he replied in the negative, and said 
also he did not know of any railroad that was doing so. He 
said he had, heard a lot of talk about agreements and thought 
it stemmed from the schedules on the fruit traffic. 

“Quite generally,” he continued, “the schedule from the 
central point of assembly to the terminal market is the same 
on all roads, and that comes about because the originating 
lines work with the shippers, deciding whether you will have 
six or seven days’ delivery from certain growing areas to 
certain consuming areas, and each road follows the schedule 
set up for that group.” 

He said grades and traffic density must be taken into 
consideration and agreed that the short-mileage route might 
not be the speediest. Speed, he added, was not always a matter 
of length of line. He said the line favorably situated set up 
a schedule and if the other lines wanted to participate in the 
movement of that business they had to make sacrifices in 
tonnage to increase their speed in areas where it could be 
done safely to meet the speed that could be made by the more 
favorable line. 

In answer to questions by Mr. Burchmore, Mr. Buford 
said he had discussed with the business executives on the 
board of the railroad, and acquaintances among government 
officials and students of economics whether or not the country 
could stand further danger to the national economy and the 
cost of living from a continuance of the spiral of increased 
wages, increased transportation charges, increased costs, and 
increased prices, and had taken the “spiral” into consideration. 
Asked if he considered what might be the benefit to the rail- 
road of foregoing the increase and “stopping the trend of 
increased prices and the danger to the national economy,” 
Mr. Buford asked:. ““Why stop with us? We are the tail of 
the spiral.”” Mr. Burchmore asked if he “would want to stop 
with the next fellow,” and Mr. Buford replied he “certainly 
would not want to stop with us.” 


W. S. Hackworth, president of the Nashville, Chattanooga 
& St. Louis, said prices charged for certain manufactured 
articles in ‘Nashville had increased more than 35 per cent 
since August, 1939, but that railroad freight rates had gone 
up only 17.6 per cent since that time, and that it explained 
why other major industries consistently showed higher earn- 
ings than the railroad industry. He told the Commission he 
was of the opinion that “the destiny of our country is largely 
dependent upon your decision.” 


Further Rail Testimony 


The prepared statement of Robert E. Woodruff, president 
of the Erie Railroad, was copied into the record without being 
read, and Mr. Woodruff was then asked why the Erie needed 
a 10 per cent interim increase. He replied the increase for the 
last three months of the year would amount to $2,750,000 for 
the Erie which, with passenger commutation fare and other 
increases would make a total of $2,870,750 in revenue. Mean- 
while, he said, increased wages since June 30 amounted to 
$2,319,288, and that this, with other increases for the remainder 
of the year, would add $3,487,752 to the expenses of the Erie. 

Mr. Hoffman asked a number of questions bearing on 
whether or not the Erie had set up any reserve in anticipation 
of the nonoperating employes’ wage increase, or taken any 
steps to curtail capital expenses. Mr. Woodruff said it had 
not, adding “How can you make provision for increases when 
you are down to rock-bottom all the time?” 

Mr. Burchmore, having asked and received the figure of 
$25,908,780 as the net railway operating income of the Erie for 
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1947 without the interim increase, asked if that reflected a 
serious emergency. Mr. Woodruff said he thought it did. Asked 
if the emergency on the Erie was less acute than on other rail- 
roads, Mr. Woodruff said that might be true, but that “any 
time when you can’t make a profit, preserve your credit, and 
get money to pay for necessary modernization is an emer- 
gency.” 

Wallace L. Schubert, representing the National Slag As- 
sociation, asked when it became apparent additional revenue 
would be needed, and Mr. Woodruff replied “last December, 
before Ex Parte 162 went into effect.” 

After the prepared testimony of R. J. Doss, vice-president 
in charge of traffic of the Atlantic Coast Line, had been ac- 
cepted into the record without reading, he said the nonoperat- 
ing wage award, based on 1946 employment on the A. C. L., 
and including payroll taxes, would cost the company $8,500,000 
a year, and he said on the basis of 1947 total freight revenues, 
it would be necessary to have an increase of 8.9 per cent to 
equal the wage increase. He agreed with Mr. Burchmore that 
it was “shocking” the A. C. L. would have to pay $18,000,000 
for 4,000 freight cars, and said if freight rate increases made 
prices higher for railroad equipment “we will have to take a 
new look at purchases.” Asked if his road was one of those 
“conspicuously in a bad position financially or is it a little bet- 
ter than others,” Mr. Doss said “we have stayed solvent 
through all the depression.” 

Mr. Burchmore asked several of the witnesses why the 
maxima set up in the long-range proposal had been reduced 
to three in the 10 per cent interim proposal. Mr. Doss said it 
was because of tariff publication difficulties. Under cross- 
examination, Mr. Franklin said that was part of the reason, 
but added that, because of the short period of time the interim 
increases would be in effect until the Commission made its de- 
cision on the main proposal, no great injury would be done to 
shippers. Chairman Aitchison observed it might be easier to 
‘put on a surcharge than to increase the rate” at one point in 
Mr. Doss’ testimony. 


Steamship Opposition 


Refrigerated Steamship Line, Inc., offered a motion that 
before the Commission considered the petition for a general 
advance to the railroads, between Southern and Official terri- 
tories, “the Atlantic Coast Line Railroad Co., the Florida East 
Coast Railway Co., the Seaboard Airline Railroad Co., and 
their northern connections, should be compelled to adjust the 
existing depressed water competitive rates on fresh citrus fruit 
from Florida to Official Territory. .. .” William Radner, repre- 
senting the steamship line, cross-examined rail witnesses on 
the competitive rate situation on citrus fruit from Florida. 


Southern Exceptions 


Mr. Doss was asked if southern railroads had taken into 
consideration a proposal by those railroads to cancel about 
3,500 exceptions ratings made effective in 1940. Mr. Doss said 
they had not, and asked if it was not true that, by this action, 
the southern lines proposed to increase rates 15 to 30 per cent, 
said many things were in proposals but that they did not al- 
ways “go through.” He said there was a loss of revenue as a 
result of the class rate decision, but added that “what we may 
get under some other proposal is something else.” 

L. L. Knight, comptroller of the Seaboard, was not re- 
quired to read his prepared testimony, in which he said, in 
part, that delay in delivery of new equipment caused the rail- 
roads to incur heavy maintenance expenses in order to keep 
obsolete and badly worn equipment in service beyond its eco- 
nomic life, and made it impossible to realize operating effi- 
ciencies new equipment would make possible. On the basis of 
present conditions, he said net railway operating income in 
1947 would be only 6.13 cents of each revenue dollar, and con- 
trasted that with 16.75 cents for the five-year period ending 
1930, and 14.12 cents for the 25-year period ending with 1945. 


Cross-Examination of Mr. Franklin 


Mr. Franklin bore the brunt of the cross-examination by 
shipper counsel, touching on many phases of the interim pro- 
posal. He said it might have been the custom in the past to 
“split the difference” between different levels proposed for one 
territory as compared with others on interterritorial traffic, 
but said in this instance the revenue need made it necessary to 
ask for 38 per cent on that traffic. He agreed that, in some 
instances, southern and western lines would obtain a larger 
percentage increase on divisions than on interterritorial traffic. 

As to the differences between total traffic and revenue be- 
tween the first and last half of any year, Mr. Franklin said 
each year must be examined with references to its own peculiar 
conditions, and that no general statement about the compara- 
tive half-yearly figures could be made. At another point he 
said the fact that the transcontinental railroads had taken an 
increase on their water-competitive traffic to bring those rates 
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up to what they had proposed in Ex Parte 162, had nothing to 
do with the emergency, which arose out of the award to the 
nonoperating employes and increased costs of materials and 
supplies, he said. 

Mr. Knudson characterized the increase as a ‘‘windfall” 
for the transcontinental railroads, and Chairman Aitchison 
observed that they had been granted nothing above a reason- 
able rate and that the Commission had so found. Mr. Franklin 
agreed that the railroads were “tightening” various services, 
such as switching and diversion, in an endeavor to make each 
service stand “on its own bottom” so far as possible, and in 
answer to a further question said the railroads would persist 
in that course if they obtained the proposed increases in issue. 
He said the use of diesel locomotives might cut about 750,000 
tons of coal from the total of 16,000,000 tons used on the Penn- 
sylvania before the diesels went into operation. 

Mr. Franklin ascribed the higher operating ratio of eastern 
lines to a tremendous increase in less-carload traffic where, 
he said, labor costs had greatly increased at origin and destina- 
tion as well as at transfer points. 

After cross-examination by Warren W. Wagner covering 
a number of points, Mr. Wagner suggested that the Commis- 
sion ought to have the amount of the increased cost to the 33 
individual railroads shown in Dr. Parmelee’s exhibit as fur- 
nishing data. It was agreed, after discussion, that the figures 
would be furnished the Commission for the last four months 
of the year. 

Mr. Burchmore asked to be assured that the 10 per cent 
interim increase, if granted, would not apply to freight bills on 
shipments that had begun their movement or were in transit. 


Stockholders Entitled to Consideration 


Mr. Franklin told Mr. Burchmore and other attorneys in 
the course of his cross-examination that only three com- 
modities had been given maximum increases under the 10 per 
cent proposal because, he said, it was felt that the increase on 
the commodities that had maxima stated in the main petition 
would apply for so short a period that no great harm would 
be done. In answer to questions by Mr. Burchmore, he said 
it would be a serious thing if a 75-year record of dividend pay- 
ments was interrupted, and he said, as to payment of dividends 
when they were not earned, that the 218,000 Pennsylvania 
stockholders were entitled to consideration based on the way 
they had backed the company up through many years. He said 
“I should also add that wage payments are being made from 
funds not earned.” 

Asked by Mr. Burchmore if a freight rate increase would 
not be in the direction of a continued rise in prices and the 
“cost of everything,” Mr. Franklin said, in part, the railroads 
had to have “the advances to take care of the past and not 
the future.” 

In answer to a series of questions concerning other in- 
creases pending before the Commission, Mr. Franklin said 
nothing had been included in the figures in the instant case “for 
anything the Commission has not passed on and is not in effect.” 
He agreed the railroads hoped for a prompt determination of 
the other cases and would be glad to have anything further it 
“might be possible to get into effect prior to the end of the 
year, or any other time.” : 

The final witness of the day was Carl M. Geruldsen, assis- 
tant general freight agent of the Pan-Atlantic Steamship Cor- 
poration, and speaking for other Atlantic and Gulf coastwise 
carriers in opposition to the proposed combination rule con- 
tained in a verified statement filed in the proceeding by W. J. 
Kelly on behalf of the petitioning lines. 

Rail Elements of Value 

Chairman Aitchison, near the end of the hearing, Septem- 
ber 13, said the Commission, on request, had made available a 
statement of the elements of value of property used in common- 
carrier service, January 1, 1947. The compilation showed, for 
all districts, cost of reproduction, except land and rights, new, 
$32,613,665,594, and less depreciation, $20,653,629,888. It showed 
original cost except land and rights of $24,035,180,653, and- 
present value of land and rights of $1,935,063,167. Working 
capital, including material and supplies, was shown as $610,- 
712,400. 

A supplementary statement reflected the inclusion of the 
Pere Marquette in the Great Lakes region of the Eastern Dis- 
trict and the Alton in the central western region of the Western 
District. 

The chairman called attention to the discussion of the 
Commission in the decisions in Ex Parte 148 and Ex Parte 162 
of figures comparable to the statements, and also to the changes 
in the investment and depreciation accounts, and the figures 
shown by Dr. Parmelee in his exhibits. 


Shippers Begin Testimony 


Shippers began presenting their case in connection with 
the request of the railroads for a 10 per cent “interim” in- 
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crease in Ex Parte 166, on September 15, many of the shipper 
witnesses expressing no opposition to the increase itself, but 
asking that maxima be observed in the increases on various 
commodities that would preserve the competitive position as 
to other commodities, or that would preserve presently existing 
differentials from various points of origin. 


F. C. Hillyer called to the stand E. J. Eldridge, director of 
purchases and traffic, Certain-Teed Products Croporation; F. L. 
O’Neill, traffic manager, Minnesota Mining & Manufacturing 
Co.; and J. M. Carey, traffic manager, National Gypsum Co. 


Mr. Eldridge asked the Commission, if it found an emer- 
gency to exist and that any increases had been justified, to 
make a specific finding exempting manufactured roofing prod- 
ucts from any such general increases. Under questioning from 
the bench as to possible diversion of traffic to trucks, the wit- 
ness said he was referring to contract carriers. At one point 
the witness said equalization “is done at the rail rate, regard- 
less of contract carrier rate,” and the chairman observed that 
“that is what pinches.” 

Mr. O’Neill said the asphalt shingle and roofing industry, 
for which he spoke, asked that, if the interim increase was 
granted, a specific finding as follows be made: “The specific 
maximum increase permitted on crushed stone (and other ar- 
ticles taking the same specific maximum increase) shall be ap- 
plied on roofing granules.” 


Mr. Carey said his company was opposed to the proposed 
10 per cent increase. Speaking of lime and limestone, he said 
it would be possible for the railroads to increase freight rev- 
enue by furnishing sufficient freight car equipment. After cit- 
ing delays he said he had selected at random from freight bills, 
he agreed to furnish car numbers. The witness agreed that 
many cars had been below the average in delay. 


George T. Berry, general traffic manager, United States 
Gypsum Co., asserted that, by reason of application of a 10 
per cent increase on wood pulp to the paper mill; 10 per cent 
from the paper mill factory to the gypsum plant, and 10 per 
cent increase on plaster, the resulting -increase was “more 
than 10 per cent.” He said the railroads would lose long-haul 
traffic which, he said, was now paying the highest revenue a 
car. He said that, never, to his knowledge, had the railroads 
been pressing so many proceedings in which they sought in- 
creases. He asked the Commission to find that the carriers had 
not justified the interim increase. Contract motor carriers, he 
said, would receive a smaller increase in their rates than com- 
mon motor carriers or the rails. He said his company might 
be forced to operate its own trucks, that he had made studies 
ant that “we are mighty close to the point where we will have 
o do it.” 


Sugar Adjustment 


Lowe P. Siddons, representing Holly Sugar Co., and other 
sugar companies in the Western District representing 70 per 
cent of the manufactured volume in that area and 25 per cent 
of the national production a year, said he was appearing “to 
protest the application of the interim 10 per cent increase, or 
any other increase as a flat increase.” He said the companies 
he represented wanted any increase granted applied to the New 
Orleans-Chicago rate, 80,000 pounds minimum, 48 cents a. hun- 
dred pounds, and that that be the maximum. He said there 
had been a 30-cent spread between the New Orleans-Chicago 
rate and the rate from the west for many years. Citing the 
latter rate as 78 cents, he said a 10 per cent increase would 
make the rate from the west 86 cents and the rate from New 
Orleans, 53 cents, increasing the spread three cents. The rela- 
tionship had been in effect so long, he said, that it must be 
considered a proper one. The competitive situation on sugar 
was very severe, he said, comparing the effect an increase of 
one-half cent on that commodity would have with a similar 
increase on grain insofar as competitive relationships were 
concerned. 

Aluminum Rates 


L. E. Galaspie, assistant general traffic manager, Reynolds 
Metals Co., said that “it is our position that the entire adjust- 
ment of aluminum rates is greatly in excess of reasonable 
maximum levels, and we have in preparation a complaint which 
we expect to file shortly bringing this issue before the Commis- 
sion and seeking general reductions.” 


Under present competitive conditions, he said, “we can- 
not stand a 10 per cent increase, or any increase whatever, in 
freight rates on aluminum.” At one point he said his com- 
pany’s findings showed it could operate private trucks as far 
as 580 miles without a return load and still save on the basis 
of present rates, adding that “if the motion of the carriers were 
approved, this distance would be increased to 700 miles.” In 
Official Territory, he said, the trucks would have return loads. 

As to bauxite ore and alumina, he said the Commission 
was asked, if any interim increases whatever’ were to be 
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allowed, increases on those commodities be limited to amounts 
no higher a ton than those on iron ore. 


N. W. Lumber Produc€rs 


K. S. Batchelder, traffic manager, West Coast Lumber- 
men’s Association, speaking also for the Western Pine Associa- 
tion, the California Redwood Association, and the Douglas Fir 
Plywood Association, said it was their position that “we are 
not opposed to granting of interim relief if found justified, 
provided competitive relationships are maintained by a maxi- 
mum increase in cents a hundred pounds,” so that there would 
be no advantage to producers of southern pine lumber. 

Speaking for the Pacific Northwest Logging Association, 
he said that group did not oppose a similar increase, but added 
that most of the rail movement was intrastate. Any increase 
the Commission authorized interstate would, if the state author- 
ities followed their usual practice, be applied intrastate also, 
he said. He said logs were sold on a thousand-foot basis, and 
that, in Ex Parte 162, the Commission limited the increase on 
logs to 20 per cent, maximum 8 cents a hundred pounds. The 
maximum, he added, was more than 20 per cent, and limited 
the increase only on logs of high value, such as mahogany. He 
said the association asked, if an interim increase was granted 
on logs, it be limited to 5 cents. In answer to cross-examination 
by Mr. Aronson, the witness said if the railroads needed more 
money, the loggers would prefer a higher percentage with 
maxima to maintain present relationships. 

George H. Shafer, appearing for Weyerhaeuser Timber Co., 
and Pacific Coast Pulp Traffic Committee, said he was author- 
ized to state those interests were not opposing interim relief 
except to the extent they desired a maximum fixed in connection 
with their rates somewhat similar to that called for by Mr. 
Batchelder. He said a rough estimate of the average weight 
of competitors into the principal consuming area would give 
those competitors, under the 10 per cent increase, a 4.4 cents 
a hundredweight increase, while, to eastern points, unless there 
was a maximum fixed, the increase for the interests he repre- 
sented would be 7 cents. He asked for a maximum of 5 cents a 
hundred pounds for the interim period if the adjustment pro- 
vided for a 10 per cent increase, and a lower maximum if the 
interim percentage was less than 10 per cent. 

Testifying for Permanente Metals Corporation, A. P. Heiner 
said the railroads’ financial position did not justify an interim 
increase, particularly that of the western carriers. 


Florida Citrus Situation 


John A. O’Rourke, secretary-manager of the Growers and 
Shippers League of Florida, the Florida Citrus Commission, 
and the Florida Canners Association, said the price for Florida 
oranges, August 15, was $1.05 and for grapefruit, 32 cents. The 
index on citrus, with 1909-1914 as the base, was 81 on July 15 
and 81 on August 15, he said. In the 1946 season, he said, the 
price at auction markets for oranges was $4.29 delivered at 
destination, and, in 1947, $3.14 a box. He said there was “an 
awful drop” in prices of citrus in the past year. Losses by 
freezing had not had any “particular significance” because the 
price had been increased “to some extent,” he said, adding that 
6,000,000 boxes had not been harvested ‘‘on account of economic 
conditions in the 1946-47 season.”’ He cited increased costs of 
labor and crating materials to Florida growers over 1939. He 
said there had been a constantly growing movement of citrus 
and vegetables by truck, and asserted, among other things, 
that car-mile revenue had risen from 23.7 cents in the 1939-40 
season to 34.78 cents in the 1946-47 season. The interim pro- 
posal on fruits and vegetables, he said, would cost an addi- 
tional $894,000 in freight charges for the last four months of 
this year. After cross-examination by Mr. Radner concerning 
the competitive situation as between the ship lines and the 
railroads, the witness was asked by counsel for, the railroads 
what he had to say to the suggestion that the railroads be 
denied the 10 per cent increase unless they increased rates on 
citrus from Florida to north Atlantic ports, Mr. O’Rourke 
said. “I do not think the suggestion has any merit whatsoever.” 

Perry G. Harrison, vice-president, Hanna Ore Mining Co., 
and E. A. Wisco, of Butler Brothers, mine owners and operators, 
appeared in opposition to increases on iron ore from Lake 
Superior district mines to upper lake ports. Speaking for his 
company, and, he said, substantially all of the shippers of Lake 
Superior ore, Mr. Harrison asserted they saw no reason for any 
Increase in those rates, “emergency or otherwise.” He said the 
position of the railroads carrying the traffic was much more 
favorable than that of railroads as a whole. Mr. Wisco offered 
an ll-page exhibit “prepared to show that the net railway 
operating income of the two principal Minnesota ore carrying 


railroads do not require an emergency increase in iron ore 
freight rates.” 


N. A. R. U. C. Testimony 


In answer to a question from the bench, Frederick G. 
Hamley, general solicitor, National Association of Railroad and 
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Utilities Commission, said Dr. R. V. Gilbert, former economic 
adviser and director of research of the Office of Price Admin- 
istration, was “entered on behalf of the N. A. R. U. C. with 
respect to the state commissions generally, and not for the 
commissions individually.” : 

Dr. Gilbert prefaced an explanation of an exhibit he had 
prepared by. saying the major questions to which he addressed 
himself were the revenue estimates and traffic volume estimates 
for 1947, and the capacity of the railroads to move that traffic. 
Among other things in his prefactory statement, he said pro- 
duction had been rising steadily “so that it is almost a dead 
certainty that industrial production in the second half of this 
year will not only exceed industrial production for the first 
half, but for the second half of last year as well.” He expressed 
a similar view as to the level of employment. The rising volume 
of construction would also have an important bearing on traffic, 
he said. 

At the outset of Dr. Gilbert’s testimony, relating to his 
exhibit, Chairman Aitchison questioned the method employed, 
of averaging monthly percentages. Dr. Gilbert said there was 
a method of doing so that had been developed by economists. 
He also said there was “always a change in employing averages. 

In estimating freight and passenger volume, and revenues, 
for the remainder of 1947, Dr. Gilbert used four assumptions, 
based on whether or not the seasonal factor in the remainder of 
the year would be one-fourth, one-half, three-fourths, or the 
full seasonal increases as shown for the years 1935-41. 

He estimated a 5 per cent increase in cars of revenue 
freight loaded, which he said he regarded as a “dead certainty.” 
Saying the number of cars loaded in the second half of 1946 
was higher than in any of the war years and higher than the 
peak of the war from the second half of 1943 through the 
second half of 1944, Dr. Gilbert said he thought that indicated 
there was some “degree of elasticity” in the number of cars to 
be loaded at any time. He said he could see no reason why the 
railroads in view of their performance “under strain,” could 
not = better in the second half of 1947 than in the same 1946 

riod. 
pai In connection with his estimates of passenger traffic, he 
assumed one-half of the 1934-41 seasonal increase, to show rev- 
enues of $532,000,000 for the second half of 1947, as against 
$463,000,000 estimated by Dr. Julius H. Parmelee, director of 
the Bureau of Railway Economics of the Association of Ameri- 
can Railroads. The witness expressed the opinion that the 
downward trend in passenger volume had almost completely 
ended. 


Dr. Gilbert said he regarded as “crucial” the fact that an 
increase in traffic units from 342,471 billion in the first half 
of 1946 to 378,858 billion in the second half of that year, result- 
ing in a drop in the expenses per traffic unit from .901 cent to 
.863 cent in the face of a sudden increase in the price of indus- 
trial products after the O. P. A. “went out of business.” The 
decrease in unit cost, he said, indicated that increased traffic 
was a more powerful factor than the rise in prices. On the as- 
sumption that the full average seasonal increase in ton-miles 
would result in 422,557 billion traffic units, he estimated the 
expenses a traffic unit would be .863 cent. 

In his estimate of the income account for the second half 
of 1947, Dr. Gilbert showed net railway operating income of 
$471,000,000 under the assumption that the second half of the 
year would exceed the first in ton-miles by one-quarter of the 
1935-41 season and that passenger miles would exceed the av- 
erage ‘of that period by one-half, express, mail and all other 
revenues increased by the 1946 season increase. This he com- 
pared with Dr. Parmelee’s estimate for the second half of 1947 
of $294,000,000. 

Under his second assumption, ton-miles increased over the 
first half by one-half of the 1935-41 average, Dr. Gilbert esti- 
mated net railway operating income as $529; under his third 
assumption, with ton-miles seasonal increase estimated at three- 
quarters of the 1935-41 period, $595,000,000; and under his final 
estimate, with the full season increase of the 1935-41 period 
taken, $663,000,000. 

On the question of rate of return, using an adjusted figure 
for 1946, Dr. Gilbert said the return after federal income taxes 
under his first assumption (which is the minimum seasonal in- 
crease estimated) would be 3.5 per cent, and using a deduction 
of 24 per cent for federal income tax, would be 3.8 per cent. 
He said the average rate of return since 1940, after federal 
income taxes, was 5.14 per cent. 

He estimated that, in the second half of this year, assuming 
the same rate of decline in length of haul, the length of haul 
would be 1.2 per cent below the first half, the greatest seasonal 
increase to be in mine products, forest products and agricultural 
products. He asserted the weight of loading of cars had ac- 
tually been decreasing in spite of Office of Defense Transporta- 
tion orders. 

Dr. Gilbert said, in his judgment, the carriers would have 
not less than $200,000,000 more in revenue in the last half of 
the year more than the railrods had estimated. Under his 
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first assumption, he said total net operating income for 1947 
before federal income taxes would be $983,000,000, and under 
his second assumption, $1,041,000,000. He estimated 30 per cent 


as the best rough estimate of the average of federal income 
tax charges. 


Dr. Gilbert’s figures on cash maintenance expenditures 
showed, he said, that railroads had “overmaintained” from 
1943 through 1946. Commissioner Mahaffie wanted to know if 
the witness measured maintenance figures by ton-miles rather 
than car-miles, if his figures would show undermaintenance, and 
Dr. Gilbert said he did not think so. When Commissioner Ma- 
haffie asked if loadings were not heavier in the later period 
than in 1939, the witness agreed and added he wanted to with- 
draw any impression that his conclusion was inescapable. Com- 
missioner Mahaffie then asked if the carriers had not been ill 
advised-in spending more in 1946 than in 1942, when the gov- 
ernment was paying so much of the freight bill, and then asked 
if Dr. Gilbert thought the railroads were ‘that dumb.” The 
witness said he would rather not arswer. 


In a discussion with Chairman Aitchison as to output a 
man hour, Dr. Gilbert said statistics indicated to him a sub- 
stantial increase in productivity running through 1943 and that, 
in 1947, the productivity trend had been assumed “so that the 
productivity per man hour across the board is greater in 1947 
than in 1939.” He added that the labor cost per unit of traffic, 
in spite of the “fabulous increase in wages,” was no greater in 
1947 than in 1939. He also expressed the view that the railroads 
had actually spent less on maintenance than required to main- 
tain the 1939 level, adding that “if they failed to maintain the 
1939 level in spite of the fact they had the funds, the materials 
and the men available, it would lead me to the conclusion that 
either they preferred to keep that money and put it into some- 
thing else or to keep it in cash, which the record shows they 
did, or the level of maintenance required per ton-mile does not 
increase in proportion to the ton-miles. In other words, it 
might be it was their judgment they were giving adequate 
maintenance in spite of the fact that they were spending less 
than necessary to maintain the 1939 level of physical mainte- 
nance.” He said he did not presume to say that was so, but 
that it might be. 


Rail Excess Cash Discussed 


After saying the railroads had an excess of actual over 
required cash maintenance of $155.5 millions in 1944, $350.9 in 
1946, and $118.3 in 1946, and that he did not mean to draw a 
conclusion “unequivocally” that the railroads had charged 
those sums to current operations that should properly be 
charged to capital, Commissioner Mahaffie asked what made 
him think any of the charges should have been to the capital 
account. Mr. Gilbert said that, “with sums as large as that, 
taken in conjunction with increased productivity per man hour 
as compared to 1939, and taken in conjunction with the avail- 
ability of better materials compared to 1939 . . . strongly sug- 
gest that the condition of the roads today by reason of these 
expenditures is better than it was in 1939.” After further talk 
with the commissioner as to the classification of accounts pre- 
scribed by the Commission, Dr. Gilbert said the figures might 
provide a basis for a change in the classification. 


Commissioner Splawn asked if the witness assumed 1939 
maintenance was what it should have been and Dr. Gilbert 
replied he had taken the earliest year he could as it would have 
required much computation to have used figures reaching back 
to 1929. In answer to a further question by the chairman, the 
witness said there was no imputation in the table under dis- 
cussion that 1939 maintenance was or was not adequate. A 
little later he said it was a probability that the roads were 
undermaintained in 1939. 


Referring to a table in his exhibit showing selected finan- 
cial data for the Class I railroads, he said it was difficult to 
see how there could be any emergency requiring relief so badly 
it would make any difference whether the Commission took 
three or four months to examine the issues. There was, he 
added, no emergency in a financial sense. At this point, refer- 
ring to temporary cash investments, the chairman asked if Dr. 
Gilbert thought the railroads should sell war savings bonds 
rather than increase rates, and the witness replied: “Definitely.” 


Commissioner Mahaffie asked if the fact that 30 or 35 
Class I railroads had had no net income would modify Dr. 
Gilbert’s opinion that there was no emergency among the Class I 
roads. The witness said in the light of overall results, in his 
judgment, the fact that a number of carriers had a deficit in the 
first half of the year would not be significant. Asked by the 
commissioner if there was an emergency on those roads, the 
witness agreed, but added the “conclusion one might reach is 
that the roads might better be put out of use” and their tracks 
ripped up rather than increase their rates. Mr. Aronson ob- 
served the witness wanted the patient dead rather than cured, 
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to which Dr. Gilbert replied: ‘“SSome corpses are better buried 
than preserved.” 


Cross-Examination of Dr. Gilbert 


In the course of a lengthy cross-examination by Mr. Aron- 
son, Dr. Gilbert expressed the opinion that it was a sound 
economic and statistical procedure to use an average of the 
seasonal changes between the second and first half of the year, 
in spite of the fact that in some years the second half traffic 
was less than the first half, and agreed that if 1947 was one 
of those years the railroads would be “out of luck.” He said he 
had made no calculations on an assumption that 1947 last-half 
traffic would be 5 per cent less than first-half traffic. He said 
a 10 per cent drop in traffic could not be described as disastrous, 
and in answer to questions by the chairman said it would take 
a 40 per cent drop in the national economy so to be described. 

A little later the witness corrected a figure in his table 
dealing with the eastern railroads to say that, where he showed 
a 4.1 per cent increase, second half of year over first half, the 
figure for the eastern district would be a little under 3 per 
cent, as that was the relationship of the district to the country 
as a whole. 


Parmelee Estimates vs. Gilbert Estimates 


Referring to the estimates of Dr. Parmelee, and those of 
the witness, Mr. Aronson said if Dr. Parmelee was wrong in 
his estimate for the second half of 1947 in net railway operat- 
ing income before taxes, as compared with Dr. Gilbert’s min- 
imum estimates, and asked by how much Dr. Parmelee would 
be wrong. The witness said by 60 per cent. 

Mr. Aronson then asked by how much Dr. Parmelee would 
be wrong under the last assumption of Dr. Gilbert, and the 
latter replied, by about 200 per cent. As to the eastern district 
figures, Dr. Gilbert said if he was right and Dr. Parmelee 
wrong, the latter would be incorrect by 180 per cent under 
Dr. Gilbert’s minimum assumption, and by 300 per cent under 
his maximum assumption. The witness said it was not unusual 
“in these proceedings” for Dr. Parmelee’s estimates to be that 
much in error, adding that “they were that much in error last 
year in Ex Parte 148.” Asked by Mr. Aronson if he was “seri- 
ous,” the witness replied: “Positive.” The chairman inter- 
rupted further questions along these lines. 

Turning to the question of operating ratios, Mr. Aronson 
asked it it would modify the judgment of the witness as to a 
stated operating ratio, which Mr. Aronson said was 78.4, under 
Dr. Gilbert’s first and minimum assumption, if the witness was 
told the Pennsylvania railroad in July had an operating ratio 
of more than 85 per cent, and more than 83 per cent in August. 
The witness said it would not. After Mr. Aronson cited similar 
operating ratios for the New York Central and the Baltimore 
& Ohio, the witness observed there was an improvement, Au- 
gust over July, in some of the ratios, and that he could not see 
any reason for believing that “that materially invalidates this 
expectation for the half-year.” Asked if he had anything to 
say about the impact of the wage increases for the last four 
months of the year, those increases not having been in effect 
in July or August, Dr. Gilbert said he did not have enough 
information and asked if the roads had set up reserves in an- 
ticipation of the increases. Mr. Aronson said they had not. 

Dr. Gilbert said, in order to reach the level of his minimum 
assumption, the operating ratio would have to drop to 72 or 73, 
but said that, with the increase in wages, he did not think it a 
reasonable probability. He added, however, there was “no 
reason to suppose that, starting with your figures of 85 and 83 
you will not move down steadily to the level I have indicated. 
There is no reason why it should not drop sharply with Sep- 
tember, and stay.” 

Mr. Aronson then asked: “Seriously, do you say it is within 
the realm of probability that these eastern railroads will be 
able to improve their operating ratio during the last four 
months, notwithstanding the intervening wage increase, so as 
to come within the low estimate, in view of what I have told 
you about July and August.” The witness replied: “I do.” 

Shown the Commission exhibit of elements of valuation, 
offered earlier in the proceeding, the witness was asked if the 
rate of return he showed would have been considerably less if 
he had used those figures instead of the figures he had used: 
Dr. Gilbert said he did not believe so. When Mr. Aronson 
asked if Dr. Gilbert saw a figure in the Commission exhibit as 
low as his valuation figures, the chairman suggested that Mr. 
Aronson “pass on,” adding the witness had said he did not use 
the exhibit. 

Railroad Maintenance 


Cross-examined as to the table on maintenance in his ex- 
hibit, the witness said he wanted to. disavow any impression he 
might have given by the use of the word “overmaintenance” as 
implying the railroads had “put gilt” on their property which 
they should not properly do. He said what he was trying to 
say was that, while the roads sought greatly to improve their 
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roads, structures and equipment, that ought properly to be 
financed out of bond issues, or otherwise out of new capital, 
and ought not to be financed out of operating expenses. Mr. 
Aronson asked, if the deferred maintenance were to be charged 
to capital account, would the witness say the railroads -are 
entitled to a reasonable return on that additional capital. Dr. 
Gilbert said in his judgment there was practically “none of it.” 
He said, as he recalled it the actual deferred maintenance re- 
serves were “negligible during the war, and in 1946 it was 
actually reduced rather than increased.” 


Statement to Lawyers’ Guild Offered 


Mr. Aronson, after showing opposing counsel and the wit- 
ness a newspaper clipping dated February 8, which Dr. Gilbert 
said was a substantially correct report of a talk he had made 
to the Lawyers’ Guild, read from the clipping, to the effect that 
a 15 per cent wage increase for the nation’s workers would 
prevent a sharp recession and that without it, prices would 
fall 20 per cent sometime this year. He was further quoted as 
saying the increase would take the sting out of a recession, and, 
being questioned by Mr. Aronson, Dr. Gilbert said it was one of 
the factors that had prevented a depression, and had prevented 
a price collapse. Later he said the present business situation 
was “highly vulnerable,” and spoke of the probable effect of 
the Marshall plan for help to Europe as keeping foreign spend- 
ing at a higher level this year in anticipation of help under the 
plan in 1948. 

Mr. Aronson then asked if Dr. Gilbert was an advocate of 
government ownership, or ever had been, to both of which ques- 
tions the witness replied in the negative. Mr. Aronson then 
asked if he had been one of the authors of a book entitled “An 
Economic Program for American Democracy.” Dr. Gilbert said 
he had. Mr. Aronson asked if he recalled a statement he made, 
after discussing the railroads in bankruptcy, to the effect that 
regulation was powerless to solve these problems, and he ad- 
vocated that the railroads be acquired by a national railroad 
authority with power to consolidate and improve the country’s 
railroad network. Asked if he still subscribed to that philoso- 
phy, Dr. Gilbert said, “No.” He added, however, that he might 
again subscribe to it, given the conditions that had led him to 
accept that view in 1939 “after a long period of years in which 
the railroads were in serious financial difficulty.” 


Agriculture Department Witness 


Dr. Louis H. Bean, a member of the staff of the Secretary 
of Agriculture, and in the department’s office of statistics, testi- 
fied as to the general economic situation and its bearing on the 
rail request for increased rates. He said he looked at the re- 
quest as one of those things the President had said ought to be 
avoided in his economic report to Congress in July. An imme- 
diate rate increase, he said, would add to the inflationary pres- 
sure, but that an increase later would have to be considered ‘in 
the light of later conditions. A price increase now, he asserted, 
would tend to increase costs and intensify the “final phase of 
the inflationary spiral” and in that sense help to bring on a 
price collapse later. Having said he would never recommend a 
rate advance “in terms of arithmetic,” he told Commissioner 
Mahaffie he had never thought about the question of when he 
would recommend an increase. The witness discussed the effect 
of increased freight rates on the export program as probably 
resulting in less buying by European nations. There was, on an 
annual basis, he said, a $13 billion gap between our exports and 
imports, and a freight rate increase would widen that gap. 

In answer to questions by the chairman, the witness said 
there was talk that farmers were holding grains back for higher 
prices, but there was no actual data as to how much. Asked by 
Commissioner Splawn if the prices of farm products would be 
increased whether or not freight rates were increased or de- 
creased, Dr. Bean said his judgment would be that prices would 
tend to increase “at this juncture because an increase would 
offer an actual or psychological reason for raising prices,” and 
cited the 1920 freight rate increases as an example. 


He agreed with Mr. Aronson that the farmer was “better 
off today” than in the past. Under further questioning by Mr. 
Aronson, the witness indicated that the index of food prices had 
risen more rapidly than nonfood prices. 

He told Harry C. Barron, counsel for the western railroads, 
that farm income had increased substantially in 1947 over 1939. 


Other Shipper Witnesses 


_  W.E. Keller, vice-president, Truax Traer Coal Co., appear- 
Ing also for the principal lignite producers of North Dakota, 
and the North Dakota commission, said it was their position the 
increase on lignite should not exceed 50 per cent of the increase 
on bituminous coal. He said the Commission had in five cases 
Tecognized the lower heat value of lignite. 

William E. Fowler, general traffic manager of the Youngs- 
town Sheet & Tube Co., speaking also for Sharon Steel Cor- 
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poration, said that, as to iron ore, ex-lake from the lower lake 
ports, he asked the Commission to graduate the increases, tak- 
ing into account the length of haul, and took the same position 
as to coal. On limestone, he said the present rate was unreason- 
able. He said if the present rate of 61 cents was increased, his 
company would truck the material as it could do so at less than 
that rate. 

B. L. Glover, speaking for 12 cement companies, said they 
were not opposed to a just increase in rail rates, but asked that 
no increase on cement be granted in the instant proceeding. In 
Ex Parte 162, he said, the 6-cent maximum imposed on cement 
had not operated to hold down the rate of the greater portion 
of the traffic. ; 

W. W. Spangler, general traffic manager, Universal Zono- 
lite Insulation Co., said his company had no objection to an 
increase in rates, but asked that any increase be limited to 
whatever maximum was put on increases on perlite rock. 

Odell Kominers offered an exhibit intended to “demon- 
strate the infirmity” of an earlier exhibit dealing with the com- 
petitive situation between western and southern lumber. His 
exhibit showed the weight a cubic feet of lumber in a thor- 
oughly air dry condition, as estimated in 1945, the weight 
green and the weight in air dry condition as estimated in 1931. 


Verified Statements 


James K. Knudson, counsel for the Department of Agricul- 
ture, offered three verified statements prepared by the chief, 
economics and cooperative marketing section, division of com- 
mercial fisheries, fish and wildlife service, U. S. Department 
of the Interior. In his main statement, he said a 10 per cent 
increase at this time would be burdensome to the fish industries. 
His other statements related to the monthly average prices of 
rosefish and rockfish. 





LIFSCHULTZ FAST FREIGHT TRANSFER 


The American National Bank and Trust Co. of Chicago and 
Samuel E. Lifschultz, trustees, doing business as Lifschultz 
Fast Freight, Chicago, transferors, have filed with the Commis- 
sion an application in FF-95, and Sub. 1, for transfer to Lif- 
schultz Fast Freight, a partnership, transferee, of the freight- 
forwarder operating rights of the trustees. The application 
said the transaction was occasioned by termination of a testa- 
mentary trust estate pursuant to provisions of the will. The 
application said the transferee consisted of heirs to the estate 
of David Lifschultz, deceased owner and operator of Lifschultz _ 
Fast Freight which had been under joint trusteeship of the 
aforementioned bank and Samuel E. Lifschultz. 


ALA. RAILS AMEND RATE PETITION 

Railroads operating in Alabama have filed with the Com- 
mission a petition to amend their original petition in which they 
had asked the Commission to investigate what they described as 
a failure of the Alabama Public Service Commission to author- 
ize full intrastate freight rate increases in that state correspond- 
ing with those authorized on interstate traffic by the Commis- 
sion in Ex Parte 162, Increased Railway Rates, Fares and 
Charges, 1946 (see Traffic World, July 26, p. 266). 

The railroads amended their original petition to include 
reference to the Commission’s report and order of July 7 in 
No. 28300, Class Rate Investigation, 1939, requiring the carriers 
to establish the interim class rates prescribed in No. 28300 and 
permitting them to increase the class rates by 22.5 per cent, 
in lieu of the percentage increases theretofore authorized in 
existing class rates in the December 5, 1946 report and order 
in Ex Parte 162. 


PACIFIC NORTHWEST ADVISORY BOARD 

L. R. Capron, vice-president, traffic, Burlington Lines,’ Chi- 
cago, will be guest speaker at a luncheon of the Pacific North- 
west Advisory Board, September 26, in the Davenport Hotel, 
Spokane, Wash. 

Ralph Benson, president of the advisory board, will pre- 
side at the board’s meeting that day. L. M. Betts, manager, 
railroad relations, car service division, Association of American 
Railroads, Washington, D. C., will speak on the national trans- 
portation situation. A feature of the meeting will be a talk by 
William F. Mulcahy, Alaska Railroad, Anchorage, Alaska, out- 
lining the immediate necessity for better packing and crating of 
shipments intended for Alaska. Committee reports will be 
presented by Emil Hanson for the transportation committee, 
William F. Forrest for the legislative committee, and George 
O. Wilson for the loss and damage prevention committee. 

The demand for box cars in the Pacific northwest continues 
heavy with supply of equipment inadequate to meet require- 
ments, said Mr. Benson. There are shortages of other types 
of cars also, but such shortages are not so serious. Joseph 
Drumheller, president, Spokane Chamber of Commerce, is 
chairman of the committee on arrangements for the meeting. 











TRAFFIC WORLD Sex 


brains f 


competence 


We point with pride to the nine big units 
of the Tidewater Chain—their strategic 
locations, their vast capacities, varied 
facilities, and up-to-the-minute equipment. 


What sparks this vast organization? It’s 
the ability, experience, and modern view- 


P 


2 
> 


t 





and 





point of the men to whom you entrust a fthu: 
vital function of your business. y's 


The men in executive and supervisory posts f*S 


at Tidewater have been “in harness” a [fe! 
total of more than 1,233 years. These men fins 





are mature in experience, young in the jon 


The Chain of Tidewater Terminals 














THE CHAIN OF 
TIDEWATER 
TERMINALS } 
AND INLAND 
WAREHOUSES 











RLD 





trust a 


y posts 
ess” a 
se men 


in the 


als 








September 20, 1947 





husiasm with which they tackle each 


y’s problems. They know the score in the 


tas which their Tidewater units serve. 


re is your assurance that you are buying 


hins and competence at Tidewater. Draw 


on their backlog of know-how freely. 


Inland Warehouses 


LTER B. McKINNEY, President 


d Street Station Building, Philadelphia 3, Pa. 


ATER FIELD WAREHOUSES, INC. 


ate St., New York 4, N. Y. 
- McMackin, Vice-President 


OLN TIDEWATER TERMINALS 
ate Street, New York 4, N. Y. 
link, Vice-President 


ARK TIDEWATER TERMINAL, INC. 


ptreet, Newark 5, New Jersey 
Lehman, Vice-President & Gen. Mgr. 





NEW YORK 4, 17 State St. 


MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6, Pa. 
George M. Richardson, Vice-President 


MERCHANTS WAREHOUSE COMPANY 
131 Beverly St., Boston 14, Massachusetts 
J. F. O'Halloran, Manager 


BOSTON TIDEWATER TERMINAL, INC. 
131 Beverly St., Boston 14, Massachusetts 
T. W. Haskell, Vice-President & Gen. Mgr. 





CHICAGO 5, R. D. Jones, Western Traffic Manager, 1610 Transportation Building 
SEATTLE 4, R. M. Costigan, Pacific Coast Representative, Spokane St. Wharf 


KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffalo 4, N. Y. 
E. C. Thomson, Vice-President 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk 10, Virginia 
James A. Moore, Vice-President & Gen. Mgr. 


MERCHANTS’ CONTRACTING CORPORATION 
701 Front St., Norfolk 7, Virginia 
L. L. Henninger, Jr., Manager 
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C. & O. Witnesses Ask Approval 
of “Association” with N. Y. C. 


Controversy between counsel for the Virginian Railway 
and counsel for the Chesapeake & Ohio developed early in a 
hearing on September 15, in Washington, before Assistant Di- 
rector C. E. Boles, of the Commission’s Bureau of Finance, on 
three finance applications which C. & O. counsel described as 
“the first step in an association of” the C. & O. and the New 
York Central. 

The applications under consideration at the hearing were 
those of Robert R. Young, chairman of the board of the C. & O. 
and of the Alleghany Corporation, and Robert J. Bowman, 
president of the C. & O., for authority to serve as directors of 
the New York Central while retaining their present positions: 
with the C. & O. and affiliated companies, and a petition of the 
C. & O. for modification of an order of the Commission of 
June 5, 1945, relating to the placing in trust of New York 
Central stock owned by the C. & O., such modification to per- 
mit the C. & O. to acquire legal title to the 400,000 shares of 
New York Central common which had been deposited in trust. 
The Young application was docketed as Finance No. 11923, 
Sub. 2; that of Mr. Bowman was docketed as Finance No. 
6281, Sub. 6, and the petition for release of New York Central 
stock from trust was docketed as Finance No. 14692. 

Soon after the hearing began, Wilbur La Roe, Jr., counsel 
for the Virginian, opposing the applications, objected to ac- 
ceptance of C. & O. testimony and evidence which he regarded 
as an attempt by the C. & O. to make a “prima facie case” for 


consolidation of the Chesapeake & Ohio and New York Central . 


properties. He took the position that the matters of consolida- 
tion of those two roads and control of the New York Central 
by the C. & O. were not involved in the applications considered 
at the hearing; that the C. & O. had filed no applications under 
section 5(2) of the act for authority to effect the consolidation, 
merger or control proposed to be effectuated, and that, if the 
Commission passed on those matters in the instant proceedings, 
it would find itself in the position of having prejudged the sec- 
tion 5(2) applications whenever they might come before the 
Commission at some later date. 

Joseph C. Kauffman, C. & O. attorney, who had explained 
the objectives of the considered applications in an opening 
statement, contended that the evidence offered with respect to 
consolidation and control was relevant to the considered appli- 
cations, because it provided information the Commission needed 
to have in order to decide whether to permit the C. & O. to 


— the 400,000 shares of New York Central stock from 
rust. 


Consolidation Evidence “Not Excluded” 


After Mr. La Roe had made a blanket objection to all 
evidence offered by the petitioners relating to the consolida- 
tion, “association” and control proposals and had asked for a 
ruling on his objection, Assistant Director Boles said that his 
own view was that none of the evidence relating to ultimate 
consolidation of the C. & O. and the New York Central was 
relevant to the applications now before him, but that he would 
not exclude it. He said that Mr. La Roe’s objection would be 
considered. 

Assistant Director Boles distributed copies of a report on 
a prehearing conference concerning the three applications in 
issue, held May 19. The report set forth the character of cer- 
tain traffic data that the C. & O. and New York Central would 
be expected to furnish at the hearing; contained stipulations 
describing routes, points and traffic as to which the C. & O. 
(or the Pere Marquette, proposed to be merged into the C. & O.) 
and the New York Central were competitive; described the 
nature of certain data that the Virginian Railway, opposing 
intervener, would be expected to furnish, and included, also, 
the following: 


It is agreed that these proceedings do not immediately concern the 
consolidation of the two systems. Petitioners hope that an affiliation 
of the two systems will enable each of them to deliver additional traf- 
fic to the other, pointing particularly to increased originated -coal ton- 
nage now in prospect on the Chesapeake & Ohio. They say that there 
is no way to estimate with any reasonable degree of accuracy the 
amount of traffic, if any, which might be diverted from other roads, 
pointing out that shippers control the routing of traffic, and that other 
roads will continue to solicit traffic. Petitioners recognize that they have 


the burden of showing that their proposals are consistent with the 
public interest.... 


Opening Statement for C. & O. 


Mr. Kauffman, in his opening statement, said there had 
been a suggestion that the petitioners had some further pur- 
pose regarding the New York Central than that disclosed in 
the petition and applications. If what was meant was that the 
petitioners were looking forward to a closer association with 
the New York Central than that for which authorization was 
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presently sought, and that they were hopeful that this closer 
association might develop into unification of the two companies, 
he continued, “I want to say very frankly that these possibili- 
ties are in the minds of these petitioners.” He added that “in 
any event, these possible further developments lie in the future, 
and the Commission is not called upon to authorize them at 
this time.” 

He said the Commission, in dealing with applications for 
interlocking directors under section 20-a(12) of the act had 
generally required a strong showing that association of the 
carriers involved would be in the public interest, but had 
repeatedly granted such authorizations on a prima facie show- 
ing to that effect. 

“What we are doing in this proceeding, is to make at least 
eh a prima facie case,” he said, continuing, in part, as fol- 
Ows: 


This represents but the first step in an association of these carriers. 
Whether or not more is to be done will depend on the results of the 
first step. We are confident that results of an affiliation between the 
Chesapeake & Ohio and the New York Central will show the desirabil- 
ity of a closer association of these two companies and eventually of 
their unification in a later proceeding under section 5 of the act. But 
that will be another proceeding on another day, and the Commission 


will have ample opportunity to observe and to decide the merits of any 
pian presented.... 


Many... benefits and advantages that we foresee in an association 
of these two carriers will vary directly, and possibly proportionately, 
with the degree of community of interest between them. It will appear 
from the evidence to be offered that some of these benefits and advan- 
tages would be achieved with no greater common interest than that 
which we ask the Commission presently to authorize. More could be 
done with a closer association of the two companies. The fullest reali- 
zation of benefits and advantage would, of course, attend unified opera- 
tion of the two carriers in a common interest. 


Nickel Plate Stock Distribution 


Later in the hearing, Mr. Kauffman announced that the ex- 
ecutive committee of the C. & O., in a meeting at noon on Sep- 
tember 15 in Washington, had authorized the distribution of the 
Nickel Plate stock heretofore owned by the C. & O. to the 
stockholders of the C, & O. in the form of a dividend, the Com- 
mission having held that it had no jurisdiction over the pro- 
posed distribution (see Traffic World, Sept. 13, p. 710). He 
asked, accordingly, that the application in Finance No. 14692 
be amended so as to eliminate the proposal to deposit Nickel 


Plate shares under the existing trust agreement with the Chase 
National Bank. 


Opposition from Packard, Chrysler 


A petition to intervene in opposition to the applications was 
offered by Parker McCollester, New York City, attorney ap- 
pearing for the Chrysler Corporation and the Packard Motor 
Car Co. Leave to intervene was not immediately granted. The 
petition alleged, among other things, that “for a number of 
years the (. & O. and Pere Marquette, with applicants Young 
and Bowman determining and directing their policies and ac- 
tivities, have consistently pursued a policy of promoting and 
maintaining a structure of freight rates for the transportation 
of new automobiles, which has preferred and greatly benefited 
General Motors and Ford, and especially the former, and they 
have consistently opposed and gone to great lengths in railroad 
committees and before the Commission to hinder and prevent 
the establishment of comparable rates or even of any reductions 
in rates or the establishment of competitive rates for the trans- 
portation of new automobiles from Detroit, where the plants 
of petitioners are located, to destinations throughout the coun- 
try, which rates were needed by and would be beneficial to 
petitioners and their dealers in competition with other manufac- 
turers, including especially General Motors and their dealers.” 

Packard and Chrysler averred that the New York Central 
had been “the one railroad’? which had shown the greatest 
concern for the welfare, interests and competitive situation of 
the auto manufacturers at Detroit; that it had been consistently 
Alleghany were placed in trust with the Chase National Bank 
under a trust agreement, no modification be made in that agree- 
ment with respect to voting of those shares which would in any 
way affect adversely a consolidation or merger of the Nickel 
Plate with the Wheeling & Lake Erie. It also asked the Com- 
mission to find that all presently existing routes and channels 
of trade by existing junctions and gateways for the interchange 
of traffic between it and the C. & O. be maintained and kept 
open. 

. Bowman’s Testimony 


Mr. Bowman was the first witness for the applicants. In 
his direct testimony, he said it would be the purpose of Mr. 
Young and himself as directors of the New York Central to 
attempt restoration of the earning power and rehabilitation of 
the credit standing of the New York Central as well as to pro- 
mote closer relations with the C. & O. He said it had always 
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seemed to him that when the Pennsylvania made its election in 
1906 to tie in its future with the Norfolk & Western, the New 
York Central should have seized the opportunity to acquire 
control of the C. & O. New York Central, he said, had been at 
a disadvantage in not having ‘an affiliation with a Pocahontas 
road which would have given it equality of opportunity with 
the Pennsylvania-Norfolk & Western system.” 

“A union with Chesapeake & Ohio,” he continued, ‘‘would 
have given Central the balanced traffic that it has lacked and 
would have placed it nearer to a parity with the Pennsylvania- 
Norfolk & Western group. Indeed, this union is the only prac- 
tical way in which the Central may approach a parity with the 
Pennsylvania.” 

Mr. Bowman said that after the C. & O. had to abandon 
plans for merger with the Nickel Plate, he had suggested to 
Mr. Young in “the winter of 1945” the establishment of “an 
association” with the New York Central and had pointed out 
to Mr. Young ‘“‘the complementary aspects of the two properties 
and the possibilities of welding together a system which would 
be capable of competing effectively with the existing Pennsyl- 
vania-Norfolk & Western-Wabash system.” He said he had 
pointed out that an association with the N. Y. C. would enable 
the C. & O. to find markets for its expanding tonnage. He 
stated that subsequently New York Central stock declined from 
$30 a share late in 1945 to $20 a share in the fall of 1946; that 
he then urged purchase of N. Y. C. stock because he believed 
it had ‘a sound investment value at least equal to the then 
market price,” and that Mr. Young then proceeded with ar- 
rangements which resulted in C. & O. acquisition of 400,000 
shares of N. Y. C. stock, all of which were deposited with the 
Chase National Bank of New York under the trust established 
by the Commission in the so-called Norfolk Terminal pro- 
ceeding. 

Views as to Competition 

After stating that although it was true that the proposed 
association of the C. & O. and N. Y. C. would tend to diminish 
certain existing competition between those roads in certain 
communities served by both of them, no important areas would 
be deprived of competitive rail transportation if the two roads 
were ultimately to be unified, he said: 


While the preservation of competition among railroads is undoubt- 
edly less important in the public interest today than it was when the 
transportation act of 1920 was passed by Congress, due to the advent 
of competition from other forms of transportation, it is probably still 
the consensus of view that reasonable competition among railroads 
should be maintained. We think that the kind of railroad competition 
which is in the public interest can best be promoted by establishing 
strong transportation systems capable of furnishing a full measure of 
competition among themselves. Consolidation or unification of rail 
carriers does not necessarily interfere with competition if it be con- 
ducted along constructive lines. 


“Grouping” of Eastern Roads 


Mr. Bowman said that he and Ross S. Marshall, senior vice- 
president of the C. & O., had given considerable study to pos- 
sible groupings of eastern railroads into an eventual two- 
system or three-system plan, with the Pennsylvania, Norfolk & 
Western and the Wabash forming one system, the C. & O. and 
New York Central forming another, and the Baltimore & Ohio 
and Virginian forming a possible third system. 


“The addition of other desirable properties, which are not 
now allied with any major system,” he continued, “could build 
the Baltimore & Ohio and Virginian into a third system which 
would be equal in every important respect to the Pennsylvania- 
Norfolk & Western-Wabash system and the Chesapeake & Ohio- 
New York Central system. .. . But I want to make it clear that 
we are not recommending any definite disposition of the remain- 
ing carriers in eastern territory. What I have said above should 
be considered merely as a suggestion as to how the eastern 
carriers might be grouped. Our interest is confined merely to 
the present proposal, which we feel is a definite step in the 
right direction and will permit the formation of a railroad sys- 
tem capable of affording real competition, in the public interest, 


to the already existing Pennsylvania-Norfolk & Western— 
Wabash system.” 


After describing how, according to the C. & O. plan, the 
association with the N. Y. C. would relieve the latter carrier’s 
“inherent weakness” of insufficient coal tonnage, while making 
possible increased tonnage of manufactured and miscellaneous 
products for the C. & O. from the N. Y. C., Mr. Bowman under- 
took to show that the association proposed would also bring 
about “a much greater measure of coordination in passen- 
ger traffic between the lines of the two companies” by mak- 
ing practicable an effectuation of through train arrangements 
in substitution for certain through sleeping car arrangements. 
He said that combination of the C. & O. and N. Y. C. would 
give the “system” access to three major Atlantic ports—Boston, 
New York and Newport News, thus permitting more effective 
competition with “the Pennsylvania-Norfolk & Western-Wabash 
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system” which had seaboard outlets at New York, Philadelphia, 
Baltimore and Norfolk. 

“It is not the intention of the Chesapeake & Ohio manage- 
ment to cause any of the present routes or service arrangements 
via either Chesapeake & Ohio or New York Central to or from 
any connections, to be disturbed,” he said. “The Chesapeake 
& Ohio is entirely agreeable to the Commission making it a 
condition to the granting of an order authorizing the instant 
petition, that all present routes in connection with both the 
Chesapeake & Ohio and New York Central shall be maintained. 
. . . It is not our aim to deprive shippers of services, but on 


the contrary, we intend to improve these services wherever 
and whenever possible.” 


Traffic Diversion Questions 


When, on cross-examination, Mr. La Roe asked Mr. Bow- 
man whether as a director of the New York Central he would 
use his influence to see that merchandise traffic originating on 
the N. Y. C. was routed over the C. & O., Mr. Bowman said 
he would expect his organization to work hard to get all the 
business it could. To questions by Mr. La Roe as to whether 
the granting of the applications would result in taking traffic 
away from other railroads and turning it over to the new 
system, and whether it was expected that that new system would 
take traffic away from the Virginian, Mr. Bowman answered 
that he would hope so. Mr. La Roe then pointed to the pro- 
vision of section 20(a)(12) of the act, to the effect that the 
Commission should not approve interlocking directorships un- 
less it was shown that the establishment of such interlocking 
directorships would not adversely affect public or private in- 
terest. 

Mr. McCollester, in cross-examining the witness, suggested 
that the mutually advantageous results for the C. & O. and 
N. Y. C. might be accomplished by cooperative action and 
without efforts by Messrs. Young and Bowman to become 
directors of the N. Y. C. Mr. Bowman said simply that the 
course he had outlined was the course that the C. & O. had 
selected. Further questioning by Mr. McCollester hinged on 
the point that Chrysler and Packard feared that, under control 
of the C. & O., the New York Central would cease its present 
interest in the welfare of those protestants. In that connection, 
reference was made to the proceedings in No. 28190, in which 
the Commission ultimately fixed 85 per cent of first class 
as the maximum rate on new automobiles, as advocated by the 
Pere Marquette, though the New York Central had contended 
for a maximum 75 per cent of first class. Mr. McCollester 
suggested that the Pennsylvania, the C. & O. and the Pere 
Marquette had “all been together’ in opposing rate reduc- 
tions or advocating rate increases on new automobiles, but 
Mr. Bowman emphatically denied that, saying that the C. & O. 
had acted as it saw fit, without having any agreement with 
any other railroads on those matters. 


When Moultrie Hitt, representing Oliver R. Grace, a 
Nickel Plate director, asked if it was not true that the effect 
of the C. & O.-N. Y. C. combination on the Nickel Plate 
would be a loss of some advantages and some influence in favor 
of the New York Central. Mr. Bowman answered affirmatively. 


Value of N. Y. C. Stock 


Assistant Director Boles inquired whether Mr. Bowman 
knew any of the directors of the New York Central. Not very 
weil, said the witness. Asked the same question as to New 
York Central officers, Mr. Bowman said he knew “Mr. Star- 
buck” and had known him for some time. Mr. Boles wondered 
what Mr. Bowman thought of the New York Central stock 
at $20 a share as an investment in event of denial of the con- 
sidered applications, and Mr. Bowman said he thought the 
stock would be worth $20 whether or not the applications were 
approved. When Mr. Boles inquired if the C. & O. officérs 
had purchased the New York Central stock with consolidation 
in mind, Mr. Bowman said that that was so. 

Mr. Marshall, the senior vice president of the C. & O., then 
went on the witness stand for direct examination. His testi- 
mony and exhibits comprised detailed description of the lines 
of the Pere Marquette, the C. & O. and the New York Central, 
statistical data as to origin, movement and distribution of coal 
carried by the C. & O. and other lines in the territory served 
by it, data on other C. & O. and N. Y. C. traffic, studies of 
traffic density on certain routes, and comparisons of traffic of 
railroads according to “groups” in eastern territory. 

“These comparisons,” he said, “show that there could be 
three evenly balanced systems in eastern territory substan- 
tially equal in size and strength to the presently established 
Pennsylvania-Norfolk & Western-Wabash system.” 

Among other material he placed in evidence was exhibit 
purporting to show, by comparison of the trend of revenues 
of the New York Central with that of the Pennsylvania, the 
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ne position of the New-York Central had declined since 


Date of N. P. Stock Distribution 


In a mimeographed announcement circulated by the C. & O. 
at the hearing the afternoon of September 15, it was stated that 
the C. & O. had set November 10, 1947, as the date for dis- 
tribution of its Nickel Plate stock as a dividend to C. & O. 
common stockholders of record at the close of business Septem- 
ber 29, 1947. 

“Distribution of C. & O.’s Nickel Plate stock,” the an- 
nouncement continued, “will be at the rate of one share of 
Nickel Plate common for each 40 shares of C. & O. common 
stock held. This will divest the C. & O. of all interest in the 
Nickel Plate. .. .” 

Edward L. Breeden, Jr., of counsel for the city of Norfolk, 
Va., referred to a letter that a C. & O. attorney had addressed 
to former Commissioner Meyer in 1929, containing a statement 
to the effect that if the C. & O. obtained control of the Vir- 
ginian which it was then seeking it would discard the Virginian’s 
plans relating to use of the Deepwater Bridge, West Virginia. 
Mr. Breeden wanted to know if, in view of this lack of concern 
of the C. & O. with respect to “one end of the bridge,” the same 
attitude would prevail with respect to “the other end” if 
Messrs. Young and Bowman exercised their “salesmanship” on 
the New York Central as members of its board of directors. 
Mr. Marshall said that the C. & O. had no more use for the 
Deepwater Bridge now than it had in 1930, but stated later in 
the cross-examination that Mr. Bowman had said he would do 
everything he could to see that routes and services were main- 
tained via that bridge. 

Mr. Grace, a Nickel Plate Director, inquired whether, in 
the event it became impossible to proceed with the C. & O.- 
N. Y. C. unification plan, Mr. Marshall thought it would be 
desirable to make an effort “in the direction of the Nickel 
Plate.” Mr. Marshall said that “it might .be worth consider- 
ing.” Asked to offer an opinion as to how much coal traffic a 
year might be lost to the Nickel Plate if the plans of the 
C. & O. materialized, Mr. Marshall estimated such loss as 
about 20,000 carloads, or 1,000,000 tons, but said he thought 
the Nickel Plate might be able to influence coal movement 
from other territories to compensate for that loss. 


Efficient vs. Inefficient Routes 


* Assistant Director Boles discussed competing routes of the 
C. & O. and New York Central and obtained from the witness 
statements that in some instances the New York Central had 
the more efficient route, while in other instances the C. & O. 
route was the more efficient. He concluded his line of question- 
ing by asking whether the C. & O. had given consideration to 
abandonments that might take place in the cases of the less 
efficient routes. Mr. Marshall’s answer was, “No.” 

Mr. McCollester suggested that, so long as there was no 
consolidation of the C. & O. and New York Central, shifting of 
traffic from one line to the other where they had competing 
routes would benefit one line to the injury of the other. Mr. 
Marshall did not think that that view was correct. He said 
the policy of the two roads should be to solicit traffic in such 
a way as to benefit their mutual interest without disadvantage 
to either. Asked why it was necessary for Messrs. Bowman 
and Young to go on the N. Y. C. board and for C. & O. stock 
of the N. Y. C. to be released from trust to accomplish such 
coordination, Mr. Marshall said Mr. Bowman had answered 
that question by saying it was “a matter of salesmanship.” 

“Ts it a fair inference,” asked Mr. McCollester, “that the 
changes which you of the C. & O. want to see accomplished 
are not so obviously in the interest of the New York Central 
that they could be sold to the New York Central without put- 
ting Mr. Young and Mr. Bowman on its board and without 
freeing the stock of the C. & O.?” 

Mr. Marshall replied that he thought it was “not so ob- 
vious to the New York Central management itself’? and that 
“that’s what Mr. Bowman meant by salesmanship.” 


Reason for Release of Stock 


Assistant Director Boles said it appeared that Messrs. 
Young and Bowman had been invited to sit on the New York 
Central board and that arrangements had been made for two 
present members of that board to be replaced. He wondered 
why it was necessary, then, for the C. & O. stock to be freed, 
if Messrs. Young and Bowman had been “invited” to serve on 
the N. Y. C. board. 

Mr. Marshall said that the directorships and the stock 
release were related and that he could see no reason why the 
C. & O. stock of the New York Central should be held in trust 
if Messrs. Young and Bowman were to sit on the N. Y. C. 
board. 

Wenneman’s Testimony 


W. H. Wenneman, vice president, finance and corporate 
relations, of the C. & O., next witness for the applicants, said 
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that by reason of sale of all of its stockholdings in the Wheel- 
ing & Lake Erie to the Nickel Plate for a total of $15,405,605.64 
in cash, the C. & O. had realized this year cash amounting to 
$7,812,431.35 in excess of the sum it had invested in the 400,000 
shares of N. Y. C. stock it had acquired: He averred that in- 
creased New York Central earnings would result from associa- 
tion of the N. Y. C. with the C. & O. and that such increase 
could be used to great advantage in improving N. Y. C. credit, 
would benefit security holders of the two roads involved, and 
would have ‘a beneficial influence on the entire railroad in- 
dustry and consequently on railroad investments generally.” 

He said that an increase of N. Y. C. earnings through asso- 
ciation with C. & O. would warrant an acceleration of the 
N. Y. C. debt retirement program and would make it unneces- 
sary for the N. Y. C. to retain “such a large amount of cash 
and government securities in its treasury—$101,851,000 at June 
30, 1947.” He discussed at some length steps that he thought 
could be taken to simplify the N. Y. C. debt structure, after 
having stated that on that road there were now 66 separate 
issues of bonds, notes and guaranteed stocks and that some 
of its mileage was “encumbered with as many as six layers of 
debt.” 

“The claim that Chesapeake & Ohio can aid in the re- 
habilitation of the earnings, and therefore in the credit stand- 
ing, of New York Central,” he said, “is supported not only by 
the testimony of other witnesses in this case, but also by the 
achievements of the Nickel Plate and Pere Marquette in recent 
years, when, because of Chesapeake & Ohio’s financial stake 
in those properties, traffic and other support from that carrier 
enabled them to accomplish perhaps the two most outstanding 
jobs in railroad credit rehabilitation of recent history.” 


Decline of Eastern Roads 


Mr. Wenneman said that events of recent years had to a 
considerable extent reversed the relative position of the eastern 
roads and those in other parts of the country; that the eastern 
district roads in 1930 had earned 44.7 per cent of Class I rail- 
road operating revenue and, in 1941, 43.6 per cent, and that 
their proportion had dropped to 39.7 per cent in 1946. He 
said that Standard & Poor’s now rated 35 per cent of western 
district railroad bonds “A” or better, while only 15 per cent 
of eastern district railroad bonds were rated that high. Con- 
cluding his direct testimony, he said: 


This Commission should of course concern itself with strengthening 
the entire railroad system of the country by permitting the establish- 
ment of a rate structure that will provide the railroads with a fair 
rate of return on their investment so that they can attract capital and 
improve their services to the public. Further than that, any actions 
that can be taken to improve the status of the eastern roads is definitely 
in the public interest. It is here, especially in the New York Central, 
that the least progress has been made in recent years toward unifica- 
tions that wil: lend traffic and financial strength to that and other 
eastern roads. The Commission’s blessing on the pending petition and 
applications will be a long step in that direction. 


Answering questions by Mr. Boles, Mr. Wenneman said 
that N. Y. C. stock which the C. & O. carried at $18.98 a share 
had sold for $14 a share at the close of business September 15; 
that he did not regard the N. Y. C. stock as a high grade 
investment at the present time, and that he did expect it to 
become a high grade investment “‘short of consolidation” with 
the .C. & O. Mr. Boles noted that Mr. Wenneman had com- 
pared the situations of the N: Y. C. and the Pennsylvania and 


had said the situation on the N. Y. C. was not good. Did the 


name apply to the Pennsylvania, he inquired. Mr. Wenneman 
said the Pennsylvania had had “tough sledding” because of 
“the gap between railroad wages and railroad rates.” Mr. 
Boles asked whether the Pennsylvania’s troubles had been due 
to any lack of traffic. Mr. Wenneman said no, there had been 
a tremendous volume of traffic. 


C. & O. vs. N. Y. C. “NoOncallables” 


Observing that Mr. Wenneman had stated, under cross- 
examination, that the C. & O. had some noncallable bonds and 
that it had been unable to solve the problem of getting such 
bonds out of the way, Mr. Boles wondered how the C. & O. 
expected to solve the problem of the noncallable bonds of the 
New York Central. Mr. Wenneman said the New York Cen- 
tral situation as to them was “different’—that he thought 
some holders of N. Y. C. noncallable bonds were a little nervous 
about their ownership, and would be disposed to sell them, 


while holders of C. & O. noncallables, in view of the C. & O- 


earnings record, would not sell these bonds under any circum- 
stances. 

Mr. Grace recalled that the C; & O. and preferred stock- 
holders of the Nickel Pilate had been unable to agree on a 
price for the Nickel Plate stock that the C. & O. wanted to 
buy. He wondered what would happen if “the other 94 per 
cent” of the New York Central stockholders would be unable 
to agree with the C. & O. on a purchase price for their stock. 
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Mr. Wenneman suggested that that question be deferred until 
“ten years from now.” 

At the beginning of the afternoon session of the hearing on 
September 16, Grant Arnold, of the Detroit Board of Com- 
merce, announced that that organization was withdrawing the 
opposition it had planned to present to the C. & O. applications. 
He said it was doing this because of assurances by C. & O. 
witnesses that existing routes and services would be maintained 
in event of consummation of the C. & O. plans. Asked by 
Mr. LaRoe whether this meant that the Detroit board would 
support the applications, Mr. Arnold said it did not. 

Carleton W. Meyer, assistant to the C. & O. president, 
former assistant to the president of the New York Central, then 
presented testimony stressing the theme that affiliation of the 
N. Y. C. with the C..& O. would “lay a foundation for the 
ultimate solution of most, if not all, of the serious problems 
that are special and peculiar to the Central” and would remody 
what he termed the most serious and fundamental weakness 
of the N. Y. C—“its lack of adequate originated coal tonnage.” 
He averred that the “teamwork” between the C. & O. and the 
N. Y. C. that was envisioned by the considered applications 
would not be accomplished readily in the absence of the re- 
lease of stock and interlocking directorships here proposed, 
because the N. Y. C. might be fearful. of taking steps that 
might alienate its other connections. He discussed at length 
a number of developments, such as acquisition of interest by 
other carriers in coal-carrying roads from which the N. Y. C. 
formerly had received considerable tonnage of coal, which 
had adversely affected the New York Central’s traffic. 

Answering questions by Mr. La Roe, Mr. Meyer said that, 
“very frankly,” the proposal he was advocating would cause 
diversion of traffic from other roads to the New York Central, 
but that that was “a legitimate result’”—that no railroad had 
a vested interest in any traffic and that a railroad that could 
go out and get traffic was entitled to that traffic. 

He suggested that if the Virginian did not find as much 
“friendly interest” of the N. Y. C. after affiliation with the 
C. & O. as in the past, certainly the Baltimore & Ohio would 
have a ‘friendly interest.” He thought the C. & O. and Central 
would use methods to make their transport service attractive, 
as against highway and water transport service. He disagreed 
with a suggestion by Mr. McCollester that Messrs. Young and 
Bowman, when exercising their duties on the board of one 
of the two railroads in question, would neglect the other, as to 
matters in which the interests of the two roads were in conflict. 
He conceded that the New York Central was a competitor of 
the C. & O. for export automobile traffic, adding that other 
roads also competed for such traffic. 

When Mr. Boles inquired whether the New York Central 
would have the additional “originated tonnage” Mr. Meyer 
said it needed, if it were not consolidated with the C. & O., 
Mr. Meyer said that the Central had on order a large number 
of cars. In the course of further questioning, he said that the 
C. & O. was a deficit line in passenger service, but that such 
service was a necessary adjunct to the maintenance of indus- 
tries on its lines. He said he was convinced that the New York 
Central could make money on passenger business in the future 
and under peacetime conditions, though that would require “a 
lot of work.” 


Sees Benefits for Public 


Dr. Julius Grodinsky, of Philadelphia, Pa., associate pro- 
fessor of finance at the University of Pennsylvania, investment 
counsel, and author of “Railroad Consolidation,” the first wit- 
ness at the hearing on September 17, undertook a discussion of 
benefits to the C. & O., the New York Central and the public 
which he believed would grow out of the granting of the con- 
sidered applications. He said that, fundamentally, the welfare 
of the public in the development of the best possible trans- 
portation system at the lowest possible cost was paramount; 
that a combination of advanced transportation service stand- 
ards and reduction of transport service selling prices must 
tend to be effected, and that “only in this way and only to this 
extent can a proposed union of two or more properties be 


— to promote the public interest and the public wel- 
are.” 


“A price—in the form of less competition—must some- 
times be paid to achieve lower costs and lower rates,” he said. 
“This was tacitly recognized by the Interstate Commerce Com- 
mission in the approval of the acquisition of the Wabash by 
the Pennsylvania. . . . This consolidation involved—what is so 
important in the public interest—the absorption of a weak 
road by a strong road, with a rise in the standard of service.” 

He said that the proposed C. & O.-N. Y. C. alliance would 
tend to aid the Commission in solving ‘a problem which has 
greatly perplexed this body in the determination of rates in 
eastern territory’—that of having to give the eastern trunk 
line roads sufficient revenues to meet their needs, despite a 
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lesser need of the Pocahontas lines for revenues of the size 
provided under the rate levels necessary for the trunk line 
roads. The proposed affiliation, he said, would tend to equalize 
the return on the capital investment of the Pennsylvania-Nor- 
folk & Western-Wabash group and that of the Chesapeake 
& Ohio group, and the two or three consolidated systems would 
then realize approximately equal rates of return, “thereby 
making it unnecessary to consider the pooling of the earnings 
of the Pocahontas roads.” 

Mr. Hitt, counsel for Mr. Grace, said he understood Dr. 
Grodinsky’s position to be that the high earnings of the C. & O. 
should be used to offset the low earnings of the New York 
Central so that the earnings of the latter would not be “‘exces- 
sive.” The witness said his contention was that New York Cen- 
tral earnings would rise, as a result of affiliation with the 
C. & O., so that it would not need as much of a rate increase 
as it would need otherwise. 

Governor Clarence W. Meadows, of West Virginia, the next 
witness, said he was appearing of his own volition to support 
the C. & O. applications because he was interested .in the wel- 
fare of his state and because he felt they might well affect the 
future of the state and the interest of the largest railroad in 
West Virginia. Alliance of the C. & O. with a large transporta- 
tion system that reached many important markets would un- 
doubtedly help West Virginia, which led all the states in coal 
production, and would be analogous to the unification that now 
existed between the Pennsylvania and -the N. & W., he said. 
When it was brought to his attention that the C. & O. applica- 
tions were opposed by two West Virginia cities—Princeton and 
Mullens—Governor Meadows said he was not unmindful of their 
welfare but that he was taking a position that he believed 
would benefit the larger part of the state. 


Economics Professor’s ‘Opinions 


William N. Leonard, of New Brunswick, N. J., associate 
professor of economics at Rutgers University, placed in the 
hearing record a statement in which he discussed, principally, 
benefits he believed would be derived from railroad consolida- 
tions generally and from consolidation of the C. & O. and 
N. Y. C. in particular. In an extension of the statement, pre- 
sented orally, he referred to a prior report of the Commission’ 
in the so-called Norfolk Terminal case (the case in which the 
Commission provided for placing of the C. & O.-owned N. Y. C. 
stock in trust), from which he cited, among other things, a 
statement by the Commission that in the 1937-1943 period the 
C. & O. and Pere Marquette had reduced their debt 9.4 per 
cent while all other railroads had reduced their debt by only 
5.4 per cent. He submitted an exhibit showing that the per- 
centage of New York Central common stock owned by the 
N. Y. C. board of directors had been over 15 per cent in 1915, 
had reached a peak of 20 per cent in 1925, had been about 16 
per cent in 1935, and then in the next ten years had declined 
until, in 1946, it was only 1.5 per cent of all N. Y. C. common 
stock outstanding. That trend, he said, was unfortunate, be- 
cause the N. Y. C. had long been associated with progressive 
management by the families that built up the railroad. He said 
the Vanderbilt holdings had been reduced to only 48,000 shares 
as against an original total of 6,500,000 shares that were Van- 
derbilt-owned. 

In cross-examination, Mr. La Roe brought out that about 
7 per cent of the C. & O. shares outstanding were represented 
by the C. & O. board of directors and that, if Alleghany Cor- 
poration were eliminated, only about 1 per cent of the C. & O. 
stock would have representation on its board. Mr. Leonard said 
that diffusion of stock had some beneficial effects, but that it 
also had the effect of permitting some small inside “clique” to 
obtain control, and that it became necessary to look at the 
competence of the group in control. 


Young Concludes Applicants’ Case 


Presentation of testimony by the applicants ended late the 
afternoon of September 17, their last witness being Mr. Young, 
the chairman of the board of the C. & O. and of Alleghany Cor- 
poration. He was questioned on direct examination by Robert 
W. Purcell, vice president—law, of the C. & O. Other C. & O. 
attorneys who had conducted direct examination of preceding 
witnesses were Lawrence Chaffee, Horace L. Walker, and Mr. 
Kauffman. 

Mr. Young, in a recital of his experience in railroad finance, 
said he had “stepped into” the Nickel Plate, had become chair- 
man of its board, and had “met a maturity of $16,000,000 which 
came due in October, 1938, without any funds.” 


Saving of Roads from Bankruptcy 


“TI think that is the first time in the history of railroad that 
that has ever been done,” he said, “and by resorting to ener- 
getic measures we saved both the Nickel Plate and the Pere 
Marquette from bankruptcy, and saved every stockholder in 
those properties. The stocks at that time were selling below the 
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bonds of the New York Central. The bnods were selling below 
the bonds of the New York Central. Today, every bondholder 
in those properties has been paid off at par and a premium; 
some 300 millions of new bonds have been refinanced. The 
preferred stocks of both properties are selling above par, and 
in that same ten-year period in which the Nickel Plate stocks 
and bonds were going up, the New York Central bonds and 
stocks were going down, and they are still going down.” 

He said that when the C. & O. was acquiring the 400,000 
shares of N. Y. C. stock he thought it might have difficulty 
obtaining representation on the N. Y. C. board, and that he was 
“gratified and pleased” when a few months later he and Mr. 
Bowman received the invitation from the N. Y. C. directors to 
become a member of the board. 


Young’s Plans for N. Y. C. 


Mr. Young said that, as a member of the N. Y. C. board, 
he would try to “sell” that road on the idea of new lightweight 
trains, weighing only one-fifth as much as the present trains, 
and operating safely at speeds of 100 miles an hour. With that 
type of equipment, he believed the Central would be more pros- 
perous than the C. & O. He said he would also like to see high- 
class freight move at passenger-train speed. He averred that 
the N. Y. C. was “the most strategically located road in the 
world, and it ought to be the most prosperous railroad in the 
world.” He said that through passenger trains were making 
money, and that he would absorb losses on branch-line pas- 
senger service by running more through trains. He contended 
that other railroads were still refusing to order new passenger 
equipment “in the face of proof that people will patronize 
decent trains.” He said that “the progressive railroads” had 
turned down $75,000,000 that he had offered for the Pullman 
Company and had said he was a “sucker,” that they would not 
take his “sucker money.” 

Mr. Young maintained that the railroads had themselves 
to blame for the present inadequacy of freight car supply, be- 
cause “there was plenty of steel before the war,” and that “the 
same crowd” was now responsible for the present steel shortage. 

His salary as chairman of the C. & O. board was $7,500 
a year, and as chairman of the Alleghany board he received 
$20,000 a year, he said, adding that his predecessors in those 
respective positions had received $75,000 and $50,000 a year. 


Salaries Less Than Business Expense 


“The combined salaries I receive, $27,500,” he continued, 
“don’t cover my expenses for the companies’ business and I 
render no expense account... . I make it a rule to engage in 
no outside business adverse to the railroads. ... My only hope 
of remuneration is in appreciation of my securities.” ; 

Seventy per cent of the directors of the 135 Class I rail- 
roads of the country owned an average of $460 in stock each, 
he said. He said bankers on railroad boards had interests most 
adverse to the railroads; that some bankers served the people 
well—“my father was a banker”—but that bankers “at the top, 
in New York,” rendered no service to anyone but themselves. 
The New York bankers active in the railroads, he said, were 
J. P. Morgan & Co., “connected with the New York Central”; 
the Mellon interests, whose railroad, he said, was the Pennsyl- 
vania, and who also, according to his testimony, controlled the 
Pullman Co. and the Virginian; and Harriman & Co., by which, 
he said, the Union Pacific was controlled. He said that the 135 
Class I railroads were as subordinate to the New York Central, 
the Pennsylvania and the Union Pacific as “one of my clerks.” 
He averred that those three roads controlled the A. A. R. 
through contribution of 25 to 35 per cent of the budgets of 
the A. A. R. 

Mr. Young said that appearance of Chrysler and Packard 
as interveners in opposition to the C. & O. applications was, to 
him, comparable to intervention of Doris Duke in a wage pro- 
ceeding “to see that her footman doesn’t get a raise.” 

He contended that “those three banking houses controlling 
our railroad system and the A. A. R.” wanted to see shortages 
in equipment and steel and “all these other things” because it 
gave them a greater power over the economy of the country 
and because they could satisfy more banking clients that way. 


Nature of “Working Control” 


In cross-examination, Mr. La Roe said Mr. Young had been 
quoted by the press as saying that there was every reason to 
believe that the present C. & O. holdings would give the C. & O. 
complete working control of the Central. Mr. Young said he 
meant that the stockholders, as opposed to the bankers, would 
control. Answering further questions by Mr. La Roe, he said 
he “absolutely” did not have any “arrangements” with N. Y. C. 
#tockholders and directors; that Alleghany had 6 or 7 per cent 
of the C. & O. stock and had working control of the C. & O. 
only because the I. C. C. had “blessed” it; that “the stockholders 
saved me from the bankers in the C. & O.” and that “they’re 
the people I represent.” He said that diffusion of stock was a 
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blessing, but that the danger in it was in “bankers walking off 
with control.” 

Mr. La Roe wondered how granting of the considered 
applications could give Messrs. Young and Bowman power to 
do all the things they planned for improvement of the Central. 
Mr. Young replied that, without any stock ownership in the 
Pennsylvania or the New York Central, “we” weré able to 
bring about competitive bidding on rail securities, “by apnea. 
to the public.” 


Use of Advertised Appeals 


“In the field of operation,” he said, ‘we decided the rail- 
roads could do with through service, and this was accomplished 
through a few advertisements. We thought it would be well to 
eliminate the black market in sleeping car ticket reservations 
. . . and in the first-year after that, 724,000 passengers were 
able to get berths that would otherwise have been unused. By 
appeal through the newspapers, we got that reform through. 
You have seen our advertisements on tipping, on movies in 
trains, on a central reservation bureau. .. . We think that we 
may become more persuasive with 400,000 shares of stock... .” 

Mr. La Roe said it looked to him as if more could be ac- 
complished without Messrs. Young and Bowman going on the 
New York Central board. Mr. Young said the advertised ap- 
peals had not always worked. 

“Our Rip Van Winkle ad is four weeks old, and it hasn’t 
worked yet,” he said. “I’m getting impatient.” 

“I get the impression that you think, if your applications 
are granted here, your effective persuasion will have the net 
result of accomplishing the changes you have in mind,” said 
Mr. La Roe. 

“Without a doubt,” said Mr. Young. “I’m so confident 
about it I’m just dying to get there.” 


Cc. & O. vs. N. Y. C. Passenger Revenue 


Mr. La Roe said that what the New York Central needed 
was to bring about a good credit position. He then cited 
I. C. C. figures showing that in the last ten years the New 
York Central had made a net profit of $34,000,000 on its pas- 
senger service while the C. & O. had lost about $47,233,000 on 
its passenger service. Mr. Young said he did not subscribe to 
the I. C. C. figures on earnings or valuation; that the only thing 
that the figures proved was that the C. & O. did a larger por- 
tion of non-profit service, taking care of “people up the creek,” 
and that the New York Central’s through trains were profit- 
able. Mr. La Roe said he would be surprised if the C. & O. 
had more branch lines than the N. Y. C. : 

Answering questions by Mr. Breeden, Mr. Young said he 
hoped that “we'll like this girl (the Central) well enough that 
after eight or ten years we'll marry her.” Mr. Breeden re- 
ferred to a press report quoting Mr. Young as saying that if 
the Commission did not grant the interlocking directorships 
here considered he and Mr. Bowman would resign from the 
C. & O. board. Mr. Young said he had not said that he “would,” 
but that he “could” resign, then added, “I say I can and may.” 

Asked what assurance he had of effective control of the 
Central, Mr. Young said that he had received very great en- 
couragement from N. Y. C. stockholders and that their re- 
marks generally were to the effect, “Thank goodness gracious, 
somebody’s bringing new life to my company.” 


Relationship with Nickel Plate 


He said the C. & O. had instructed the Nickel Plate offi- 
cers and directors to “lean over backwards” to protect the 
interest of their property, and that this was evidenced when 
the C. & O. took a position alongside General Motors and Ford 
in the automobile rate case, while the Nickel Plate took a posi- 
tion with Packard and Chrysler. He added that “we told the 
Nickel Plate it could do what it wanted to do.” 

On the Central board, he said, he and Mr. Bowman would 
not keep company with “men who don’t recognize their trust 
obligation to the security holders they represent.” He added 
that “they will change their habits and methods, or I'll not 
continue on the board with them.” 

“If no one can ever serve on two railroad boards, we can 
never get consolidation,” said Mr. Young. 

“Key to Next Depression” 

He charged that Mr. Breeden was opposing something that 
went to the key of national defense and the key of high living 
costs. The railroad industry, he said, was the key to the next 
depression. At the first sign of depression, in the United States, 
he continued, tens of thousands of men would be laid off by 
the railroads; government debt would go up because of ex- 
penditures for unemployment relief, and “we'll go into social- 
ization, because you are striking at the heart of the free enter- 
prise.” 

Reference to Huey Long 


Mr. Hitt, counsel for Mr: Grace, said that on listening to 
Mr. Young’s testimony, he recalled the promises /that had been 
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made by the late Huey Long. He suggested that Mr. Young’s 
ventures in railroad finance were a hobby with him and that 
he (Mr. Young) was getting a lot of fun out of what he was 
doing. 

“My prime interest here,” said Mr. Young, “is to protect 
the interest of the C. & O. stockholders.” 


Story of Clash with A. A. R. 


He related that after the Justice Department, a few years 
ago, had filed suit against the western railroads, he feared 
that if the department won that suit it would institute similar 
action against the eastern roads, and that, not wanting to see 
the C. & O. directors indicted or to be indicted himself, he 
went to the Attorney General and made studies as to “the area 
of operating within the law.” He said he obtained a promise 
from the Attorney General that if the railroads operated within 
that area, not only would the eastern roads not be indicted, 
but the western case would be dropped. 

Mr. Young said that when he called the A. A. R. to urge 
action in accordance with the Attorney General’s advice, he 
was “rebuffed;” that the railroads insisted on seeking enact- 
ment of the Bulwinkle bill, and that he had been told by the 
President that the latter would veto the bill. 

“To keep myself out of trouble, I withdrew from the 
A. A. R.,” said Mr. Young. “In the Georgia case, I sat down 
with Governor Arnall, and I worked up a procedure which 
would enable the C. & O. to come out. Again, the A. A. R. 
rejected me and told me that they would have nothing to do 
with that guy.” 

He said that unless there was a change of thinking of the 
N. Y. C., it would be hard for the C. & O. to live, adding that 
he hoped the railroads could be persuaded to “listen to some 
reason in matters of public policy.” 

Answering questions by Mr. McCollester, Mr. Young sug- 
gested that Chrysler and Packard might “go out and set up 
assembly plants” as General Motors and Ford had done, and 
oe not “try to get a competitive advantage out of the rail- 
roads.” 

“T think your interest is a selfish sectional interest,” he 
said. ‘Ours is the broad public interest. . . . Another section 
of the I. C. C. will be glad to hear you.” 

Asked whether he believed in free competition by the rail- 
roads, Mr. Young answered, “Not as to rates.” 

Assistant Director Boles asked if it was not a fact that 
former President Hoover had called on the railroads to keep 
up their expenditures for maintenance when the depression be- 
gan, and that they had done so for a year after the depression 
started. Mr. Young said he thought so. Mr. Boles wondered 
if Mr. Young would have advised continuing those expenditures, 
if they were leading to bankruptcy. Mr. Young said the Com- 
mission should have seen to it that the railroad industry was 
kept up in good times, “not starved as it is today.” 

‘What do you propose to do to relieve the New York Cen- 
tral of banker control”” asked Mr. Boles. 

“Our mere presence will relieve it,” said Mr. Young. 


OPERATING UNIONS DISCUSS WAGE DRIVE 


On the eve of a meeting of wage committees of the five op- 
erating railroad unions September 18 in Cleveland, to make a 
final decision on launching of a movement for pay increases to 
approximately 400,000 operating employes, President A. F. 
Whitney of the Brotherhood of Railroad Trainmen announced 
that “our membership is desperately in need of wage increases 
to meet the soaring cost of living and we are determined to 
follow through and prosecute a wage movement.” 

Discussions for such a wage movement were first conducted 
September 8 in Cleveland among chiefs of the five unions, but 
apparently there was some disagreement as to the wisdom of 
seeking such an increase. The five unions involved are the 
Locomotive Engineers, Trainmen, Firemen and Enginemen, 
Conductors, and Switchmen. These unions have already initiated 
a drive to secure substantial changes in 45 working rules (see 
Traffic World, July 19, p. 210). This campaign has progressed 
close to the point of national negotiations, as carriers in each 
region have named conference committees to meet with the 
unions about October 1, according to union officials. 


“RAILROAD MEN AND WAGES” 


J. Elmer Monroe, assistant director, Bureau of Railway 
Economics, Association of American Railroads, is the author of 
“Railroad Men and Wages,” a paperbound book of 155 pages. 

“This volume presents a resume of trends in employment 
and wages in the railroad industry and in other industries,” 
Says he in a prefatory note. “The material has been compiled, 
in the main, from governmental sources. Much use has been 
made of factual material developed and presented to presiden- 
tial emergency boards having under consideration the working 
conditions and wages of railway workers. I have devoted many 
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years in the compilation and analysis of data relating to em- 
ployment, rates of pay, and employe earnings. This volume 
summarizes a number of facts which are presented in condensed 
form for ready reference.” 

The following chapter headings indicate the scope of the 
book: I, Organization of Railroad Employes; II, How Railroad 
Employes Are Paid; II, Railroad Employes and Wages; IV, 
General Wage Changes in the Railroad Industry Since 1920; 
V, Wages of Railroad Employes and Workers in Other Indus- 
tries; VI, The Cost of Living and Real Wages; VII, Produc- 
tivity; VIII, Magnitude of Railroad Employment and Payrolls. 

Additional information is set forth in appendices and sta- 
tistical tables. 


EXPRESS AGENCY LABOR DISPUTE 


President Truman has created an emergency board under 
section 10 of the railway labor act to investigate and report on 
a dispute between the Railway Express Agency, Inc., and em- 
ployes represented by the International Brotherhood of Team- 
sters. These employes refused to settle their wage demands on 
the basis of the 15% cent increase obtained by the non-operating 
railroad employes, and express employes represented by the 
Brotherhood of Railway Clerks (see Traffic World, Sept. 13, p. 
743). The employes represented by the teamsters’ union asked 
an increase of 40 cents an hour. 


UNION RAILROAD LIFTS EMBARGO 


Following the end of an unauthorized strike of 1,800 oper- 
ating employes, the Union Railroad at Pittsburgh on Septem- 
ber 16 lifted its embargo No. 1 on all freight. The embargo 
had: been issued September 5 (see Traffic World, September 13, 
p. 743), the day trainmen and engineers walked off their jobs 
and tied up operations on the interplant switching road in the 
steel district. 


Retirement Board July Operations 


Chiefly as a result of the award of 5,231 new employe 
annuities—the highest number of any month since April, 1938— 
Railroad Retirement Board benefits for July were $972,000 
above the amount for the preceding month, the board reports. 
The total for July was $17,621,000, of which employe annuities 
accounted for $14,661,000. Death-benefit payments of all types 
amounted to $2,180,000, $130,000 more than in June, while the 
amount paid for pensions—$779,000—reflected the usual small 
monthly decline in this type of benefit. 

New employe-annuity applications numbered 3,325. Dis- 
positions totaled 5,684—including 5,231 by the award of an 
annuity as noted above—leaving 18,085 applications still pend- 
ing on July 31. The average monthly amount of the annuities 
awarded in July was $64.61, based on average monthly com- 
pensation of $150.94 and an average of 24.6 years of service. 
On July 31, there were 184,349 annuities in current-payment 
status, a net increase of 3,865 for the month. The average 
monthly amount was $71.02, a slight decline from the preced- 
ing month. Exactly 1,279 annuities were terminated by death. 
The number of former railroad employes on the pension rolls 
at the end of July was 13,423, a drop of 168 for the montb. 
Death benefits awarded during July included 5,569 monthly and 
1,450 lump-sum payments. Of the monthly Benefits, all but 
37.were the new-type insurance annuities provided by the 
Crosser amendments, and inciuded 2,755 to widows aged 65 
and over, 779 to widows under 65, 1,988 to children, and 10 
to parents. For all types of insurance annuities combined, the 
average monthly amount awarded in July was $24.08, a decrease 
of $.71 from the June figure. Of the monthly benefits awarded 
through July, 37,866 remained in current-payment status at 
the end of the month, 468 were withheld, while entitlement to 
the remaining 732 benefits had been termed. The average 
lump-sum benefit awarded in July amounted to $333.24. Bene- 
fit payments for the month amounted to $17,621,000, almost a 
million dollars above the June amount, the sharpest increase 
since the Crosser amendments became effective in January. 

The board reports that unemployment benefit activities for 
July were at levels considerably below those for the same 
period last year. The numbers of claims and payments were 
about one-fourth below the figures for July, 1946, while ap- 
plications for certificate of benefit rights were 8 per cent fewer. 
About 48,900 railroad workers received $1,818,000 in unemploy- 
ment benefits during July, with 16 per cent qualifying for the 
highest daily benefit rate of $5.00. In the first month of sick- 
ness benefits, payments amounting to $312,900 were received 
by 9,223 sick or injured railroad workers, and in addition 134 
women railroad employes were paid $9,135 in maternity bene- 
fits. The 54,869 applications submitted were fewer than were 
filed in July, 1946, but they outnumbered those in any other 
July, except July, 1939. About 69 per cent of all applications 
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were filed in the four eastern regions. Placements by the 
board’s employment service dropped to 4,940 in July, as com- 
pared with 6,100 in June. Of the total, 467 were claimants for 
unemployment insurance benefits. 

Though, as noted above, only 9,223 sick or injured workers 
received payments in July, 26, 084 railroad employes. filed 
applications for benefits. In addition, women workers filed 
929 applications for maternity benefits. The board pointed 
out that activity under the sickness program in July cannot 
be considered representative of what is to follow, predicting 
that henceforth such activity would increase sharply. 


Recent Rail Wage Award Costs 
Discussed by I. C. C. Bureau 


The cost of the basic wage increase of 15.5 cents an hour 
awarded to non-operating employes of Class I steam railways, 
effective September 1, is discussed, among other matters, by 
the Commission’s Bureau of Transport Economics and Statistics 
in its monthly comment on transportation statistics, dated 
September 15. 

The comment bears the usual notation that it is issued 
as information and has not been considered or adopted by the 
Commission. 

Based on returns for the first six months of 1947, the 
bureau said, the average straight’ time hourly rate for the 
non-operating employes was $1.026. This figure, plus the 15.5 
cents award, it said, raised the average rate to $1.181 an hour 
or an increase of 15.1 per cent. Had the higher average basic 
hourly rate been in effect during the first half of 1947, the 
bureau said it would have raised the carriers’ payroll covering 
non-operating employes for that period by approximately $195 
million plus an additional amount of about $16 million for 
payroll taxes. On an annual basis, assuming the same level 
of employment in the last half as in the first half of the year, 
said the bureau, the carriers’ payroll would be increased by 
about $394 million and payroll taxes by $32 million or a 
total cost of $426 million, as the result of the basic wage in- 
crease of 15.5 cents an hour. However, the bureau added, 
certain classes of non-operating employes not covered by the 
award would no doubt benefit by its provisions as had been 
true in the case of previous awards. If such payments were 
made, it said, the additional cost would be about $28 million 
or a grand total of $454 million. 

“In view of the fact that the new wage rates will be in 
effect during the last four months of 1947, the payroll for that 
period will be increased approximately $140 million and pay- 
roll taxes by about $11 million,” said the bureau. “This com- 
putation is based on the assumption that the average em- 
ployment of non-operating employes in September-December, 
1947, period will approximate the average of the first six 
months of the year and that certain non-operating employes 
not covered by the award will benefit thereby.” 

In a table attached to its comment, the bureau set forth 
a comparison for the years 1939-1947 of the average straight 
time hourly rates of compensation for the classes of non-oper- 
ating employes covered by the 1947 wage award. As the result 
of various wage increases during this period, said the bureau, 
the average rate an hour advanced from $0.634 in 1939 to 
$1.026 in the first half of 1947 or an increase of 61.8 per cent. 
The additional 15.5 cents an hour award, effective September 1, 
it said, would raise the average rate an hour to about $1. 181 
or an increase of 86.3 per cent over the 1939 figure. The table 
of comparisons follows: 


Average 

straight Index 
Year time rate 1939 = 100 
ace aed Gok did Stew brates Seek A ered Ma CER aes $0.634 100.0 
ah. Usb asataieid oid lean slithcaune uae ns .636 100.3 
De kiln ooh Cin aie tid ake Rhos Sekine ELS Ce S REIS .668 105.4 
atin’ bk MAGES tok eR aichtns-d teak RICGIU OS oe > ae BSF Os -732 115.5 
I es 8s a A ote BEal Sok at ss tars: ipsa aca hietikaiw ankle .800 126.2 
LN RSR Sayil n a  eena iyaige train 2 NR SR ee .827 130.4 
SN Se ae OO de cea err a cick te > Eh Wa cd o'e.ecce ass 4 cei .830 130.9 
pee ae Cig Ble PEERS Ps ENB Poe A QADR Ye tes AE ee er aa 1.011 159.5 
BG eens BAT 8d 6 is oe Seed eS 1.026 161.8 
SRT CUBR GS ois beds SSAA Sk 1.181 186.3 


* Average for first 6 months of 1947 plus 15.5 cents. 
Gross Capital Expenditures Soar 


Gross capital expenditures of Class I line-haul steam rail- 
ways for additions and betterments in the first half of 1947, the 
bureau said, totaled $350.6 million as. compared with $218.5 
million in the same period of 1946, or an increase of 60.4 per 
cent. Expenditures for road were up 17.9 per cent and for 
equipment 96.8 per cent, said the bureau. It added that quar- 
terly estimates furnished by the carriers to it had indicated 
that the gross capital expenditures in the third and fourth 
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quarters of 1947 would total approximately $601 million, mak- 
ing an estimated total for that year of $952 million, as com- 
pared with actual expenditures reported for 1946 of $550 
million. The bureau said the carriers’ figures indicated that ex- 
penditures for road and for equipment in 1947 would be about 
23.9 per cent and 108.8 per cent, respectively, above those of 
the previous year. The 1947 total of $952 million, it said, did 
not include figures for several roads which failed to supply es- 
timates for the third and fourth quarters. For the first half of 
1946, it added, these roads reported actual gross capital ex- 
penditures in the amount of $11 million. 


New Commodity Classification 


In the first quarter of 1947, the bureau said, freight com- 
modity statistics were reported for the first time on the basis 
of 262 classes, instead of the previous 157 classes. In this period, 
said the bureau, a total of 338,865,352 tons of revenue freight 
were terminated on Class I railroads, as compared with 307,- 
477,302 tons in the corresponding period of 1946. Gross freight 
revenue, before adjustment for absorptions and corrections, 
said the bureau, amounted to $1,747,949,422 or $318,050,394 
(22.2 per cent) more than in the same period last year. 


Effect of Interim Class Rate Order 


The comment says that on the basis of 1946 traffic at the 
rate level that became effective January 1, 1947, a new estimate 
of the revenue changes from the level in effect prior to the 
new class rates had been made in terms of the effects of the 
class rate adjustment on various traffic movements. It said 
there had been no attempt to divide revenue between carriers 
in the several territories. Current waybill studies, it said, had 
been used as a basis for allocation of carload revenue to differ- 
ent territorial movements, and the September 1939 A. A. R. 
less-carload traffic study for similar allocation of less-carload 
revenues. Continuing, the comment said: 


As indicated below, there may be for the country as a whole a 
net annual decrease of $1.4 million or 0.23 per cent in class rate revenue, 
as measured from the basis applying immediately before the effective 
date (August 22, 1947) of the new rates. The decrease amounts to about 
0.02 per cent of the total freight revenue on 1946 traffic at 1947 rate 
levels. On this basis official intraterritorial class rate revenue would be 
increased $22.6 million with a decrease 8f about $24 million on all other 
class rate traffic. Estimates of the net amounts of the changes on an 
annual basis, as well as estimated percentage effects on class rate and 
total freight revenues, are shown by type of territorial movement in 
the following table. 

Estimated change Estimated per cent change in 
in class rate revenue’ Class rate Total freight 
(millions of $) 


revenue revenue 
United States ......... — $1.4 — 0.23 — 0.02 
Intraterritorial— . 
NIE 5. os asei Grocs-> pees + 22.6 + 7.8 + 0.9 
Southern ......0%..5, — 2.7 — 8.1 — 0.6 
EA Se eee — 5.6 — 3.9 — 0.3 
Interterritorial— 
Official to southern... — 41 — 10.0 —1.8 
Southern to official .. — 1.3 — 10.0 — 0.4 
Official to west ...... — 5.9 — 9.5 —1.3 
West to official ...... — 2.8 — 9.7 — 0.6 
Southern to west .... — 1.0 — 6.6 — 0.3 
West to southern .... — 0.6 — 49 — 0.5 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,382,297 at the middle of Aug- 
ust, an increase of 0.83 per cent over August last year but a 
decrease of 0.03 per cent under July this year, according to a 
compilation of rail employment based on preliminary reports, 
prepared by the Commission’s Bureau of Transport Economics 
= Statistics. The August, 1947, employment was reported as 
follows: 

Executives, officials, and staff assistants, 15,281; profes- 
sional, clerical, and general, 224,699; maintenance of way and 
structures, 294,748; maintenance of equipment and stores, 369,- 
570; transportation (other than train, engine, and yard), 169,- 
619; transportation (yardmasters, switch-tenders, and hostlers), 
17,198; and transportation (train and engine service), 291,182. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 1,585 
freight cars and an average daily shortage of 31,172 freight 
cars for the week ended September 6, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 171; flat, 29; gondola, 0; hopper, 0; stock, 212; refrigerator, 
923; and miscellaneous cars, ‘250. 

The shortage was made up as follows: Plain box, 15,883; 
auto box, 30; flat, 757; gondola, 5,549; hopper, 8,674; stock, 
216; refrigerator, 0; and miscellaneous cars, 63., 
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Revenue Freight Loading 


Revenue freight loading the week ended September 13 
totaled 922,360 cars, according to the Association of American 
Railroads. This was 14 per cent above the preceding week, 1.7 
per cent above the corresponding week last year, and 7.7 per 
cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 55,914 cars, 8,181 above preced- 
ing week and 5,337 above corresponding 1946 week. 

Livestock, 18,792 cars, 4,227 above preceding week and 
5,102 above corresponding 1946 week. 

Coal, 186,898 cars, 30,514 above preceding week and 6,312 
below corresponding 1946 week. 

Coke, 13,015 cars, 186 above preceding week and 964 below 
corresponding 1946 week. 

Forest products, 50,309 cars, 5,674 above preceding week 
and 2,385 below corresponding 1946 week. 

Ore, 71,667 cars, 4,328 below preceding week and 2,502 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 121,346 cars, 18,079 above preceding 
week and 308 above corresponding 1946 week. 

Miscellaneous, 404,419 cars, 50,777 above preceding week 
and 11,603 above corresponding 1946 week. 


Cumulative Freight Loading 


1947, 1946 1945 

Four weeks of January .«.........s00.%. 3,168,397 2,883,863 3,003,655 
Four weeks of February .............. 3,179,198 2,866,876 3,052,487 
Five weeks of March ................. 4,170,420 3,982,240 4,022,088 
Pour wéeks Gf April «... i 00:60 sbceisecs 3,232,947 2,604,049 3,377,335 
mae. WeGIR- OF IOS oi< 5 5 oie 805005685 4,376,122 3,242,821 4,294,351 
Four weeks Of June... 3.6.6.0 cscecwes 3,543,476 3,436,013 3,528,630 
ge |” aaa ee 3,275,827 3,406,866 3,379,284 
Dive WeGKS OF ANGUS |. 0... 6.002 000006 4,559,767 4,478,425 4,100,512 
Week of September 6 ................. ,050 794,483 729,854 

TEM, 55 Shas dad oat eden aa aa ee 30,315,204 27,695,636 29,488,196 


August Rail Revenue Estimated 
3.8 Per Cent Above August ‘46 


Based on advance reports from eighty-one Class I rail- 
roads, whose revenues represent 81.4 per cent of total operat- 
ing revenues, the Association of American Railroads has esti- 
mated that raiload operating revenues of $599,820,715 in Au- 
gust, 1947, increased 3.8 per cent above the same month in 
1946. The estimate for August, 1947, covered only operating 
revenues and did not touch on the trends in operating ex- 
penses, taxes or final income results, said the A. A. R. 

Estimated freight revenue of $479,691,135 in August, 1947, 
was greater than in August, 1946, by 8.1 per cent, but esti- 
mated passenger revenue of $75,482,952 decreased 18.1 per 
cent. Data by districts follow: 


Eastern District. ‘Thirty-two Class I railroads, whose revenues 
represent 90.4 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $305,298,110 in August, 
1947, increased above August, 1946, by 3.1 per cent. Freight revenue 
of $239,846,878 was estimated to have increased 5.9 per cent but pas- 
senger revenue of $43,524,232 was estimated to have decreased 13.4 
per cent. ; 

Southern Region. Fifteen Class I railroads, whose revenues repre- 
sent 68.7 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $63,545,727 in August, 1947, 
increased above those in August, 1946, by 1.8 per cent. Freight revenue 
of $51,901,626 was estimated to have increased 5.9 per cent, but passen- 
ger revenue of $6,878,984 was estimated to have decreased 25.7 per cent. 

Western District. Thirty-four Class I railroads, whose revenues 
represent 75.2 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $230,976,878 in August, 
1947, were greater than in August, 1946, by 5.3 per cent. Freight reve- 
nue of $187,942,631 was estimated to have increased 11.7 per cent, but 
Passenger revenue of $25,079,736 was estimated to have decreased 23.1 
per cent. 


RAIL FINANCIAL DATA 


At the end of June, 1947, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$3,513,587,995, including $92,066,692 in cash and $949,508,089 
in temporary cash investments, as compared with current assets 
totaling $3,776,788,636, including $972,414545 in cash and 
$1,255,058,681 in temporary cash investments, at the end of 
June, 1946, according to a statement, No. M-125, of selected 
income and balance sheet items of those roads, prepared by 
the Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $144,333,337 of funded debt 
would mature within six months from June 30, 1947, as against 
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a debt of $111,299,810 matured in the comparable period 
ast year. 

Total current liabilities stood at $1,745,535,417 at the end 
of June, 1947, as against $1,824,872,651 at the end of June, 
1946. Included in the current liabilities was accrued tax lia- 
bility of $542,511,077 at the end of June this year as compared 
with $591,478,210 at the end of June last year. U. S. Government 
taxes accounted for $412,057,352 of the accrued tax liability 


at the end of June, 1947, as against $457,517,403 at the end of 
June, 1946. 


L. C. L. Freight Loading a Car 
Declines Substantially 


Reports to the Office of Defense Transportation showing 
that since the fall months of 1946 there has been a marked 
decrease in the average load a car of L. C. L. freight has re- 
sulted in Chairman Kendall, of the car service division of the 
Association of American Railroads, calling on railroads for 
special efforts ‘to build up the average merchandise loading, 
especially during the coming season of most critical demand.” 

In his communication to the railroads Chairman Kendall 
said: 

The following statement depicts the situation for the thirteen 
months July, 1946, to July, 1947. 


Class | Railroads 


Total Ave. Lbs. 

Cars per Car 
yet a AR ae ge RL ais roa ey RS eee 537,843 17,391 
a RO ee ae to SAEED TE PUNT ee Sd sar Rh ee 554,209 18,755 
IE, SII 5 a.6-c Fd o olgc-d waves oles ede pa wblbs uniebinge 525,972 19,996 
CN, MN Sins oorinc eeu co dbadadis sbhdble anbieuicebes 611,891 20,020 
NE EE Ss so o0,0 06 ab Aeasahs seabed ow ens wen 581,371 19,363 
RN PIII: os 5 5 o-p '0 Sin. oS. ps bw ou 6 Ope aphc a eae 538,549 18,626 
DN ME nse chek bacnncada sabi sa ks eamend we eee 522,560 18,567 
PE, Be, 5555 Sess od chuwalean sc bieaes bawed amen 489,893 18,780 
CS MN oo i'n Vasil cab oa Ga OG soe aa pauenia mate 560,816 18,837 
DUNT GE NES 6 355s ne ae ois Bo Se Sore wad enains + baad eee 563,177 18,334 
NE I wine Aisle bea wie ad OS Kanes aavs ke ia eee 540,785 17,832 
NNEC SEINE | 4:6 set So pice yw. Aleph ren aoe ma aelmae wens 500,631 17,549 
MR TIEN. 5. vio dea aa so dG haps 6 Raho ke pe EReee 501,738 16,990 


From this it is observed that the average loading in the month of 
July was the lowest of any time in the past year, and with one excep- 
tion, it was lower than any month in the past two years. The decrease 
shown of 401 pounds per car in July compared with a year ago appar- 
ently was responsible for requiring the use of approximately 64,000 
more cars than would have been the case had last year’s average pre- 
vailed. Note also should be taken of the high average loadings reached 
during the period August to November, 1946, and the averages through 
April which were better than any in the last three months. 

With the box car situation continuing in a most acute phase and 
facing the heaviest loading requirements of the year in the next sixty 
days, it is exceedingly important that maximum car utilization prevail in 
the handling of LCL freight. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Western Virginia district, at Danville. John C. Fleming, 
Jr., dba Fleming’s. Transfer, was fined $1,500 after having 
entered a plea of guilty to an information charging him with 
operating as a motor common carrier in interstate commerce 
for compensation without a certificate having been issued to 
him by the Commission authorizing the particular operations 
described in the information, with failing to have in his files 
doctors’ certificates of physical examinations of his new drivers, 
with failing to require his drivers to keep logs, and with 
permitting and requiring his drivers to drive and operate motor 
vehicles for excessive daily hours. The fine was imposed on 
the first 15 counts of the information, and imposition of sen- 
tence on the remaining 20 counts was suspended for a pro- 
bationary period of one year. 


Georgia northern district, Atlanta division, at Atlanta. On 
September 9, in civil proceedings instituted by the Commission, 
a permanent injunction was entered by consent decree against 
Motor Convoy, Inc., of Decatur, Ga., enjoining and restraining 
it from engaging as a common or contract carrier in transport- 
ing automobiles, unless and until such time as it should hold 
authority from the Commission to engage in such operations. 
The defendant now holds authority from the Commission, both 
as a common carrier and as a contract carrier, to engage in 
certain interstate operations. In the proceedings, the Commis- 
sion alleged that the defendant had exceeded its present author- 
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ity and had transported numerous shipments of new automo- 
biles from Murfreesboro, Tenn., to points in Georgia without 
authority to serve such points. 


SENATE COMMITTEE TO INVESTIGATE I. C. C. 


Senator Reed, of Kansas, chairman of the railroad reor- 
ganization subcommittee of the Senate interstate and foreign 
commerce committee, has announced that the subcommittee 
will conduct an investigation into the administration by the 
Interstate Commerce Commission of section 77 of the bank- 
ruptcy act, the section governing railroad reorganization pro- 
ceedings, in six days of hearings scheduled to begin September 
30 (see Traffic World, Aug. 9, p. 415). 

In announcing the inquiry, Senator Reed said he acted 
on instructions from Chairman White, of the full committee. 
Other members of the subcommittee are Senators Hawkes, of 
New Jersey, and Myers, of Pennsylvania. 


Young Says His Railway Progress 
Federation Has 15,000 Members 


The Federation for Railway Progress now has 15,000 dues- 
paying members, according to its founder, Robert R. Young, 
chairman of the board of directors of the Chesapeake & Ohio 
and of the Alleghany Corporation. 

In a press conference in Washington, he said, in answer to 
a reporter’s questions, that the federation’s present member- 
ship included about 14,000 individual members and about 1,000 
“institutions,” such as equipment manufacturers and various 
types of organizations. He said no railroads other than those 
in the C. & O. system were members. The membership total 
cited, he said, did not include about 15,000 members of a labor 
cited, he said, did not include about 15,000 members of a C. & 
O. employe mutual benefit association, whose dues were com- 
puted on the basis of 2 cents a year per member. The member- 
ship fee of the C. & O., he said, was approximately $90,000 a 

ear. 
7 He expressed satisfaction with the pace of the growth of 
the federation. 

Mr. Young told the reporters that, if he obtained control 
of the New York Central, he could control the Association of 
American Railroads. Asked whether, in that event he would 
maintain both the F. R. P. and the A. A. R., he said the fed- 
eration might be merged with the A. A. R. or might be con- 
tinued as a separate organization, engaging in research—some- 
thing that, he said, the A. A. R. should be doing. ; 

He brought to the attention of the reporters an advertise- 
ment of the C. & O., scheduled to appear in various newspapers 
on September 17, bearing the heading, “Freedom is Not Free.” 
He charged that freedom of enterprise was being threatened 
by laxity of the railroads in maintaining an adequate supply of 
rolling stock and by railroad cowardice in yielding to demands 
of labor groups for featherbed working rules. He said that the 
supply of freight cars had declined from a total of 2,300,000 
twenty years ago to a present total of only 1,700,000, while the 
population of the United States had increased by 30 million, 
and that the number of Pullman cars had declined in the same 
period from a total of 9,000 to a present total of 5,000. 

He contended that the railroads, which, he said, sparked 
all industry, were entitled to more than a 2 per cent return 
when other types of industry were earning 50 per cent or more. 
He alleged that some banker-controlled railroads were not giv- 
ing active support to the railroads’ petition for a freight rate 
increase because the bankers interested in those roads did 
not want to offend the shippers with whom they did business. 


SEABOARD PASSENGER EQUIPMENT 

A new streamlined train will be added to the Seaboard 
Air Line Railroad’s Silver Fleet December 12 for operation be- 
tween New York and Florida, C. E. Bell, Seaboard passenger 
traffic manager, has announced. Conspicuous characteristics of 
the train will be wall murals painted by outstanding artists, 
tables in the dining cars which will be “vibration resistant,” 
complete air-conditioning, adjustable reclining seats in coaches, 
radio and public address systems for entertainment, well- 
appointed upholstery and asphalt tile floors, Mr. Bell said. 


ROCKETS IN SERVICE TEN YEARS 


September 19 marked the tenth anniversary of the in- 
auguration of diesel-powered Rocket service on the Rock Island 
Lines’ 8,000-mile system, and the completion of a decade of 
record passenger traffic, officials of the railroad have an- 
nounced. First of the railroad’s large fleet of stainless steel 
streamliners to be placed in service, the Peoria Rocket has car- 
ried about 2,300,000 passengers and amassed a total of 2,500,000 
miles during the ten-year period of operation, the Rock Island 
officials said. 
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President’s Commission on Air 
Policy Holds Hearings 


The “only real objectors” to the present method of extend- 
ing government aid to airlines through payments for transpor- 
tation of the mail “are air transport competitors—the rail- 
roads,” and the railroads’ present complaints “are no more 
justified now than were the same complaints made against the 
railroads by the canal and turnpike companies in the 1860’s 
and 70’s,” Vice Admiral E. S. Land, retired, now president of 
the Air Transport Association of America, told President Tru- 
man’s Air Policy Commission at hearings begun September 15 
in Washington. 

The commission announced that its hearings would con- 
tinue until all major phases of the aviation industry had been 
covered. The commission, of which Thomas K. Finletter, of 
New York, is chairman, was appointed by the President July 
18 to assist him in formulating a national policy on aviation 
(see Traffic World, Aug. 23, p. 543). 

Admiral Land’s remarks about the railroads being opposed 
to the present method of aiding the airlines came in the course 
of presentation by him of the position taken by his organiza- 
tion with respect to major phases of the air transportation 
problem. 

As to government financial support for air transport opera- 
tions, the position of the organization was stated by Admiral 
Land as follows: 


The government should support, through payments for the trans- 
portation of mail, air transport services which are required by the 
commerce of the United States, the postal service, or the national de- 
fense, to the extent that such services are conducted under honest, 
economical, and efficient management. 


Admiral Land said this was the policy now contained in 
the civil aeronautics act of 1938. The Civil Aeronautics Board 
had the responsibility under that policy of determining mail 
payments in such fashion as to assure the taxpayer of full 
value for his dollar, said he. 

“It has been urged by the competitors of air transporta- 
tion that the airlines are now sufficiently mature as to require 
no further support,” said he. “It is not necessary to oppose 
this argument at length, because a brief reference to the un- 
solved technical and economic problems of air transport reveal 
its invalidity. To name a few—the airline safety record must 
be raised to one approximating that of the railroads, means of 
achieving maximum reliability of service must be devised, ade- 
quate airports must be provided, and the cargo transport sys- 
tem must be perfected. In considering this question the evi- 
dence of financial stability provided by the war years must be 
recognized as false, and the peacetime prospects of air trans- 
port must be appraised.” . 

The association, he continued, opposed suggestions that 
“compensation for the transportation of mail” and “subsidy” 
be separated in some fashion. 


“No one has yet satisfactorily defined the term, ‘subsidy,’ 
and the proposal merely invites a series of long and expensive 
controversies as to what is subsidy and what is not, without 
any corresponding benefit to the public,” said he, contending 
that both in direct and indirect benefits to the nation in na- 
tional defense, improved postal service, and facilitation of com- 
munication, the taxpayers had received greatly exceeding the 
sums so expended. 


Surface Carrier Airline Operations 


Participation by surface transport agencies in air trans- 
portation should be restricted in the fashion now provided in 
the civil aeronautics act of 1938, and the coordination of trans- 
portation involving both surface and air transport agencies 
should be accomplished by the carriers themselves through 
voluntary agreement,” said he, adding: 


The civil aeronautics act contemplates the participation by surface 
agencies in air transportation only to the extent required to aid their 
surface facilities. A surface carrier thus cannot become an air transport 
operator as such. Its air operations must be merely auxiliary to the 
surface operations. This policy_is sound, and should be continued. 
Any other policy would lead to the gradual absorption of air transport 
operations by their larger, more mature, and financially stronger com- 
petitors. Surface and air transport operations under joint management 
create a conflict of interest which will result in the subordination of 
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air transport to the interests of the surface facilities. From the stand- 
point of the traveling and shipping public, nothing is gained by per- 
mitting surface carriers to participate in air transportation. Surface 
and air transport facilities can be, and are being, coordinated for the 


benefit of shippers and travelers by voluntary agreement between inde- 
pendent carriers. 


Other declarations of the association follow: 


Development of the air transport route pattern: (a)* The air trans- 
port route pattern, including routes to be operated by contract as well 
as common carriers, should be developed under the supervision of the 
Civil Aeronautics Board and in accordance with the standards pre- 
scribed in section 2 of the civil aeronautics act of 1938, as amended. 
(b) The Civil Aeronautics Board’s objective should be the creation of 
an economically sound air transport system, properly adapted to the 
present and future needs of the commerce of the United States, the 
postal service, and the national defense. (c) Competition between car- 
riers for traffic should be permitted only to the extent necessary to 
accomplish the objective set forth in the preceding paragraph. 

Transport aircraft: The government, the aircraft manufacturing 
industry, and the air transport industry should share responsibility for 
developing air transport equipment which will keep the United States 
in the forefront of the world’s transport aircraft builders and operators. 

Transportation of mail by air: As soon as practicable all mail which 
can be expedited thereby should be moved by air, and an air parcel 
post system at reasonable rates should be made available to the public 
immediately. ; 

Economic regulation: Carriers should be permitted to exercise 
broad discretion in developing and handling traffic over their authorized 
routes limited only by such economic regulation as is necessary to 
check unfair competitive practices or to protect the public from real 
harm. 

Safety regulation: The provisions of the civil aeronautics act of 
1938 prescribing the framework for safety regulation of air transport 
are sound. In the administration of that act, broad discretion should 
be given reliable airline management, and efforts to regulate each oper- 
ational detail should be abandoned. 

Administrative organization: (a) Federal promotion and regulation 
of air transportation should be carried out by an administrative agency 
separate from those having responsibility for surface transportation. 
(b) The present organization for air transport accident investigation 
is satisfactory, and should be continued. (c) The division of respon- 
sibility now existing between the Civil Aeronautics Board and the 
Administrator of Civil Aeronautics with respect to matters affecting 
aviation safety should be eliminated. 

Relationship of air transportation to state governments: State gov- 
ernments should not impose either safety or economic regulation upon 
air transportation, but should participate, in cooperation with the 
federal government, in developing measures to promote and develop 
the industry. 

Publicly owned ground facilities: (a) Airports—The federal govern- 
ment should aid in the construction of airports by local government 
agencies in accordance with the terms of the federal airport act, with 
the objective of providing an airport system in this. country adequate 
to the needs of all aviation users. Air carriers should reimburse airport 
owners through negotiated landing fees and rentals. (b) Airways—The 
federal government should continue te exercise the responsibility for 
building, operating, and maintaining the airways system of the United 
States, which should include the most modern facilities for the naviga- 
tion of aircraft from point to point, for the collection and dissemination 
of weather information, the efficient and safe control of air traffic, and 
the efficient and safe take-off and landing at airports. No charge should 
be imposed for the use of such airways at the present time. (c) Air 
traffic control—Efforts to modernize our air traffic control system now 
being made by the government, the airlines, and other aircraft opera- 
tors should tbe continued and accelerated. 

Taxation of air transport: The air transport industry should pay 
taxes imposed upon business corporations generally except to the extent 
that these taxes are unduly burdensome by reason of the unique char- 
acteristics of the industry. The following measures are necessary to 
eliminate discriminatory and unduly burdensome taxation: (a) Repeal 
of the federal transportation tax; (b) Exemption from excise taxes 
on radio equipment, tires, tubes, etc., from which the airlines’ foreign 
competitors are exempt; (c) Withdrawal of the federal government 
from the field of motor fuel taxation except with respect to aviation 
gasoline, and prohibition by federal statute of the imposition of taxes 
upon aviation fuel by the state government; (d) Enactment of a federal 
statute having as its purpose the elimination and prevention of multiple 
state taxes on airline property and income. 

Encouragement of international trade and travel: The United States 
should take all practicable measures to encourage international trade 
and travel. Specifically, the United States should cooperate fully with 
other nations in the elimination, to the greatest practicable extent, of 
present impediments to international trade and travel, including cus- 
toms, public health, immigration, and passport and visa limitations, 
and should take the lead in eliminating such impediments for which 
it is responsible. 

Relationship of civil air transport to national security: The military 
services should rely upon the civilian air transport system to provide 
the military air transport service necessary in time of national emer- 
gency but should maintain during time of peace a nuclear military 
transport service having as its purpose the servicing of bases not served 
by civilian air transport, the design and development of new transport 
equipment, and experimentation with new operating techniques. 


Large Reserve Fleet Urged 


Admiral Land said there should be created a peacetime 
fleet of 5,000 transport planes. He said the major portion of 
such fleet should be kept in reserve by the government for 
possible wartime use and that the airlines should use as many 
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of the airplanes for peacetime passenger and freight transport 


. as could be supported commercially. 


Milton W. Arnold, vice president in charge of operations 
and engineering, and Robert Ramspeck, executive vice president, 
also appeared for the Air Transport Association. 

Others testifying at the hearings were C. R. Smith, chair- 
man of the board, American Airlines, Inc.; John E. Slater, 
chairman of the board, American Overseas Airlines; Carleton 
Putnam, president of Chicago & Southern Air Lines, Inc.; 
John Alison, Assistant Secretary of Commerce for Air; Gerald 
Brophy, aviation attorney, formerly U. S. representative in 
Montreal for the Provisional International Civil Aviation Or- 
ganization; E. V. Rickenbacker, president of Eastern Air 
Lines; LaMotte T. Cohu, president of Trans-World Airlines;. 
and Thomas E. Braniff, president of Braniff Airways. 

Assailing wasteful competition as a major cause of cur- 
rent aviation ills, both Mr. Smith and Mr. Slater proposed 
that the President’s commission advocate a period of moratorium 
on the granting of additional air routes. 

“It must be evident that there is now sufficient air service 
available in the national pattern to generally satisfy immediate 
requirements, and that the present route pattern is adequate 
to provide for the reasonable immediate requirements of public 
convenience and necessity,’’ said Mr. Smith. ‘We need time to 
digest the many recent additions to the air map. The industry 
needs, presently, more attention to route operation and less 
attention to route expansion. The Civil Aeronautics Board 
requires time in which to clear its present crowded docket and 
to attend to matters of great economic consequence. Call a 
halt to the route extensions for a reasonable time, including 
in the moratorium all cases upon which no decisions have as 
yet been rendered.” 

Mr. Smith said that interchange of equipment could solve 
many of the air service problems and more sensibly than a 
continuation of paralleling route extensions. He suggested 
that there should be one centralized agency for the adminis- 
tration of federal regulation of the domestic airlines, both eco- 
nomic and operational, instead of by the present two agencies— 
the independent Civil Aeronautics Board, and the Civil Aero- 
nautics Administration, a part of the Department of Com- 
merce. A centralized form of organization, said he, would 
fix responsibility, eliminate duplication and confusion, reduce 
the overall burden of detailed regulation, decrease the cost of 
federal regulation and contribute to higher standards of air 
line operations. Among other suggestions, Mr. Smith said 
the Air Forces should take basic responsibility for development 
of transport aircraft and their budget should include funds 
for that purpose. 

Mr. Slater, in a discussion of problems involving American 
air carriers, suggested that regulated competition continue as 
a basic principle in United States international air transport 


policy. On this subject, he offered the following other sugges- 
tions: 


That to the maximum extent practicable the route pattern for 
American flag carriers be maintained on a zonal basis, minimizing as 
far as possible duplicate organizations and equipment at individual 
foreign points and that the number of American carriers now in the 
international field should be considered the maximum, at least until 
experience has demonstrated that those United States air lines have 
attained sound financial and operating status. 

That where there is sufficient traffic to justify a commercial service, 
all traffic by air be transported by a certificated carrier, including the 
movement of personnel, materiel, and mail required by the military 
in the areas involved. That routes unimportant commercially—but 
important strategically and experimentally to the military be served 
by the military air transport services. 

That the government through its properly constituted authorities 
eliminate the present unwarranted delay in the fixing of rates and 
proceed promptly to establish such rates for the carriage of mail as 
will assure a sound financial condition for those companies under 
efficient and economical management. 


Supports Conference Method 


As to problems involving the foreign flag carriers, Mr. 
Slater said the U. S. government should accept as part of 
the pattern of international air transport regulation the con- 
ference method of rate making, understanding that all con- 
ference agreements were subject to approval by the C. A. B. 
He suggested that such federal regulation be enacted as was 
necessary to give the C. A. B. jurisdiction and authority to 
prevent rate wars and discriminatory practices by U. S. and 
foreign air carriers serving points within the U. S. He also 
advocated that the U. S. join in a multilateral agreement with 
other nations providing for exchange of air rights, rather than 
by bilateral treaties. But if it were necessary to accomplish 
this agreement by compromise of basic principles, he urged 
that the U. S. refrain from signing and rely on the bilateral 
air transport agreements. 

Mr. Putnam proposed that the President’s Commission en- 
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dorse provisions of the civil aeronautics act for government 
aid to the airlines, and that it encourage the “formulation on 
the highest government levels of a progressive over-all policy 
of development for the industry so that the Civil Aeronautics 
Board may have it as a needed guide and fortification.” 

Mr. Brophy said, in discussing the existing and prospective 
need for governmental financial assistance to the airlines, and 
justification therefor, there was, of course, no question that 
the government should pay a fair rate for the transportation 
of the mail and that he did not include that in the term finan- 
cial assistance to the airlines. However, he said the method 
by which governmental financial assistance might be rendered 
for the immediate relief of the airlines requiring it, was, of 
course, “the immediate increase in mail rates.” He also ad- 
vocated retroactive increases in mail rates to cover periods 
in which the present rates had proved to be hopelessly inade- 
quate. He also discussed the government assisting the air- 
lines from a financial point of view by bearing costs involved 
in development of aviation. 


Cohu, Monro, on Mail Pay 


Mr. Cohu said that part of the plight of the airlines could 
be attributed to inadequate mail compensation in the past 
and at present. He said the rate had been proved to be too 
low when it was set in 1945, but in addition the rising cost 
—— business had made the rate even more unrealistic 
today. 


C. Bedell Monro, president of Capital Airlines, who also 
testified before the President’s Commission, said that, in the 
absence of extensions of routes and removal of restrictions on 
existing routes which, in his opinion, would make the airline 
self-sustaining, the only action “which will put Capital Airlines 
in a position to meet the requirements of the act is an increase 
in mail pay, an increase sufficient to overcome past deficits and 
to enable it to operate in the future at a reasonable profit.” 


Air Service Applications 


The following new applications or petitions relating to air 


Leiner and services have been filed with the Civil Aeronautics 
oard: 


No, 3120, American Air Export and Import Co., Inc., Miami Springs, 
Fla., for suspension or review by the board of tariffs filed by Edward 
Ware Tabor, dba Trans-Atlantic Airlines, and Trans-Caribbean Air 
Cargo Lines, Inc. Asks board to undertake to fix the minimum rates 
and fares of irregular air carriers for air transportation between New 
York and Puerto Rico, and also the commissions payable by such air 
carriers on this particular route. 

No. 3121, American Air Export and Import Co., Inc., Miami Springs, 
Fla., for suspension or revocation of letters of registration and operat- 
ing certificates of Riddle Aviation Co., U. S. Airlines, Inc., Argonaut 
Airways, Inc., Coastal Airlines, Winged Cargo Co., Winged America, 
and Caribbean-American Airlines, Inc., and Trans-Atlantic Airways. 

No. 3122, Challenger Airlines Co., Salt Lake City, Utah, for amend- 
ment to its certificate for route 74 so as to modify conditions and terms 
of said certificate so as to permit specified non-stop operations. 

No. 3128, Los Angeles Airways, Inc., Los Angeles, Calif., for an 
order fixing fair and reasonable rate of compensation for transportation 
of mail over route No. 84. Requests rate of $1.15 a revenue plane mile. 

No. 3124, Northern Consolidated Airlines, Inc., Anchorage, Alaska, 
for an exemption order temporarily authorizing it to perform air 
transportation service authorized to Ray Petersen Flying Service, 
Northern Airways, Walatka Air Service, and Northern Air Service un- 
der certificates or exemption orders issued by the board. 

No. 3125, Skyways International Trading & Transport Co., Inc., 
Miami, Fla., for an exemption order from provisions of economic regu- 
lation 292.1, requiring cessation of passenger carrying by irregular 
carriers on September 10, so as to bring passengers from South Amer- 
ica arriving in Miami, Fla., on September 14. 

No. 3126, Wheeling Transportation, Inc., Port Newark, N. J., for 
authority to engage in non-scheduled air transportation of property, 
freight or general commodities and/or passengers, by helicopter, be- 
tween points and places in New York, New Jersey, Pennsylvania, West 
Virginia, and Ohio. 

No. 3127, W. G. Routh, dba Air Freight Terminals Co., Seattle, 
Wash., for a certificate authorizing operation as a freight forwarder 
over non-scheduled air carriers between U. S. and Alaska, and between 
points within U. S. and Alaska. 

No, 3128, West Coast Airlines, Inc., Seattle, Wash., for amendment 
of route 77 so as to authorize service over additional segments from 
(1) Seattle, Wash., to Spokane, Wash., via specified points, and (2) 
from Portland, Ore., to Walla Walla, Wash., via specified points. 


HELICOPTER AIR MAIL SERVICE 


Postmaster General Hannegan has announced that the 
first regularly scheduled helicopter air mail service will be 
inaugurated by the Post Office Department in the Los Angeles 
area on October 1, with Los Angeles Airways, Inc., as the 
carrier. 

“The first helicopter route will give direct air mail serv- 
ice between the Los Angeles airport and nine outlying com- 
munities to the north,” said he. “Many other towns will be 
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served indirectly through these offices. On the same day, a 
shuttle service will begin operation between the airport and 
the Terminal Annex post office in downtown Los Angeles. A 
second helicopter route serving cities to the east of Los Angeles 
will begin service on October 16. 

“The real objectives in adding the helicopter to the postal 
transportation scheme are to give trunk line air mail service 
to those cities and towns which surround a metropolis and 
secondly, make it possible to have 12-hour air mail between 
any two metropolitan areas.” 


SCANDINAVIAN AIRLINES PERMIT 


In an advisory report in No. 2560, Det Danske Luftfartsel- 
skab, A/B et al., application for foreign air carrier permit, 
Examiner Herbert K. Bryan has recommended that the Civil 
Aeronautics Board issue a foreign carrier permit to Scandi- 
navian Airlines System authorizing it to engage in foreign air 
transportation of persons, property and mail between the co- 
terminal points of Stockholm, Sweden; Oslo and Stavanger, 
Norway; and Copenhagen, Denmark; intermediate points in the 
United Kingdom, Eire, Iceland, Greenland, The Azores, Lab- 
rador, Newfoundland, and Quebec, Canada, and the alternate 
terminal points New York, N. Y., and Chicago, Ill. 


UNITED AIR ACCIDENT REPORT 


The Civil Aeronautics Board has issued its report on the 
accident in which a United Air Line passenger plane crashed 
while attempting a take-off from LaGuardia Field, N. Y., May 
29, 1947. In this accident, of the 48 occupants of the plane, 43 
were killed, four sustained serious injuries, and one, the pilot, 
received only minor injuries, said the board. The board said 
it determined that the probable cause of this accident was the 
inability of the pilot to “actuate the controls due to the gust 
lock being on, resulting in the pilot’s decision to discontinue the 
take-off at a point too far down the runway to permit stopping 
within the airport boundaries.” The board outlined “corrective 
action” it had taken as the result of this accident. 


WESTERN STREAMLINES TRAFFIC DIVISION 


Western Air Lines has completed reorganization and stream- 
lining of its traffic and advertising department to provide for a 
straightline administrative setup and at the same time delegate 
more authority to field personnel, Richard A. Dick, vice- presi- 
dent—traffic and advertising, has announced. ; 

Mr. Dick said duties of the general sales manager have 
been consolidated with those of the general traffic manager, 
with Roy Backman having been promoted to handle this assign- 
ment. Mr. Backman succeeds Arthur F. Kelly who has been 
promoted to assistant to the president. 

Kenneth E. Allen has been named director of publicity and 
advertising. He will be assisted by Marvin E. Spicer, who will 
manage Western’s news bureau, and Jack Vermillion, advertis- 
ing production assistant. 

Other appointments include: Arthur C. Smith to cargo 
traffic manager; Arthur L. Hewitt to interline and agency man- 
ager; M. E. Sullivan to manager, tariffs and customs; James 
Mitchell to sales and research manager; E. Donald Schuver to 
traffic control manager; and Robert K. Vernon to traffic pro- 
cedure manager. 


UNITED SLASHES AIR FREIGHT RATES 


A reduction of 33% per cent in air freight rates between 
74 cities on United Air Lines’ coast-to-coast system, providing 
the lowest air freight tariff in history on a nationwide basis, 
has been announced by Harold Crary, United’s vice-president— 
traffic and sales. 

United’s new proposed rates will reduce present tariffs from 
approximately 21 cents a ton to approximately 12 cents on 
almost all shipments, Mr. Crary said. This systemwide reduc- 
tion, effective October 25, followed an interim filing calling for 
a similar reduction on 11 commodities shipped between six 
major cargo producing centers, Mr. Crary said. 

With the latest proposed slash in its tariff, United will have 
reduced air freight charges 50 per cent within the last three 
months, Mr. Crary said. Early in August the company cut its 
tariff 25 per cent. 


SLICK—PAN AMERICAN INTERLINE AGREEMENT 


The world’s first interline operating agreement on ail 
freight between a domestic common carrier air freight line 
and an international airline, has been announced by John W. G. 
Ogilvie, cargo sales manager, Pan-American World Airways, 
and W. F. Rogers, general sales manager, Slick Airways, Inc. 
The agreement provides Slick Airways with its first opportunity 
to develop air freight shipments destined to foreign points and 
provides Pan-American with an ‘air freight distribution system 
within the United States at rates only 15 to 25 per cent higher 
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than those of rail express, Mr. Ogilvie and Mr. Rogers said. 
Appointment of the firm of Moreland, Amick & Black of Los 
Angeles, Chicago and New York, as public relations counsel 
to Slick Airways, was also announced by Earl F. Slick, presi- 
dent of the airline. 


Scheduled Airlines Double Planes 
in Service in Two Years 


In the two years since VJ-Day the United States cer- 
tificated airlines operating transports in scheduled domestic and 
international service have more than doubled their fleet, says 
the Air Transport Association of America. ; 

“The number of planes in operation as of August 15 
totaled 913, a gain of 473 over the 40 aircraft registered with 
the Civil Aeronautics Administration on the same date in 
1945,” it said. “This represents an increase of 107.5 per cent 
over the combined fleet in operation at the time of Japan’s 
surrender August 14 two years ago. 

“Included in the list of new and reconverted planes placed 
in operation over the 24-month period are 354 four-engine air- 
craft, with more than twice the seating and cargo capacity 
of twin-engine models, bringing the total number of the large 
transports currently in operation to nearly 18 times that of 
the figure for August, 1945,” said the association, adding: 

In domestic operations, the post-war scheduled airline fleet has 
increased 106 per cent. Starting with 181 planes left in service January, 
1943, after more than half of the commercial fleet had been requisitioned 
for the military forces following Pearl Harbor, the number of planes 
operated over continental routes had gradually reached 358 by VJ-Day. 
Today there are 738 planes in domestic service. 

United States air carriers engaged in international scheduled oper- 
ations have bolstered their fleet by 113.41 per cent since August, 1945. 
On that date 82 planes were in service as compared with 175 two years 
later. There were only 75 planes in overseas operation in January, 
1943, after the American carriers had also contributed ships and equip- 
ment to the military forces. 

Altogether, there are at present seven single-engine, 531 twin-engine 
and 375 four-engine planes in operation. Of this total, the domestic 
scheduled airlines account for all of the single, 469 of the double and 
262 of the four-engine models. The international carriers have 62 twin- 
engine and 113 four-engine craft flying to overseas points. 

An average of approximately 20 planes have been put in operation 
monthly by the United States airlines since the Japanese laid down 
arms, Of which the domestic carriers are responsible for more than 
80 per cent. The largest overall gain shown in any single month was 
June, 1946, when 46 additional craft were put into service. 

At the rate both domestic and international certificated air car- 
riers are presently adding new transports, their combined fleet by the 
end of 1947 should stand near the 1,000 mark. Included in this figure 


will be scores of newly converted craft devoted exclusively to the ship- 
ment of cargo. 


According to the number of planes still on order by the two air 
transport systems, which totaled 527 at the latest available count in 
August, the United States airlines may have about 1,500 craft on hand 
for the operation over certificated routes by 1950. Delivery on several 
of the latest models is set for later this fall and winter. 


INTERNATIONAL AIR EXPRESS 


International air express shipments in July totaled 52,848 
as compared with 39,513 shipments in July, 1946, or an increase 
of 33.7 per cent, according to figures released by the air express 
division of Railway Express Agency. The number of outbound 
shipments maintained a ratio of better than 6 to 1 over inbound 
traffic during July, R. E. A. officials said. The International 
airport of Miami led all others during the month with a total 
of 26,737 shipments handled, they said. Following in order 
were New York City, 9,838 shipments; San Francisco, 3,574; 
Brownsville, Tex., 2,977; New Orleains, 2,227; San Antonio, 
2,197; Los Angeles, 2,079; Seattle, 1,519; and Houston, 1,388. 


UNITED AIR LINES PROPOSAL 


As a means of continuing one-carrier through service be- 
tween Minneapolis-St. Paul and Los Angeles, United Air Lines 
is willing either to purchase the Twin Cities-Denver route of 
Western Air Lines, subject to the approval of the Civil Aero- 
nautics Board, or to work out an arrangement with Mid-Con- 
tinent Airlines to fly over that company’s Twin Cities-Omaha 
route, according to W. A. Patterson, president of United. A 
question as to the continuance of such service was raised when 
United’s purchase of Western Air Line’s Denver-Los Angeles 
route was approved by the C. A. B. on August 26. Under West- 
ern’s operation, through Twin Cities-Los Angeles service has 
been provided, Mr. Patterson said. - 


AIRLINES’ PUBLIC RELATIONS COMMITTEE 
Richard Rummel, publicity manager of United. Air Lines, 
was recently elected chairman of the Air Transport Association 
Public Relations Advisory Committee, to succeed J. Raymond 
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Bell who has resigned from Capital Airlines. 

Mr. Rummel has appointed as his steering committee Wal- 
ter Henshel of Braniff Airways; Buell Patterson of American 
Airlines; Dale Armstrong of Trans-World Airline; and Stewart 
Faulkner of Continental Air Lines. John W. Thompson, vice- 
president and director of information of the A. T. A., is advisor 
to the airline public relations group. 

A meeting of the steering committee to formulate plans 
for the coming winter season regarding airline operations from 
a public relations standpoint, will be held in Chicago, Septem- 
ber 9, at the Palmer House. 


SWISSAIR BEGINS NEW YORK-GENEVA SERVICE 


Swissair Transport Co., Ltd., began its scheduled opera- 
tions between New York and Geneva, Switzerland, effective 
September 16. The company operated its inaugural flight to 
this country last May. Hans P. Nicole, manager, announced 
that K. L. M. Royal Dutch Airlines would be general agents for 
the U. S., Canada, and Mexico. Effective the first of the year, 
Swissair will fly one scheduled round trip each month. The 
frequency of the service will be increased “as traffic warrants.” 


NORTHWEST ACCOMMODATES PASSENGERS 


Northwest Airlines is carrying out a policy it has long 
studied: accommodating schedules to the convenience of all 
passengers, R. O. Bullwinkel, Northwest’s vice-president— 
traffic, has disclosed. Features of this policy include the revi- 
sion of schedules to give passengers, in so far as possible, flights 
at the time they want them; increased number of flights on days 
when there is greatest demand for air travel; flying of extra 
sections whenever there is an overflow from regular flights. 
Stressing that this policy is not geared to business appointments 
alone, Mr. Bullwinkel cited the re-scheduling of flights to and 
from Alaska so that travelers might view the scenic splendors 
of that territory by daylight. 


SLEEPER AIR SERVICE TO LONDON 


Non-stop air sleeper service over the Atlantic was inaug- 
urated on the Pan American Clipper America’s flight from La 
Guardia Field, N. Y., September 15, according to Pan American 
World Airways officials. Eight hours of sleep in double tiered 
berths were available to passengers on the 14-hour, 3,527-mile 
flight to London, Pan American officials said. A new type Con- 
stellation, the Clipper America accommodates 34 passengers, 18 
in berths and 16 in reclining chairs. Passengers are served both 
dinner and breakfast. 


‘UNITED AIR LINES SERVICE 


A two-stop California-London and a one-stop Chicago-Lon- 
don service is now effective on coordinated schedules of United 
Air Lines and Pan American Airways, Harold Crary, United’s 
vice-president—traffic and sales, has announced. This expedited 
service to Europe from Los Angeles, San Francisco and Chicago 
has been made possible by coordination of United’s one-stop 
service between California and New York and non-stop Chicago- 
New York with Pan-American’s New 14-hour non-stop flight 
from New York to London, Mr. Crary said. United also an- 
nounced the twenty-first birthday of its Pacific Coast airwary. 
The route, inaugurated in 1926 by Pacific Air Transport, first 
linked Seattle, Medford, San Francisco, Fresno, Bakersfield and 
Los Angeles. Today it extends 1,958 miles to 32 cities from Van- 
couver to San Diego, United officials said. 


HANDLING FRUITS AND VEGETABLES 


Improved methods of refrigerating fruits and vegetables 
from field to consumer will be sought in a project set up by 
the U. S. Department of Agriculture under the research and 
marketing act of 1946, E. A. Meyer, administrator, has an- 
nounced, adding: 


One phase of the study will deal with pre-cooling produce which is 
to be shipped in fresh form before it is shipped to determine possible 
benefits and to demonstrate how pre-cooling can be done advantageously. 
Another important phase will be to determine the advantages of prompt 
and continuous cooling of produce from the time it is harvested until 
canned or frozen. 

Most of the investigations will be conducted at the market end, 
however. The research will include information on losses in market- 
ability due to wilting and shrinkage and a study of the advantages of 
refrigeration in preserving freshness and food value and in reducing 
spoilage. A comparison of different methods of refrigeration under 
varying conditions will also be made. 

Kansas City, Mo., probably will be the principal market center 
for the study. Investigations will also be carried on in New York, 
Chicago, Baltimore and Washington, D. C., and in shipping districts 
as necessary. 

Fruit and vegetable shippers, receivers and dealers, trade organiza- 
tions both wholesale and retail, and transportation agencies will be 


» asked to cooperate in the research program. 


The Bureau of Plant Industry, Soils, and Agricultural Engineering 
will direct the project. 
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M. C. BILL OF LADING HEARINGS 


The Maritime Commission has announced that adjourned 
hearings in No. 658, Bills of Lading-Incorporation of Freight 
Charges, will be held before Examiner C. W. Robinson in Chi- 
cago, Ill., October 15, and in Los Angeles, Calif., October 21. 
Hearings would be announced later, it said. The Chicago hear- 
ing will be in the Tax Court of the United States, 1212 Lake 
Shore Drive. 


M. C. NEW RULES OF PROCEDURE 


G. O. Basham, chief examiner, Office of Trial Examiners, 
Maritime Commission, has issued the following statement with 
respect to new rules of procedure of the commission: 


The new Rules of Procedure of the United States Maritime Com- 
mission have been published in the Federal Register of September 12, 
1947, effective as of that date, superseding the rules which were adopted 
August 1, 1941. The rules have been completely revised to conform 
with the administrative procedure act (60 Stat, 237, 5 U. S. C., Sup. 
1001.) 

The new rules are designed primarily to cover all proceedings before 
the commission in which a hearing is required by statute. The more 
important changes found in the new rules are as follows: (1) attorneys 
in good standing no longer need apply for permission to practice before 
the commission; (2) subpoenas and subpoenas duces tecum can be issued 
by the presiding officer; and (3) proposed. reports are abolished and 
the presiding of other qualified officer may serve an initial or recom- 
mended decision; the initial decision automatically becomes the de- 
cision of the ¢ommission in the absence of the filing of exceptions 
thereto or the commission’s notification to the parties that it will review 
the decision on its own initiative. 

It is suggested that interested persons make arrangements with the 
Federal Register to secure a copy of the issue of the Register contain- 
ing the revised rules, inasmuch as the commission at this time has no 
extra copies for distribution. 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced approval of the 
following agreements of steamship lines filed with it pursuant 
to section 15 of the shipping act, 1916: 


No. 7618, establishing a joint cargo and passenger and mail service 
under the trade name ‘‘Staubo Line’’ in trades between north Atlantic 
ports of the U. S. and Canada and ports in the Mediterranean. 

No. 7624, between Atlantic Ocean Transport Corporation, Marian 
Navigation Co., S. A., Caribbean Shipping Lines, S. A., and Alexandria 
Navigation Co., S. A. E., establishing a joint cargo service, with limited 
passenger accommodations, under the trade name ‘‘Levant Line,’’ in 
the trade between U. S. Atlantic and Canadian ports (but not including 
transportation within the purview of the coastwise laws of the U. S.) 
and the ports of Portugal, Spain, France, Italy, Yugoslavia, Albania, 
Greece, Bulgaria, Rumania, Union of Soviet Socialist Republics, Turkey, 
Cyprus, Lebanon, Syria, Palestine, Suez, Egypt, Libya, Tunisia, Algeria, 
Morocco and the various islands in the Mediterranean. 

No. 7599, between Skipsaktieselskapet Nordheim, Skipsaktieselska- 
pet Vito, Skipsaktieselskapet Kirkoy and Skipsaktieselskapet Skagerak, 
of Oslo, Norway, and TransAtlantic Steamship Co., Ltd., of Gothenburg, 
Sweden, establishng a joint cargo service, with limited passenger ac- 
commodations, under the trade name ‘Pacific Orient Express Line,’’ 
in the trade between U. S. Pacific coast ports and ports of Japan, 
China and the Philippine Islands. Cancellation of agreement No. 7586, 
between Ditlev-Simonsen Lines, of Oslo, and TransAtlantic Steam- 
ship Co., Ltd., of Gothenburg, in the same trade covered by No. 7599. 


AMERICAN BARGE LINE EMBARGO 


The American Barge Line Co., Pittsburgh, Pa., has issued 
its.-embargo notice No. 2, as follows: 


Owing to temporary terminal disability at Glassport, Pa., effective 
at once Embargo No. 2 is laid by the American Barge Line Company 
on all carload and less carload freight consigned to or moved to 
American Barge Line Company and/or Glassport Terminal and Ware- 


house Company, Glassport, Pa., originating beyond Glassport and to 
move thereto by rail. 


U. S. TRAMP STEAMER PICTURE “GOOD” 


Returning from Europe last week, Captain Granville Con- 
way, president of the Cosmopolitan Shipping Co., and President 
Truman’s coordinator of emergency export programs, stated 
that American tramp steamer operations “should be good for 
another year.” When foreign shipping competition increases and 
when our rehabilitation cargoes fall off, he added, “American 
—s with their high operating costs, will be unable to com- 
pe e.” 

Mr. Conway had surveyed the effect of American rehabilita- 
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tion efforts ni Europe and noted that they were “bearing fruit” 
and that there has been tremendous improvement since Janu. 
ary, 1945. He said that if European nations get the money to 
pay for them, coal shipments from the United States in 1948 
should be greater than during 1947, and grain exports may con. 
tinue at or near their present level. 


FLORIDA-CUBA CAR FERRY SERVICE 


The West India Fruit & Steamship Co., which commenced 
operation of its first railroad car ferry, the Grand Haven, be. 
tween Palm Beach and Havana, in August of 1946, is now 
operating a daily service to the Cuban port, according to offi. 
cials of the ferry company. The daily service was made pos. 
sible by the addition of the Joseph R. Parrott and the Henry 
M. Flagler to its ferry fleet. The ferries deliver 24 to 2% 
loaded cars to Havana within 20 hours from time of departure 
from the Port of Palm Beach, the company officials said. 


MERCHANT MARINE MEETINGS SCHEDULED 


Two important fall gatherings relating to the Merchant 
Marine have been announced. They are the American Merchant 
Marine Conference, held in conjunction with the annual conven. 
tion of the Propeller Club; and the annual meeting of the So- 
ciety of Naval Architects and Marine Engineers. Both will be 
held in New York City at the Waldorf-Astoria Hotel, the Mer. 
chant Marine Conference being scheduled for October 15-17 and 
the Naval Architects meeting for November 12-15. 


CANAL ASSOCIATION CONVENTION 


The annual convention of the Intracoastal Canal Associa- 
tion of Louisiana and Texas will be held in New Orleans No- 
vember 23-24, according to an announcement by J. W. Ful- 
bright, president of the association. Convention headquarters 
will be at the Roosevelt Hotel. Details of the program will 
be announced later, said Mr. Fulbright. 


PORTS OF LOS ANGELES AND LONG BEACH 


The Board of Engineers for Rivers and Harbors, War De. 
partment, and the Maritime Commission announce the publica- 
tion of a revised report on the ports of Los Angeles and Long 
Beach, California, which is issued as No. 28 of the port series. 
The reports in this series are prepared and published jointly 
by the two government offices under authority of law to meet 
the needs of the federal, state, municipal, and port agencies and 
others interested in the development of harbors and the estab- 
lishment of port and terminal facilities, says the board, adding: 


The publication treats of the technical phases of port operation 
and administration, port facilities and services, nature and extent of 
hinterland, volume and flow of commerce, operating and transportation 
costs, and of the communication facilities, such as steamship lines, 
railroads, and air lines, as well as several other subjects of interest 
to transportation and maritime endeavor. 


National Foreign Trade Council 
Announces Convention Program 


The national foreign trade convention for the first time 
since 1915 will be held in the heart of the great Mississippi 
Valley, St. Louis, announced the National Foreign Trade Cour- 
cil, New York City, in making public the preliminary program 
of sessions and speakers. The convention, to be held October 
20-22 at the Jefferson Hotel, will consist of four general ses- 
sions, three luncheon sessions, five individual subject sessions, 
forum discussions on finance and trade, and the annual world 
trade dinner. Business and government leaders will focus at: 
tention on opportunities and problems in American international 
trade and finance. 

Following is the tentative convention program, as set forth 
by (W. L. Hemingway, chairman of the St. Louis convention 
committee: 

Opening Session 


October 20: Speakers will be Mr. Hemingway; Governor 
Phil Donnelly, of Missouri; Gustav Metzman, president, NeW 
York Central System, New York; and David K. E. Bruce, As 
sistant Secretary of Commerce. Speaker at the luncheon ses 
sion will be Lord Inverchapel, British ambassador to the Unitedjl 
States. At the international finance session in the afternool, 
speakers will be Robert L. Garner, vice-president, International 
Bank for Reconstruction and Development, Washington, and 4 
second to be announced. An open forum discussion of intel- 
national banking and financial operations will be led by Clat 
ence E. Hunter, vice-president, New York Trust Co., NeW 
York. Another session that afternoon will be the advertising 
and merchandising session, with the following speakers: G. Al- 
len Reeder, advertising manager, Carstairs Distilling Corpora 
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g fruit’ | tion, New York; Fitzhugh Grainger, manager, merchandising 
e Janu-§ services-foreign operations, International Harvester Co., Chi- 
oney tof caso; and Ray Simmons, vice-president, Meldrum and Few- 
in 1948 smith, Cleveland. Representatives of foreign trade clubs and 
lay CON-§ organizations will meet the evening of October 20, under the 
chairmanship of V. D. Seaman, executive secretary, Export 
Managers’ Club of Chicago. 
amenced Session of October 21 
ven, be- October 21: The general session October 21 will deal with 
1S now] the stake of industry, agriculture and labor in foreign trade. 
; to offi: ] The speakers will include Edward A. O’Neal, president, Amer- 
ade pos- | ican Farm Bureau Federation, Chicago; George W. Wolf, pres- 
e Henry] ident, U. S. Steel Export Co., New York; and George M. 
4 to 26] Harrison, vice-president, American Federation of Labor, Cin- 
eparture § cinnati. The speaker for the Americas luncheon has yet to be 
aid. announced. The afternoon general session, devoted to U. S. 
4 imports, will hear the following: G. C. Hoyt, executive vice- 
=D president, International Harvester Co., Chicago; E. A. Emerson, 
Vierchant § president, Armco International Corporation, Middletown; and 
Vierchant J Morris S. Rosenthal, executive vice-president, Stein, Hall & 
| conven- f Co., New York. Speakers at an education session that evening 
f the So-§ will include Herbert S. Houston, New York; H. Lyman Smith, 
1 will be § export manager, Carter Carburetor Co., St. Louis; Rev. Bernard 
the Mer-§| W. Dempsey, regent, school of commerce and finance, St. Louis 
[5-17 and University; and Gene Sitterley, publisher, World’s Business. 
Session of October 22 
October 22: The forum on current trade problems will be 
Associa- § led by William S. Swingle, executive vice-president, National 
eans No-§ Foreign Trade Council. Speakers at the session on international 
W. Ful-§ taxation will include Felix Dayton, comptroller, International 
quarters General Electric Co., New York; Mitchell B. Carroll, special 
ram wil|§ counsel, tax committee, N. F. T. C.; and 'W. J. L. Patton, as- 
sistant comptroller, National City Bank of New York. Paul V. 
McNutt, former American ambassador to the Philippines, will 
speak at the Far East luncheon session. At the closing general 
\CH session in the afternoon, Willard L. Thorp, Assistant Secretary 
War De-§ of State for Foreign Affairs, will speak. Resolutions will be 
e publica-§ submitted to the delegates by Edgar W. Smith, vice-president, 
and Long General Motors Overseas Corporation, New York, and chair- 
ort series man of the final declaration committee. 
ed jointly At the world trade dinner the evening of October 22, 
v to meet presentation of the 1947 Captain Robert Dollar Memorial Award 
encies and§ will be made to John Abbink, past chairman, N. F. T. C., by 
the estab James A. Farrell, Jr., chairman of the award selection commit- 
d, adding:§ tee, and president, American South African Line, Inc., New 
t operating, York. The award is given annually for distinguished contribu- 
i extent off tion to the advancement of American foreign trade. 
unsportation —_—_—_—_—_— 
8 lines, DEEPWATER COAL DOCK IN N. Y. HARBOR 
of interest 









The first deepwater coal dock in New York Harbor 
equipped to dump carloads of coal directly into ocean freighters 
has been put into service by The Pittston Co. at Edgewater, 
N. J., officials of The Pittston Co., a subsidiary of the Alleghany 
Corporation, have announced. This coal dumper, having a ca- 
pacity to load a 10,000 ton steamer in about 12 hours, provides 
New York Harbor with high capacity loading facilities com- 









first time Parable to those at Norfolk, Baltimore and Philadelphia, the 
Mississippig O™Pany officials said. ‘ 
rade Coun- 


“PRESIDENT” SHIPS HAVE RADAR 


'y program 
ld October All “President” ships in the permanent fleet of American 
eneral ses}President Lines now are equipped with Raytheon radar, the 
ct sessions, 


war-developed invention which assists navigators in finding 
their way safely during the worst kinds of weather, T. J. 
Cokely, the company’s operating manager, has announced. 
Recent installation of radar equipment aboard the SS President 
Polk, now in San Francisco and soon to sail on a regular round- 
the-world voyage, has completed the job which began several 
months ago, Mr. Cokely said. 


nual world 
1 focus at- 
‘ternational 










as set forth 
conventio 


PENNSYLVANIA’S “LOCOMOTIVE LAUNDRY” 
‘> Governd The world’s first semi-automatic washing machine designed 
sident, NeWfto clean giant electric locomotives is now in use at the Sunny- 
Bruce, As‘fside Yard, Long Island City, N. Y., according to Pennsylvania 
ncheon sefRailroad officials. The “locomotive laundry” is 300 feet in 
» the Uniteiflength, with brushes and sprayers towering 15 feet above track 
> afternoolevel, the Pennsy official said. 
nternation I Sah ENR Es, 
gton, and 4 KIMSUL INSULATION IMPROVEMENT 
on of intel The Kimberly-Clark Corporation has announced a new 
ed by ClalPyrogard fire-resistant cover for Kimsul insulation. This new 
t Co., NeWimprovement in the Kimsul product is being stressed in a new 
advertisIMrorrugated carton mailing kit which holds three smartly pack- 
kers: G. Altaged product samples and serves also as a point-of-display kit, 
ng Corporarompany officials said. 








HIGHWAY TRANSPORTATION 








Advanced Traffic Alumni Hear 
Scherer on Trucking Industry 


Neither rail management nor truck operators have been 
sufficiently impressed with the basic interdependence of Amer- /#/ 
ica’s transport facilities, and this faulty impression has had a 
direct effect upon current carrier operating problems, Alex 
Scherer, president, Scherer Freight Lines, told the alumni as- 
sociation of the College of Advanced Traffic, the evening of 
September 16, in the Atlantic Hotel, Chicago. Presenting a 
historical survey of the trucking industry, Mr. Scherer said he 
couldn’t think of a more appropriate or capable group before 
which to discuss the shape of things in transportation than the 
college’s alumni association. 

Up until the First World War, the use of trucks was local- 
ized pretty much within urban areas, the speaker said. It was 
not until the transportation jam of that period that the men 
operaing America’s two or three hundred thousand trucks 
learned, by necessity, that they could go farther afield. The 
three factors that conspired to free the motor truck from its 
dependence on the home terminal and make it a reliable form 
of transportation between cities were the pneumatic tire, hard- 
surfaced highways, and vast improvements in dependability of 
the truck itself. Continuing, he haid: 


Many a truck on the highway today has passed the million-mile 
mark and 500,000 miles per truck is considered ‘‘easy.’’ In the 1920's, 
an annual mileage of 10,000 to 20,000 was something to brag about, but 
today many trucks cover 100,000 miles and more each year... . 

Development of better trucks made it possible for the truck oper- 
ator to perform a better service, and demands for this service increased. 
The number of vehicles in use climbed to 1,000,000 by 1920, went up 
to more than 2,000,000 by 1924, and was close to 3,500,000 by the end 
of the decade. The total reached 4,000,000 in 1936, and was up to 
4,876,000 in 1941, the last year of civil truck production during the war. 

Intercity ton-miles for all trucks increased from 11,422,000,000 in 
1925 to 44,227,000,000 in 1941—a four-fold increase. Not even the most 
optimistic truck operator, however, would look on the Second World 
War as a similar spur. ... But here is what happened: The total 
number of trucks in use dropped off during the war to a low of 
4,480,000 in 1943. Then, the total began to climb back up, reaching 
4,834,000 by the end of 1945. Production of trucks was stepped up con- 
siderably during 1946 and the total in service by the end of the year 
was 5,726,000. Obviously, a majority of the nation’s truck owners had 
kept their pre-war vehicles in service with improved maintenance tech- 
niques and were adding as many new trucks as the manufacturers 
could turn out, because total production during 1946 was only a little 
better than 900,000 trucks. 


6,000,000 Trucks In Service 


The total number of trucks now in service probably is con- 
siderably above the 6,000,000 mark, stated Mr. Scherer. “Bar- 
ring unforeseen stoppages in the manufacturers’ production lines 
during the latter months of this year, the output of civilian 
trucks for 1947 certainly should establish a new record, since 
770,740 new units were turned out during the first seven months 
of the year alone. This production is at an annual rate of 1,200,- 
000 vehicles, and compares with the peak of 938,263 new trucks 
in 1946. The Public Roads Administration has estimated that 
America’s truck fleet will total 6,492,000 vehicles by the end of 
1947—a total that is more than 34 per cent higher than the 
figure just two years ago. 

How far the trucking industry can go in the future de- 
pends upon the following factors, asserted the speaker: Good 
customer relations, good salesmanship and advertising, better 
terminal faciilties, better unloading facilities, the extension of 
interline traffic, and revenue based on value of the service. 


Railroad Tax Theories ‘ 


“It has taken the railroads almost 40 years to shake them- 
selves out of the fixed idea that they, and they alone, dominate 
America’s transportation,” continued Mr. Scherer. “And they 
still don’t get the picture, in my opinion. Railroads still con- 
tinue to struggle mightily to perform services which their in- 
flexible and complicated physical structure makes it difficult or 
impossible to perform with the ease and economy of their com- 
petitors. 

“Railroad management still steadfastly refuses to recognize 
its dependence upon highways and highway transport. Recently, 
in a presentation to Congress, the Association of American Rail- 
roads complained about the fact that some of the taxes which 
railroads pay for general governmental purposes are ‘even’ used 
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to build and maintain streets and highways. Notice that expres- 
sion ‘even used,’ as though there was something terrifically 
unjust in having a portion of rail taxes support highways. Let 
me ask any railroad man if he can defend the viewpoint that 
rails are. not interested in streets and highways. But before he 
answers, let me remind him that just about everything the 
railroad hauls, moves at some time along the highways either 
before the rails get it or after they have done their part of 
the transportation job. 

“How do the millions of tons of wheat, corn, oats, rye and 
other grains get from the farms to the elevators and concentra- 
tion points except over the roads? How does the brick and steel 
which left the mill and the brickyard get to the point of con- 
strupction except over the highways and streets?” 


Truckers Guilty Too 


Trucks operators are “guilty of the identical failing which 
I charge to our brothers in railroads and other trnsportation 
fields,” said Mr. Scherer. “We don’t often stop to think of our 
dependence upon the railroads as the great suppliers of the raw 
materials which make possible the finished product which to a 
large extent makes up our loads. We don’t stop to think that 
we are just a link in the transportation chain—that before a 
product became steel and steel products, it first lay in the hold 
of a ship as dull red iron ore, or in railroad gondolas as lime- 
stone and scrap iron and probably as pig iron. 

Ship lines and air lines take the same narrow views of the 
transportation picture, continued the speaker. “Continued 
economic and social progress in the United States depends 
greatly upon a national policy which permits every form of 
transportation to operate with maximum effectiveness within 
that area in which it is physically best equipped to operate,” 
he said, adding: 2 


We need a railroad plant in this country which is free from the 
constant threat of financial insolvency and government ownership. We 
need railroad management which devotes more of its energy to maxi- 
mum efficiency in that area of hauling in which the railroad is pre- 
eminent, and less of its time to attempting fruitless and costly compe- 
tition in areas in which it cannot successfully compete. We don’t need 
railroads in the trucking business or in the air freight business—we 
need railroads willing to coordinate their service with existing facilities 
in these fields. We don’t need transportation companies posing as 
multi-service organizations, but which are. actually progress-killing 
monopolies. 

We need a trucking industry which will judiciously appraise its 
own internal operations with determination to improve and perfect 
its service within the physical limitations imposed by the maximum 
carrying capacity of its vehicles. We need a greater sense of industry 
responsibility in connection with joint-line operations. 

The trucking industry must take a leadership which the rails should 
take but apparently won’t in the matter of coordinated service. We 
have made overtures for years with little result. Some acceptable form 
of joint relationship beyond master and servant and certainly beyond 
rail-operated truck lines is imperative if the shipper is to be properly 
served and if we are to avoid a transportation monopoly. 


; “All of us,” concluded Mr. Scherer, “are too completely 
immersed in our own problems to establish and promote the 
conviction that we are first of all transportation men and 
secondly railroad men or truck men. . . . The Congress now has 
before it, for action at the next sesion, this whole question 
of where our national transportation policy is taking us. You 
men who direct the nation’s carriers with respect to what they 
shall haul and where they shall haul it, should want to be very 
certain that whatever is done in Washington is truly in your 
interest, which in the final analysis is the national interest. 
What this country must have is a coordinated transportation 
system made up of independent types of transport, each operat- 
ing with maximum effectiveness in its own proper sphere.” 

Harry A. Machin, of Red Star Transit Co., was chairman 
of the committee which arranged the motor transportation 
night program of the alumni group. Officials of many truck 
lines in the Chicago area, of the Commission, and of truck and 
trailer manufacturers, were present at the meeting. 


TRUCK REGISTRATIONS IN JULY 


New truck registrations from 46 states for July totaled 
62,689 units, according to R. L. Polk & Co., automotive industry 
statisticians. They estimated that the total for the month 
would be around 68,000 units as compared with 46;978 from the 
same states for July of 1946. 


MOTOR VEHICLE REGISTRATIONS 


With traffic congestion already a major problem, the num- 
ber of motor vehicles rolling over the nation’s highways by the 
end of the year will break all previous records, according to 
figures compiled by the Public Roads Administration of the 
Federal Works Agency from reports submitted by state author- 
ities, says the P. R. A., continuing: 


The estimated total of motor vehicle registrations in 1947 will soar 
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to an all-time high of 37,164,000, surpassing 1946 registrations by more 
than 3,218,000 and exceeding registrations in 1941, the previous peak 
year, by approximately 2,690,000. This represents an increase of 9% 
per cent over 1946 registrations and 7 8/10 per cent over the 1941 total, 

The number of automobiles registered during the year is expected 
to reach a total of 30,545,000, as compared with 28,100,188 automobile 
registrations in 1946 and 29,524,101 in 1941. 

Truck registrations in 1947 will climb to an estimated 6,492,000 by 
the end of the year, an increase of 13.4 per cent over the 1946 total 
of 5,725,692 registrations, and 33.6 per cent more than the 4,859,244 
trucks registered in 1941. The percentage of increase in truck registra- 
tions is higher than that in any other class of motor vehicles. 


Tank Truck Carriers and U. S. Oil 


Acting on a request by the National Tank Truck Carriers, 
Inc., the Treasury Department’s Bureau of Federal Supply has 
discontinued use of a condition in its invitations to bid on gov- 
ernment needs for gasoline and fuel oil in lots of 150,000 gal- 
lons or Jess, under which it did not consider f.o.b. bulk plant 
quotations when bids f.o.b. destination were received. 

C. Austin Sutherland, secretary-manager of the tank truck 
organization, a conference of the American Trucking Associa- 
tions, Inc., announced the change had been made following his 
objection to the condition on the ground it restricted competi- 
tion between for-hire and private motor carriers (see Traffic 
World, Sept. 13, p. 743). 

Replying to Mr. Sutherland’s request, W. E. Gannon, pur- 
chasing agent for the Bureau of Federal Supply, did not con- 
cede that the condition in the government’s bid invitation inter- 
fered with competition between common and private carriers, 
but he said “we have no objection to discontinuing the use of 
the condition and will do so since it is objectionable to your 
organization.” 

“However,” he continued, ‘where it appears to be to the 
advantage of the government to accept a f.o.b. destination quo- 
tation against a f.o.b. bulk plant quotation award will be made 
to the bidder quoting the f.o.b. destination price. The advan- 
tages of the f.o.b. destination quotation as against the other ‘are 
obvious, unless the price differential nullifies them.” 

The bureau turned down a second request, which asked for 
separate listing in the bids of amounts to cover the cost of 
transportation. Mr. Gannon contended this could be done in a 
buyers’ market, “but that market does not exist today, nor will 
it in the near future, in the gasoline or fuel oil business.” 

Acknowledging the bureau’s action, Mr. Sutherland said it 
would permit for-hire carriers to compete more equally in the 
transportation of this traffic. He added his organization planned 
a further study covering the question of a separate listing of 
transportation costs and may make another recommendation on 
this point to the bureau in the future. 


TRUCKING INDUSTRY AND FIRE PREVENTION 


Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc., has pledged the trucking industry’s full support 
behind the fire prevention program of President Truman who 
has designated the week beginning October 5 as Fire Preven- 
tion Week. In a letter to the president of each of the 53 state 
associations affiliated with A. T. A. Mr. Rodgers announced 
that preliminary studies had been initiated at the association's 
headquarters to implement its present fire prevention activities, 
and he urged the state associations to take similar action. 
Said he: 


Never before has there been a greater need, both here at home and 
throughout the rest of the world, for the products of American farms 
and factories. It follows that there has never been a greater need for 
guarding against fire every step of the way from production to final 
use of these commodities. The importance of America’s motor carriers 
as a link in this chain cannot be overestimated because virtually every: 
thing we eat, wear or use comes to us all or part of the way by truck. 

So the owners of the nation’s motor trucks can perform an invalt- 
able service by guarding against the loss through fire of a single ounce 
of their essential cargoes. A solid foundation can be laid during the 
week of October 5 to bring the menace of fire under complete control. 
Intelligent application of sound fire prevention methods thereafter can 
keep the menace under complete control. 

Our fire prevention record today is excellent. 
superior. 


Let’s make it 


MICHIGAN TRUCKING ASSOCIATION 


Walter Bookstahler, president of the- Inter-State Motor 
Freight System, Grand Rapids, Mich., was elected president of 
the Michigan Trucking Association at the annual meeting of 
the association’s board of governors, September 11, in Traverse 
City, Mich. Other officers elected are: First vice-president, 
John Cooper, president, Holland Motor Express, Holland; sec 
ond vice-president, Emery Dykstra, general manager, Henry 
Vroom & Son, Inc., Detroit; secretary, Don Maronick, secretary- 
treasurer, Carlton Prichard, vice-president—general manager, 
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September 20, 1947 


Ambassadors 


To Rich South American 
Markets of 77,000,000 People sax rranciscO® 


LOS ANGELES 


“via Pope & Talbot Lines’”’ 
Pacific Argentine Brazil Line 


Pacific Coast Ports to East Coast of South America 


South America . . . continent of superlative needs and bountiful 


resources, offers an unlimited opportunity for American industries 


to enlarge their markets. 


The fast, modern ships of the Pacific Argentine Brazil Line sail 
direct and regularly from Pacific Coast Ports (via the Canal Zone) 
to this rich market of 77,000,000 people. PAB Line ships can be 


potent ambassadors for you in this billion dollar area. 


Ask to be placed on our mailing list for Sailing Schedules, which 


give departures and arrivals at ports of call of the four Pope & 


Talbot Lines’ routes. 


POPE s TALBOT LINES 
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=) BUENOS AIRES 





POPE & TALBOT, INC. 


EXECUTIVE OFFICES 
320 CaLiroRNIA St. * San Francisco 4 


Offices and Terminals 


SEATTLE 4 
TACOMA 
PORTLAND 9 
SAN FRANCISCO 4 
OAKLAND 7 
STOCKTON 
LOS ANGELES 15 
NEW YORK 6 
PITTSBURGH 22 
DETROIT 2 
PHILADELPHIA 6 
BALTIMORE 2 
NORFOLK 
SAN JUAN, P. R. 18 


Foreign Agency-Offices 
VANCOUVER, B. C. 
CANAL ZONE 
COLOMBIA 
TRINIDAD 
BRAZIL 
URUGUAY 
ARGENTINA 


i 





THIS TIME TRADE & TRAVEL 


with AMERICAN 


SHIPS 
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Theres one thing similar 
in all of these businesses 


Fe BD 
aS 












Aircraft parts and equipment 
must go to consignees the 
fastest way. That’s why the 
aviation industry is such a 
large user of Air Express. 
Speed pays. 


Ocean-fresh seafood, 
and choice fruits and 
vegetables are shipped 
to hotels all over the 
country by Air Ex- 
press. There’s profit in 
it. Speed pays. 


Builders and architects 
ship blueprints by Air Ex- 
press daily. This speedy 
service is ideal and low 
cost for light as well as 
heavy shipments. Speed 
pays. 


Speed pays in your business, too! 


Air Express supplies the speed of delivery that’s vital to your business. 

Air Express goes even coast-to-coast overnight. And with faster planes 

and increased schedules, Air Express serves you better than ever today. 

Rates are low for shipments of most any size and weight. For example: 

21 lbs. goes 900 miles for only $5.80. Use Air Express regularly! 

e Low rates—special pick-up and delivery in principal U.S. towns and 
cities at no extra cost. e Moves on all flights of all Scheduled Airlines. 

e Air-rail between 22,000 off-airline offices. 

e Direct air service to and from scores of foreign countries. 


GETS THERE FIRST 


Write today for Schedule of Domestic 
and International Rates. Address Air 
Express Division, Railway Express 
Agency, 230 Park Ave., New York 17. 
Or ask at any Airline or Railway Ex- 
press office. Air Express Division, Rail- 
way Express Agency, representing the 
Scheduled Airlines of the United States. 


1927— 20TH YEAR OF GETTING THERE FiRsT! —1947 
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Earl C. Smith, Inc., Port Huron. Members of the board of 
governors include: Ed S. Kramer, president, Kramer Bros, 
Freight Line, Detroit; C. J. Richards, president, United Trucking 
Service, Port Huron; C. J. Bylenga, Jr., president, Associated 
Truck Lines, Inc., Grand Rapids. 


DISPOSITION OF STATE MOTOR RECEIPTS 


The Public Roads Administration of the Federal Works 
Agency has compiled from reports of state authorities ‘“Disposi- 
tion of State Motor-Carrier Tax Receipts-1946”; “Disposition 
of State Motor-Vehicle Receipts-1946”; “Disposition of State 
Motor-Fuel Tax Receipts-1946,” and “Disposition of Receipts 
from State Imposts on Highway Users-1946.” 


State motor-carrier tax receipts available for distribution 
in 1946 amounted to $30,755,000 of which $4,596,000 went for 
expense of collecting and administering motor-carrier taxes. 
For state highway purposes $13,096,000 was distributed. The 
distribution for local roads and streets was $3,547,000 and for 
non-highway purposes, $9,516,000. 

State motor-vehicle receipts available for disposition in 
1946 were reported as $525,675,000. Expense of administration 
was $45,021,000; while distribution for state highway purposes 
was $308,735,000; for local roads and streets, $145,007,000, and 
for non-highway purposes, $26,912,000. 


State motor-fuel tax receipts available for distribution in 
1946 were reported as $1,046,374,000. Expense of administration 
and ‘collection totaled $6,541,000 and expense of inspecting 
motor fuel, licensing dealers, etc., totaled $2,348,000; distribu- 
tion for state highway purposes was $715,227,000; for local 
roads and streets, $264,108,000, and for non-highway purposes, 
$58,150,000. 

The compilation on disposition of receipts from state im- 
posts on highway users summarizes the information given in 
the other compilations from which the statistics given above 
were taken. It shows the following as to distribution: Total, 
$1,602,804,000; expense of administration, $58,506,000; state 
highway purposes, $1,037,058,000; local roads and _ streets, 
$412,662,000; and for non-highway purposes, $94,578,000. 





NEW ALGER TERMINAL IN CHICAGO 


A new Chicago terminal, to be occupied between October 
15 and November 1, 1947, has been announced by officials of the 
George F. Alger Company. The new terminal, which will be 
located at 2510 West 26 Street, Chicago, will have 32 truck 
doors and a dock space of 160 by 40 feet, compared with 7 truck 
doors provided by the present terminal with dimensions of 80 
by 80 feet, John O’Grady, Alger’s Chicago manager, pointed out. 
The new building costing about $150,000, will be modern 
throughout, providing increased facilities to handle double the 


— volume of traffic in and out of Chicago, Mr. O’Grady 
said. 


FORD TRUCK MANAGERS MEET 


District truck and fleet managers from the 33 districts of 
Ford Motor Co. were given their first view of the new 1948 line 
of Ford trucks at a week-long meeting which began in Dearborn, 
Mich., September 15. Plans for introducing the 1948 model 
Ford trucks to the public, the “Ford Trucks Last Longer” 
national advertising campaign, and the first section of the 1948 
Ford $300,000 truck sales promotion program were disclosed, 
according to Ford officials. The new extra heavy Ford Series 
F-7 and F-8 trucks were put through various maneuvers at the 
Ford engineering test track, the officials said. 





A. T. A. CONVENTION SPEAKER 


E. A. Mattison, of San Francisco, executive vice-president 
of the Bank of America, will be the principal speaker at the 
closing day’s luncheon of the annual convention of the Amer- 
ican Trucking Associations, Inc., at Los Angeles, October 26-30, 
according to an announcement made by Ray G. Atherton, gen- 
eral manager of the association. 


BEKINS HANDLES BIG REXALL TRANSFER 


Bekins Van & Storage Co. has just completed one of the 
-iggest transfer assignments in recent years, the moving of 
equipment of the Rexall Drug Co. into its new world headqual- 
ters at Los Angeles, Bevins officials have announced. Included 
in the furnishings moved from five Los Angeles buildings to 
“Rexall Square,” were 1,000 desks and 1,500 filing cabinets 
Ferguson Cambern, Bekins district traffic manager at Sal 
Francisco, worked out complete details for the storing of 50,000 
pounds of office equipment which has been manufactured 1D 
San Francisco and was stored temporarily before its transfer 
to Los Angeles by Vanliners. 


Septe 
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DUSTRY 


SHARES THE BENEFITS 
OF A BETTER HARBOR 


This advertisement is one of a series de- 
picting private industries located in the 
Port of Long Beach, California. 


WEST COAST 
PACKING 
CORPORATION 


1687 Water St. © Long Beach 


Truly having grown with our Port, the West Coast Packing Corp. was established 


in 1914, Featured products are fancy tuna, sardines, mackerel, tomato paste and 


tomato sauce. Fish from far-spread waters 
are processed in this modern plant and then 
distributed over transcontinental railroads 
and highways, or from the harbor by ship 


to other ports. 
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call Railwey A Ai RICA 


| WAYS 
P HoRl?, Fy Clippers 





Cuts marking costs 25 to 50 percent. Prevents 
waste from ink evaporation and spillage. 
Eliminates dipping into an ink pot. Makes 
stenciling easy, fast, right. All-aluminum con- 
struction with leak-proof side button. One of 
many quality D.-B. items for better shipping. 
See your telephone book under “Stencil 
Cutting Machines” or write for 
complete catalog to: Diagraph- 
Bradley, Dept. P, 3745 Forest 
Park Bivd., St. Louis 8, Mo. 
World’s oldest and largest 
stencil machine manufacturer. 
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Uniform Classification Hearings 


Editor, the Traffic World: 

Now that hearings on Uniform Classification Docket No. 1 
have progressed in a manner so to speak, even though in small, 
piecemeal parcels, it seems appropriate that everyone interested 
in transportation might take a look into the future to see where 
we are headed if and when the plan for uniform rates and 
classification is carried to completion. 

After class rates and ratings become uniform, the purpose 
and full consummation of the theory would be defeated by ex- 
ceptions to the classification but there would still be bumps and 
inequalities, so to complete this ideological program and 
achieve one hundred per cent uniformity, it would be necessary 
to either make them universal or cancel all special commodity 
rates and have all traffic move on the uniform class rates. 

Now here is what I fear would come out of this complete 
regimentation of rates: 

1. Such regimentation would undoubtedly bring about de- 
centralization of industry as far as possible with corresponding 
restriction of transportation to local distribution to such extent 
and with such resultant:loss of heavy long haul tonnage to the 
railroads that they could not continue to function except under 
government subsidization or ownership. 

2. It would remove practically all need for special traffic 
knowledge or for the traffic departments of either carriers or 
industry. This would nullify all current efforts to enhance the 
importance of traffic management as a profession, for the pro- 
fession would cease to exist and the ambition of thousands of 
the younger generation who now aspire to enter the ranks of 
this profession would be wrecked. 

3. It would render useless and needless practically all 
commerce attorneys and others who practice before the Inter- 
state Commerce Commission or the State Commissions and 
would in fact have the same effect upon all such rate regulatory 
bodies. Of course the abolition of these professions and agen- 
cies would not be important if the matters involved were pro- 
gressive, but to my way of thinking they represent retrograda- 
tion rather than progress. 

There is plenty of ground for this pessimistic foreboding, 
which is not fathered by fear of the effect upon individuals 
but is due to real concern about the future of both railroads 
and business under the regimented rates toward which we seem 
headed and we are definitely going in the direction indicated 
unless sanity is restored and rates are made that will move 
traffic and encourage business rather than by rule of thumb 
theories that may strangle it. 

Very truly yours, 
E. S. De Pass, 
Director of Traffic, 
’ Evaporated Milk Association. 
Chicago, Ill., Sept. 17, 1947. 





Courtesy Works Two Ways 


Editor the Traffic World: 

The letter of W. M. Russell in the August 9 issue of the 
Traffic World complaining of discourteous treatment in travel- 
ing by railroad prompts mine, though I believe that personal 
experiences rarely afford good grounds for broad deductions. 

My wife and I traveled some 5,000 miles on vacation this 
year, 3,500 miles by train over Southern Pacific, Great North- 
ern, Northern Pacific, and Canadian Pacific as revenue passen- 
gers. The only lapse in service occurred when one train reached 
its connecting terminal one-half hour late. Fortunately, our 
connecting train waited. No other serious delay was noted. 

Food was generally good, although somewhat more expen- 
sive on American than on Canadian lines. It was as a rule 
higher on Southern Pacific than on any other line. For instance, 
the roast beef dinner, $2.75 on Southern Pacific, was $1.75 on 
the Great Northern and the Northern Pacific with a better 
dessert choice on the latter. 

The porters and waiters we met were courteous and oblig- 
ing. I have found it a good rule to exercise the utmost courtesy 
and reasonableness in dealing with-these people, even more than 
in dealing with others. I recommend it to Mr. Russell and 
others who will find that it generally evokes courtesy and 
reasonableness. If it doesn’t work, at least you are not to blame. 

Like Mr. Russell, we were also burdened with bags. (You 
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know how suspicious a wife is of baggage cars.) Because of 
stop-overs and ferry service, our bags were handled about fif- 
teen times over station platforms. I simply called a red-cap, 
delivered them to his care and boarded the train. In due course 
he appeared, stowed the bags in my space, received a tip large 
enough to allow something over his ten-cent charge for each 
piece and we were all happy. Try this scheme some time, Mr. 
Russell. The grapevine will carry the message and you will get 
a royal welcome as soon as you appear at a station. 

There is still need for improvement and for suggestions 
regarding improvement in railroad service, but it is an error 
to limit our suggestions. Every traveler should reflect on the 
possibility that his traveling habits contribute to that need. 

. H. Morrison 

1613 Greenwood Ave., San Carlos, Calif., August 25, 1947 


Returns on Railroad Investments 
and on Government Securities 


Editor the Traffic World: 

Owing to absence abroad on official work, and the con- 
tinuing slowness of transatlantic mails, I have only recently 
had a chance of studying your June 7 issue, admirable both 
as to information and guidance, as have been all your issues 
over a long series of years, containing the letter by Professor 
Alfred A. Brown, of Amherst. 

He poses the question, somewhat startling to an economist: 
“Why should the rate of return on capital invested in rail- 
roads in 1947 be greater than the rate of return on U. S. 
government securities?” 

One had always supposed that the rate of return re- 
quired to induce the requisite flow of new capital into an 
industry was related to the comparative future prospects in 
terms of interest rates and the security of the investment. 

In the present chaotic world conditions, it is hard to con- 
ceive of anything more stable than the credit of the United 
States, as represented by its government securities, and if the 
United States railroads prospective financial position were as 
secure as that of the country as a whole, as represented by the 
government, then a three per cent return might be adequate 
for railway purposes. . 

Unfortunately, with the present competitive situation in 
the transportation industry, that cannot be established and 
hence a higher rate must be required to induce the free flow of 
capital into the railway industry. 

C. E. R. Sherrington, Secretary, 
Railway Research Service. 
Westminster, London, S. W. 1, England, July 28, 1947. 





Wanted: Faster Coal Movement 


Editor the Traffic World: 


This committee has no intention nor wish to inject our- 
selves into the ‘‘feud’’ or ‘‘duel” now going on between William 
T. Faricy and Robert R. Young, but we must protest Mr. 
Young’s public confession of discrimination against coal traffic. 


According to reports, Mr. Young, has very emphatically 
denied Mr. ‘Faricy’s claim that the C. & O. R. R. actually 
moved freight more slowly than many other railroads. Mr. 
Young said the C. & O. traffic was predominantly coal which 
naturally moved more slowly than other traffic. 


Why should coal traffic move more slowly than other 
traffic? That it often does, this committee agrees, and we are 
and have been protecting this discrimination most energetically 
and with some effect. 


Delay to coal in transit is expensive. Much coal is sold 
on a short-term payment basis today. It is unfair to the con- 
Signees when it is avoidably delayed. Coal does deteriorate. 
It freezes in cold weather and becomes contaminated in transit 
with foreign material harmful to stokers. 


_ The Chesapeake & Ohio is not the only offending railroad 
in thus discriminating against coal. We agree some improve- 
ment is noticeable. Coal is moving faster than it was, but 
it is not yet moving as fast as fuel oil. Coal transit can be 
and should be speeded up. We hope Mr. Young will realize 
this, and speed up coal transit on his railroads and urge other 
railroads to do likewise. 

Coal is becoming a revitalized active industry with great 
promise for the future. Coal transportation must keep in step, 
providing better equipment, transit and services. 


Homer W. Clark, Secretary, 


Ship Coal By Rail Committee. 
East Syracuse, N. Y., Sept. 16, 1947. 


STORAGE 


ON THE DELAWARE 


Distribution dollars count, these days, and you'll 
save plenty of them by using “‘Camden” for your 
operations in the Delaware River region. Here 
you will find the ideal combination of facilities to 
service effectively the South Jersey and Philadelphia 
metropolitan areas . . . at decidedly moderate rates. 

Large, modernly-equipped piers, with docking 
accommodations for the largest deep-water cargo 
ships. More than 1,500,000 square feet of closed 
and open storage space, with facilities particularly 
suited to packaged merchandise, lumber, and fer- 
tilizer. Well secured and guarded open storage 
space (bonded) adjacent to docks. Specialized equip- 
ment, used by well-trained workmen, assures safe, 
swift handling of all commodities. Dry-pipe sprinkler 
system; low insurance rates. 


Camden Marine Terminals have direct rail-con- 
nections with all trunk lines serving the area, and 
are centrally located for efficient truck deliveries. 
Investigate the advantages we can offer you—now. 





Operated by South Jersey Port Commission 


D. C. Nevins, General Manager 


CAMDEN - NEW JERSEY 


829 





CAMDEN MARINE TERMINALS © 











PERSONAL NEWS 








Oscar L. Grisamore has been ap- 
pointed general freight traffic manager, 
at Chicago, for the Illinois Central Rail- 
road. J. Ralph MacLeod has been named 
freight traffic manager at Memphis. John 
D. Cameron has been appointed freight 
traffic manager at St. Louis. O. C. Stein 
has been appointed freight traffic man- 
ager at New Orleans. 

* * * 

W. C. Kilgore, division freight & pas- 
senger agent, at Augusta, Ga., for the 
Central of Georgia Railway, is retiring 
after 50 years of service. H. T. Bolton 
succeeds Mr. Kilgore. L. J. Ward suc- 
ceeds Mr. Bolton as commercial agent 
at Winston-Salem, N. C. L. W. Morris 
succeeds Mr. Ward as commercial agent 
at Augusta. 

* * 

W. S. Snodell has been appointed gen- 
eral agent— passenger department, at 
Chicago, for the Nashville, Chattanooga 
& St. Louis Railway.. The position of 
northern passenger agent, formerly held 
by Mr. Snodell, has been abolished. 
D. R. Hackney has been appointed as- 
= general passenger agent at Nash- 
ville. 

» * * * 

Jess W. Cole has been appointed as- 
sistant general passenger agent, at St. 
Louis, for the Missouri-Kansas-Texas 
Railroad. Mr. Cole succeeds George 
Overberg, who has resigned to become 
chief of the rate department of the 
Southwestern Passenger Association. 
Clyde Kahlert succeeds Mr. Cole as di- 
vision passenger agent, St. Louis. R. F. 
O’Neill, Jr., has been appointed travel- 
ing passenger agent, St. Louis. Irv A. 
Brucker succeeds Mr. O’Neill as city 
passenger agent. | 

* 

H. H. Spragins has been appointed in- 
dustrial commissioner, at St. Louis, for 
the St. Louis Southwestern Railway, 
succeeding C. C. Rockenback, who has 
resigned to engage in other business. 
R. M. Nall has been appointed industrial 
agent, at St. Louis, succeeding J. C. 
Haich, who has resigned to engage in 
other business. 

* * 

D. L. Agee has been appointed solic- 
iting freight agent, at Chicago, for the 
Norfolk & Western Railway, succeeding 
C. W. Burns, promoted. 


E. E. Benton has been appointed car 
accountant, at Detroit, for the Grand 
Trunk Western Railroad. 

ok ok * 


Donald B. Malcolm has been ap- 
pointed assistant general freight & pas- 
senger agent, at Phoenix, Ariz., for the 
Atchison, Topeka & Santa Fe Railway. 


* * * 


E. A. Lindsay has been appointed traf- 
fic representative, at Cleveland, Ohio, 
for the Western Maryland Railway. 

* * ok 

Herbert T. Short, treasurer and con- 
troller of the Bekins Van & Storage Co., 
died recently at the Huntington Mem- 
orial Hospital, Pasadena, Calif. Born in 
Bristol, England, Mr. Short completed 
his formal education at Cambridge Uni- 
versity. In November, 1946, he was 
elected treasurer and controller of 


Bekins. Shortly thereafter he was ap- 
pointed to the National Commission on 
Social Security Taxes for the Control- 
lers’ Institute of America. 


A. J. Ayre has been appointed general 
sales agent, at New York City, for As- 
sociated Transport, Inc. Mr. Ayre was 
formerly general eastern agent for the 
Pittsburgh & West ,Virginia Railway. 


Harmon Lewis, president of Alcoa 
Steamship Co., Inc., for the past 20 
years, has announced his retirement 
from that position, and from other 
steamship activities of the Aluminum Co. 
of America, in order to take a leading 
role in the Warren MacArthur Corpora- 
tion, New York, manufacturer of alumi- 
num and magnesium furniture. William 
C. White, vice-president of Alcoa Steam- 
ship for the past five years, will succeed 
Mr. Lewis as president of that company 
and in the active management of other 
steamship activities of the Aluminum Co. 
of America. 

* * * 

Jack Slichter has been appointed city 
traffic manager, at Tacoma, Wash., for 
the Western Air Lines. | 


Miss Margaret Watson has been ap- 
pointed chief stewardess, at Miami, for 
the National Airlines. Miss Anna Lee 
Graham succeeds Miss Watson as divi- 
sional chief stewardess at Jacksonville. 


T. W. Putnam has been appointed su- 
pervisor of national fleet service for the 
Chevrolet Motor Division. 


Nelson J. Leonard, an army transport 
officer during World War II, has been 
placed in charge of the Elwell-Parker 
Electric Co. trucks, tractors and cranes 
account for the Colby Steel & Engineer- 
ing Co., Seattle, Wash. | 


Alpha Street, first vice-president of 
the Women’s Traffic Club of New York, 
has been appointed vice-president of the 
Norman Lumber Co. 

* a * 


Ernest A. Burslem, an examiner in 
the Commission’s Bureau of Formal 
Cases, has retired after 30 years of serv- 
ice. Mr. Burslem had been employed by 
the Baltimore & Ohio and later by the 
Southern Railway before coming to the 
Commission. 

* * 

The Central New Jersey chapter of 
Delta Nu Alpha held its first fall meet- 
ing September 10 at the Colonial House, 
Bound Brook, N. J. 


* * * 


James M. Carry, vice-president—oper- 
ating, of the Pullman Co., has resigned 
after more than 17 years of service. 
M. B. Osburn has been elected to suc- 
ceed Mr. Carry. ¢ 

pty a 

William H. Risley has been appointed 
assistant to the vice-president of traffic 
and sales, at New York City, for the 
Pan American Airways. 

a * * 

Paul P. Hastings, retired vice-presi- 
dent of the Atchison, Topeka & Santa 
Fe Railway, died ‘September 16 at his 


TRAFFIC WORLD 


home in Saratoga, Calif. Mr. Hastings 
was a member of the Traffic Club of 
Chicago. Funeral services were held 
September 18 in Los Gatos, Calif. 


George S. Amory, vice-president and 
treasurer of Seatrain Lines, Inc., New 
York City, has retired after 16 years of 
service. Mr. Amory will continue to 
serve as a director of the company. 
F. W. Weissborn has been elected treas- 
urer, and David M. Brush assistant 
treasurer. 

* * * 

J. W. Summerlin has been appointed 
general agent, at Cincinnati, for the 
Quanah, Acme & Pacific Railway. 


Roy Backman has been appointed gen- 
eral traffic & sales manager, at Los 
Angeles, for Western Air Lines. 








News of 
TRAFFIC CLUBS 








The Raritan Traffic Club, at its open- 
ing meeting of the f.1l season Septem- 
ber 9 in the Roger Smith Hotel, New 
Brunswick, N. J., elected as its new 
president Milton Stoll, of the Smith & 
Solomon Trucking Co., New Brunswick, 
N. J. Other officers elected are: Vice- 
president, Preston G. Van Fleet, Johns- 
Manville Corporation, Manville, N. J.; 
secretary, Joseph M. Hayes, Mack Man- 
ufacturing Co., New Brunswick, N. J.; 
treasurer, W. H. Greenfield, Lehigh 
Valley Railroad. Carl Moeller, director 
of field activities, at Philadelphia, for 
the material handling division of Yale 
& Towne Co., spoke on “Better Material 
Handling Methods.” 





Newly-elected officers of the Bridge- 
port Traffic Association are: President, 
Fred R. Youd, Acme Shear Co.; vice- 
president, C. Edward Zeender, New York 
Central System; secretary, Alpheus 
Winter, Manufacturers Association; 
treasurer, Herman C. Mohrwinkel, Jen- 
kins Brothers Co. The club-sponsored 
traffic classes at Soldan High School will 
begin September 30. 





The Traffic Club of St. Louis held a 
luncheon meeting September 17 in the 
Hotel Jefferson. Donald V. Fraser, pres- 
ident of the Missouri-Kansas-Texas 
Railroad, spoke on “Financially: Sound 
Railroads—The Bulwark of Free Enter- 
prise.” 





The York (Pa.) Traffic Club held a 
golf outing September 18 at the York 
Country Club, followed by a dinner 
meeting at the Yorktowne Hotel. Col. 
Leroy Greene, Pennsylvania Department 
of Public Instruction, spoke on “This Is 
Where We Came In.” 





Dr. E. E. Oberholtzer, president of 
the University of Houston, addressed 
the Traffic Club of Houston at a meet- 
ing September 2. Professor Vernon L. 
Engberg discussed the university’s trans- 
portation and traffic management course 
which opened September 16. The Sep- 
tember 16 meeting was addressed by 
W. D. Baker, district manager, Cali- 
fornia Fruit Growers Exchange. The 
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fall golf outing will be held Septem- 
ber 30 at the Golfcrest Country Club. 





The Traffic Club of Tulsa held a meet- 
ing September 16. Clarence Allen, staff 
artist for the Tulsa World & Tribune, 
spoke on “Sense and Non-Sense about 
People Who Ought to Be Intelligent.” 





The Oakland Traffic Club held a past 
presidents’ meeting September 16 in the 
Hotel Leamington. Dunlap C. Clark, 
president of the Central Bank of Oak- 
land, spoke on “Universal Military 
Training.” 





The Elmira Area Traffic Club held a 
transportation forum September 16 in 
the Langwell Hotel.’ John J. Delaney, 
traffic manager, America-LaFrance- 


Foamite Corporation, led the discussion 
of Ex Parte 166 and Docket 29770. The 
forum was followed by a dinner meeting 
sponsored jointly with the Elmira chap- 
ter of Delta Nu Alpha. Benjamin H. 
Wettlaufer, freight claim agent, Dela- 
ware, Lackawanna & Western Railroad, 
discussed freight claims. 





The Calumet Transportation Associa- 
tion will hold a dinner meeting Sep- 
tember 24 at Phil Smidt’s, Hammond, 
Ind. John W. Barriger, president of the 
Monon Railroad, will speak on “Year 
of Decision—1948.” 





The Women’s Traffic Club of Metro- 
politan St. Louis held a dinner meeting 
September 18 in the Hotel DeSoto. 
Charles Roger, president of the Mc- 








The WORLD TRADE Aaute 


Missouri Pacific Lines offers a specialized transpor- 
tation service. It has created for your convenience 
and aid a corps of highly trained experts in foreign 
trade, men who have at their finger tips all the infor- 
mation and latest data a foreign commerce shipper 
needs. They are eager to help you solve your prob- 
lems; they welcome the opportunity to serve you. 
Call on your nearest Missouri Pacific traffic office 
for complete information and assistance with your 
export and import problems. There are 89 in the 
principal cities of the United States, in Monterrey 
and Mexico City, Mexico, and Havana, Cuba. 


A. W. AYLIN 

Foreign Freight Traffic Manager 
1706 Missouri Pacific Building 
St. Lovis 3, Missouri 
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Mahon Transfer Co., East St. Louis, Ill, #-* 
spoke on his recent visit to Scotland. 
Graham Sillars and his Caledonians pro- 
vided Scottish entertainment. 





The Los Angeles Transportation Club 
held a luncheon meeting September 15 
in the Biltmore Hotel. Judge William } 
R. McKay spoke on the Constitution of | 
the United States. A golf tournament 
was held September 19 at the Southern 
California Country Club. 





The Nashville Traffic & Transporta- 
tion Club held a meeting September 17 | 
in the Noel Hotel. Thurman Sensing, | 
director of research, Southern States 
Industrial Council, Nashville, was guest 
speaker. 








The newly-organized Women’s Traffic F 

Club of Trenton, N. J., at a general or- 
ganization din- 
ner-meeting held ; 

recently in the ' 
Hotel Stacy- § 
Trent, elected 
Miss Betty 
Dickey as _its 
president. Other 
| officers elected 
| are: First vice- 
president, Mrs, 
Marie Kelly; sec- 
ond vice-presi- 
dent, Mrs. Helen} 
Moore; secre-; 
tary, Miss Lois} 
Clayton; corre-| 
sponding secre- 
tary, Mrs. Edithe 
Newall; treasurer, Mrs. Adaline Dubler.) 
Members of the board are: Miss Marie’ 
Mulligan, Miss Carol Hoover, Mrs. Lor- 
raine Whitehead and Miss Vera Saxon. 
A meeting held September 11 in the Ho- 
tel Hildebrecht was addressed by 
Charles A. Hunt, traffic manager, Tren- 
ton -Chamber of Commerce, and A. C. 
MacDonald, traffic manager, Crescent 
Insulated Wire Co. 


Betty Dickey 








The Sarnia (Ont.) and District Traffic 
Club held:a golf tournament Septem- 
ber 4 at the Sarnia Golf Club, followed 
by a dinner at the Lakeshore Inn. Re- 
cently elected officers of the club are: 
President, Clarence Dawson, Consoli- 
dated Truck Lines; vice-president, I. J. 
Heldmann, agent, Canadian National 
Railways;: secretary, S. Perkins, Poly- 
mer Corporation Limited; treasurer, A. 
E. Bowers, agent, Canadian National 
Express. Directors are: S. Allen, West- 
ern Freight Lines; J. Langan, Langan 
Transport; H. Bruton, Dow Chemical 
Co.; S. Richardson, Imperial Oil Co.; 
F. O. Dayton, Northern Navigation Co.; 
S. Fishlark, agent, Pere Marquette Rail- 
way; Ralph Yates, Northern Navigation 
oS L. J. Child, Polymer Corporation 

td. 





The Traffic Club of Topeka, Kan., will 
hold a meeting September 25 in the 
Union Pacific Cabin Room. 


The Buffalo Traffic Club will have an 
education night meeting September 23 
at the Elks’ Club. C. Lynn Bruno, ger- 
eral traffic manager, Spencer Kellogg & 
Sons Co., and treasurer of the Niagara 
Frontier Traffic League, will speak on 
“Traffic Education.” The traffic courses 
will be resumed on October 6. 





The Women’s Traffic Club of New 
York opened its bowling season Sep- 
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6 years of starting, stopping, traffic weaving 
... with DIAMOND T reliability 


AKE a second look at this Model 306. Remember 

that it has earned six years of service stripes 
already—in a very tough driving job. Starting. Stop- 
ping. Bucking heavy city traffic eight hours a day, 
often with heavy overloads. Uphill. Downhill. Hauling 
paints and oils, electrical goods and machinery. R. 
Bullard says “‘it’s tops.” 

“We load it an average of three times a day and 
send it throughout the city of San Francisco,” he 
writes. “Stopping and starting and getting in and out 
of heavy uptown traffic is hard on any truck. Yet we 
get about ten miles to a gallon of gas, and we have 


had very little repair expense. We have been more 
than satisfied!” 

Whatever the service you demand of a truck, there’s 
a Diamond T that will do the job better, longer, at 
lower cost. The new Diamond T Super-Service en- 
gines set an entirely new standard of performance. 
The complete line includes 19 models from one ton 
upwards. See your Diamond T dealer. Let him recom- 
mend the Diamond T that is best for your purpose. 
See him for service, too. 


DIAMOND T MOTOR CAR CO. CHICAGO 
Established 1905 


TAMOND T TRUCKS 


Bay: 4 


WHEN LARD COMES 
OVER THE MOUNTAINS 


Here’s the inside story—Some of America’s most par- 
ticular people protect every load of lard that travels in NSS 
a GATX tank car. SSS 
Shippers—smart and careful—order a car for lard. They 
say, Clean it thoroughly. Rub the walls down with lard 
before loading to avoid contamination from rust.” 
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Eagle Eyes—the U.S. inspectors—look over every inch 
of the car. Then they write, “O.K. for loading” on the 
release. 

...So, thousands and thousands of GATX cars are 


serviced each year for safe bulk transportation of a 
perishable food. 


. ++ This is typical of the work done for the railroads 
and shippers who use the GATX fleet of more than 
37,000 specialized tank cars of 207 types. 


GENERAL AMERICAN TRANSPORTATION CORPORATION 


135 South La Salle Street - Chicago 


DISTRICT OFFICES « Buffalo © Cleveland e Dallas « Houston e Los Angeles e New Orleans 
New York ¢ Pittsburgh ¢ St. Louis ¢ San Francisco e Seattle © Tulsa e Washington 


EXPORT DEPT. © 10 East 49th Street, New York 17, New York 
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Member 15 at the Circle Bowling Alleys. 
Members of the club visited the Frank- 
lin D. Roosevelt Memorial and Vander- 
pilt Mansion at Hyde Park, N. Y., Sep- 
tember 20. 


' The Traffic Club of New York will 
hold a meeting September 23 in the 
traffic club rooms of the Biltmore Hotel. 


)The Traffic Club of Detroit will hold 

fea joint luncheon with the Great Lakes 
Regional Advisory Board September 25 
in the Hotel Statler. Governor Kim 
Sigler, of Michigan, will be the guest 

mspeaker. The formal opening of the 
new club rooms in the Hotel Tuller will 
fake place September 22. 


jm The Transportation Club of the Roches- 
Vater (N. Y.) Chamber of Commerce held 
‘round table discussion of Ex Parte 166 
ind other current topics September 18 at 
fhe Chamber of Commerce. John F. 
yoyle, chairman of the Traffic Council of 
Associated Industries of New York State, 
ed the discussion of Ex Parte 166. The 
tlub-sponsored traffic classes at West 
High School will be resumed September 


sh 


d i 
Ae The Grand Rapids Transportation Club 
in jp” vill hold a play night meeting September 
Ti 25 at the Association of Commerce Cafe- 
feteria. A meeting will be held October 16 
/jmeeet the Park Congregational Church. 


> The Chattanooga Traffic & Transporta- 
ation Club will hold an “Out of Towners’ 

Wy ight” and annual election September 

4 in the Hotel Patten. 

‘The Traffic Club of Norristown, Pa., 

nd the Transportation Club of Philadel- 


phia held a lobster and clambake Sep- 
tember 9 at the farm of Harlan P. Ross, 
president of the Upper Merion & Ply- 
mouth Railroad. 


The Pikes Peak Traffic Club held a 
“Union Pacific Night” meeting Septem- 
ber 16 in the Blue Spruce Restaurant, 
Colorado Springs, Colo. 


The Traffic Study Club of Akron will 
hold a clambake September 30 at the 
Seiberling Country Club. 


The Industrial Traffic Managers Asso- 
ciation of Baltimore held a meeting Sep- 
tember 17 at the Baltimore Association 
of Commerce. 


The Dayton Transportation Club will 
hold its first annual stag picnic Septem- 
ber 27 at Edelweiss Park. 


The Transportation Club of St. Paul 
will hold its annual golf tournament 
September 22 at Midland Hills Golf 
Course. The first luncheon meeting will 
be held September 30. 


The Traffic Club of Kansas City will 
hold a dinner dance October 18 in the 
President Hotel. 

The Milwauk€e Traffic Club has an- 
nounced that its annual dinner will be 
held January 14, 1948, in the Hotel 
Schroeder. 

The Milwaukee Junior Traffic Club 
will hold a meeting September 25 at the 
Red Arrow Club. The rail night meet- 
ing, October 17, will be addressed by 
R. A. Kirkpatrick of the Union Pacific 
Railroad, who will speak on “Sun Valley 


that’s production strapping with the 
improved Stanley “ACE” Strapping Tool 


@ FOUR STEPS take just 5 seconds. 
Positive spring feed holds a 100 
seal clip in magazine for 34” and 
2” seals and a 75 seal clip for 5” 
seals. The “Ace”, with a complete 


line of accessories, is available in 


3 sizes to handle the whole range 
of strapping jobs. Write for full de- 
tails or demonstration. The Stanley 
Works, Steel Strapping Division, 
167 Lake Street, New Britain, 
Connecticut. 


STANLEY 


7eeee 


STRAPPING AND CAR 


Free end of strapping 
ts slipped under strap- 
lock and against stop. 


Strapping is tensioned 
by bringing tightening 4 7 
handle back to bori- ing sealing lever for- 
zontal position. 


BANDING 
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and the Salmon River Country.” The 
October dinner dance will be held Octo- 
ber 18 at the Elks Club. 


Transportation classes at Lewis & 
Clark College, Portland, Ore., which are 
sponsored by the Portland Transporta- 
tion Club, will be resumed September 
29. Traffic courses sponsored by the 
Junior Traffic Club of Portland reopened 
September 15 at Shattuck School. 


The Metropolitan Traffic Association 
of New York will hold a meeting Sep- 
tember 25 in the Hotel Pennsylvania. 
Joseph Connors, co-chairman of the 
traffic committee, will conduct a round 
table discussion on the topic, “Is Regula- 
tion of Transportation Necessary ?” 


The Pacific Traffic Association held a 
motor transport night meeting in the 
Palace Hotel, San Francisco, September 
11. 


The Women’s Traffic Club of San 
Francisco held a dinner meeting Sep- 
tember 18. Estela Sulit, Philippine Con- 
sul General, was the guest. speaker. The 
annual birthday party and bosses’ night 
a be held October 29 at the Elk’s 

ub. 


The Transportation Club of Kansas 
City will hold its fall Dutch lunch and 
dance October 11 at St. James Recrea- 
tion Hall. 

The Rock River Valley Traffic Club 
held’ a meeting September 17 in the 
Hotel Faust, Rockford, Ill. The official 
navy film of the Bikini atom bomb test 
was shown. A Railw’ Express night 
meeting will be held Ociover 15. 
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Loop of strapping is 
2 a gender strap- 
locks between sheer 
blades and pulled tight. 


Strapping is cut and 
seal crimped by mov- 
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Assert U.S. Railroads Charge 
Mexicans “Excessive” Rates 


Excessive freight rates charged Mexico by U. S. railroads 
may lead to suits for reparations by chambers of commerce and 
business men in Mexico, according to the Rio Grande Traffic 
Association of McAllen, Tex. The association recently charged 
that Mexico is paying $8,000,000 to $10,000,000 in excess freight 
rates and proposed that chambers of commerce and business 
men in Mexico file complaints before the Commission for rate 
equlization under the regulations. The charge was made in a 
51-page comparative analysis of export-import freight rates 
prepared on request of the National Federation of Mexican 
Chambers of Commerce, led by the Monterrey chamber. 

The association’s president, Conan T. Wood, and general 
manager, J. W. Carlisle, charge in the report that of $202,569 
in freight bills turned over to the association for investigation 
from some 30 Monterrey firms, they believe that at least a 
total of $55,706 was unreasonable, unjust and highly discrimina- 
tory under the provision of the interstate commerce act. The 
brief disclosed that different rates are charged in different 
zones, Which the U. S. railroads have designated themselves. 
Graphs, tables of figures and precedents in foreign commerce 
are set up in the book and case records of the alleged unjustifi- 
able rates are described. 


ALLEGHENY ADVISORY BOARD 


J. M. Symes, vice-president in charge of operation, Penn- 
sylvania Railroad, will be the principal speaker at the meeting 
of the Allegheny Regional Advisory Board, September 25, in 
the Onesto Hotel, Canton, Ohio. F. M. Russell, traffic manager 
of the General Fireproofing Co., Youngstown, is general chair- 
man of the board and will preside. 


W. E. Callahan, manager, open top section, car service 
division, Association of American Railroads, Washington, D. C., 
will report on national transportation conditions. Among the 
committee chairmen who will report are the following: 


Car efficiency, J. N. Lind, traffic manager, Spang Chalfant, Inc., 
Ambridge, Pa.; freight claim prevention, J. W. Swoger, traffic manager, 
Knox Glass Associates, Knox, Pa.; l. c. 1, D. O. Moore, manager, 
freight traffic department, Pittsburgh Chamber of Commerce; and 
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railroad contact, J. D. Beltz, general manager, Baltimore & Ohio 
Railroad, Pittsburgh. 


Following the general meeting a luncheon will be held, 
sponsored jointly by the board and the Traffic Club of Canton. 
Meetings of the car efficiency, freight claim prevention, 1. c. 1, 
railroad contact and executive committees will be held Septem- 
ber 24 at the Shady Hollow Country Club. The board has a 
membership of 1,500 industrial traffic managers, bankers, agri- 
cultural representatives, and others interested in transporta- 
tion. Representatives from western Pennsylvania, Maryland, 
northern West Virginia, and eastern Ohio will attend. 


COAL EXPORT QUOTAS 


Coal export quotas for October totaling 4,050,000 tons have 
been announced by the United States Coal Operating Commit- 
tee. Of these amounts, 3,500,000 tons are for European dis- 
tribution. The quotas were approved by Secretary of Commerce 
W. Averell Harriman, under the second decontrol act of 1947, 


Ports of shipment will be designated by the committee with 
an eye to minimizing the impact of these exports on trans- 
portation facilities and domestic supplies. 


No export of anthracite in sizes Buckwheat No. 1 or larger 
would be authorized in October, the committee said, adding: 


Since April, the Committee has permitted exports of coal up to 
the handling capacity of U. S. ports. Shipments abroad in August 
amounted to approximately 5,000,000 tons, highest to date under the 
program. May and June shipments were 4,400,000 tons in each month, 
Due to work stoppages in the mines, April and July figures were below 
these levels. Allocations to Europe have been approximately seven- 
eighths of all exports. 


The United States committee last month notified the international 
European Coal Organization of anticipated availability from this coun- 
try of 3,500,000 tons per month during the last quarter of this year. 
Approval by Secretary Harriman of October shipments in this amount 
confirms the committee’s findings for that month, but leaves open 
determination of November and December quotas. 









Asked about reports that the Office of Defense Transporta- 
tion, which is represented on the coal operating committee, had 
suggested a 30-day embargo on coal exports, Director Johnson 
said he did not want to comment. 





FOUR LITTLE WORDS WE LOVE TO 


Perhaps we should say “Four little words we work to 
hear.” Because Soo Line people spend a lot of hours 
each week doing just that. Working hard at keeping 
shippers happy. 

For example —pickups and deliveries. 

Soo service starts at your pickup point, not at our 
railhead. Speedy trucking from your dock to our 
boxcar is what most shippers want. Well, this is one 
railroad from which you get it! 

The speed idea keeps us moving at destination, too. 
Swift handling, with care, gets it to your consignee 
quick—often hours before you’d expect. 

Add this to fast, efficient transit by rail, and you 
have the reason why it will pay you, too, to specify 
“Soo Line” on your next shipment in our area. 
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Where the use 
of Recordak 


at Junction 
points 


pays off 


In the Accounting Department— 
Recordak provides a microfilm record of way- 
bills from which photographically accurate and 
complete information may be taken. For 
auditors, accountants, and clerks, this facili- 
tates the work of computing correctly the 
charges due from and to connecting lines . . « 
makes possible preparation of commodity 
reports that are really complete. 


RECORDA 
(Subsidiary of Ea 
350 Madison Aver 


ahaa 

Se 
=REC 
(Subsidiary ¢ 
originator of modern microfilmi 


In the Operating Department— 
Recordak pays off two ways. It enables yard clerks 
to reproduce waybills on microfilm . . . with photo- 
graphic accuracy and completeness, 40 or more 

a minute . . . well within the time it takes to make 
up the train. Waybill images—magnified up to 
larger than original size on the screen of the film 
reader—are easy to read and give typists all the 
details needed to make out accurate car account 
records, interchange reports, passing reports. 


In the Traffic Department— 

Recordak pays off again. It enables traffic men to 
keep agents, shippers, and consignees better in- 
formed—and to trace shipments more effectively — 
from passing and commodity reports that can be as 
accurate and complete as the reproductions of the 
original waybills from which they were made. It 
will pay you to look into Recordak—write for 

**50 Billion Records Can’t Be Wrong.” 
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MISCELLANEOUS ~ 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








REGULATION OF COMMON 
CARRIERS 


(Superior Court of Pennsylvania.) 
Where finding of Public Utility Commis- 
sion as to fitness of applicant for motor 
carrier certificate of public convenience 
is supported by substantial evidence of 
rational, probative force, Superior Court 
will not review discretion statutorily 
vested in commission unless exercised 
capriciously or arbitrarily. 66 P. S. 
Sec. 1101 et seq. 

Even if applicant seeking motor car- 
rier certificate of public convenience had 
violated public utility law by transport- 
ing lumber for one lumber company 
after prior certificate to applicant and 
his brother had been canceled, violation 
would not, ex necessitate, compel a re- 
fusal of application, but it was for pub- 
lic utility commission to determine 
whether prior violation rendered appli- 
cant unfit and commission’s action in 
granting application was neither arbi- 
trary or capricious. 66 P. S. Sec. 1101 
et seq. 

Whether there was need for service 
of applicant, seeking motor carrier cer- 
tificate of public convenience, was purely 
for Public Utility Commission. 

On application for common carrier 
certificate of public convenience, weight 
of evidence was for triers of facts. 

A determination of need for service 
of applicant, seeking common carrier 


certificate of public convenience, is not - 


affected by circumstance that one wit- 
ness testified to necessity to transport 
one kind of commodity and another 
spoke of a different kind, where both 
types were to be transported and same 
principle applied as to territory involved, 
and court could not direct commission to 
require specific evidence in that regard 
as to each specific commodity named in 
application. 

To justify the granting of common 
carrier certificate of public convenience, 
proposed service need not be absolutely 
indispensable, and fact that certificated 
carriers are equipped to render same 
service in the territory does not neces- 
sarily require refusal of application. 

Order of Public Utility Commission 
granting a certificate of public conven- 
ience to transport as common carrier, 
Class D, various named commodities was 
not without support in evidence or so 
arbitrary, capricious, and unreasonable 
as to become an error of law. (Highway 
Express Lines vs. Pennsylvania Public 
Utility Commission, 54 A. Rep. 2d 109.) 





(Superior Court of Pennsylvania.) 
The primary object of the public service 
laws is not to establish a monopoly or 
to guarantee the security of investment 
in public service corporations, but is to 
service the interests of the public. 

Whether there shall be competition 
in any given field and to what extent 
is largely a matter of policy and is 


an administrative question committed by 
Legislature to the sound judgment and 
discretion of the Public Utility Commis- 
sion. 66 P. S. Sec. 1437. 

The weight to be given evidence in 
support of and opposed to application 
for a certificate of public convenience 
is for the Public Utility Commission, 
the inquiry of court on appeal being con- 
fined to its sufficiency and probative 
force. 66 P. S. Sec. 1437. 

Absolute necessity for additional serv- 
ices to be rendered under a restricted 
certificate of public convenience confer- 
ring privilege of operating motor vehi- 
cles as a common carrier is not the test 
of whether application should be granted, 
since accommodation or convenience of 


‘the public are factors to be considered. 


A ‘limited certificate of public con- 
venience granting right to transport 
horses between certain points as a Class 
D carrier was properly granted, under 
the evidence, over protest of carrier who 
had theretofore had a virtual monopoly 
in that portion of the state in transport- 
ing horses for hire, for race, hunt, and 
show purposes. 66 P. S. Sec. 1437. 
(Sayre vs. Pennsylvania Public Utility 
Commission, 54 A. Rep. 2d 95.) 





(Appellate Court of Illinois. Third 
District.) In suit to enjoin railroad from 
leasing certain premises theretofore used 
as a freight station, to have a lease to 
a private individual declared void, and 
to compel the railroad to reopen and 
operate its freight station and freight 
shipping facilities, the lessee, was a nec- 
essary party defendant. Smith-Hurd 
Stats. c. 11126, Secs. 27(c), 49a. 


Action against railroad company to 
enjoin it from leasing premises there- 
tofore used as a freight station and to 
have a lease of the premises to a private 
individual declared void and to compel 
the railroad to reopen and operate its 
freight station and freight shipping fa- 
cilities should not have been dismissed 
without the lessee having been made a 
party defendant, though absence of les- 
see as a party was not brought to trial 
court’s attention, and, where matter 
came to Appellate Court’s attention, 
decree of dismissal would be reversed 
and cause remanded with directions. 
(Parish vs. Pennsylvania R. Co., 74 
N. E. Rep. 2d 237.) 


(Supreme Court of Kansas.) The word 
“consumption,” as used in provision of 
Compensating Tax Act exempting from 
the act any use, storage, or consump- 
tion of ‘any article of tangible personal 
property brought into state by railroad 
or public utility for consumption or 
movement in interstate commerce, is a 
technical term, and Supreme Court, in 
construing statute, is required to ascer- 
tain purpose of Legislature in making 
use of such word in the act. Gen. St. 
1935, 77-201, subd. 2; Gen. St. Supp. 
1945, 79-3701 to 79-3711, 79-3704(a). 

Property brought into state by com- 
pany operating an interstate pipe line 
for purpose of incorporating such prop- 
erty into its transportation system as 
an integral part thereof by way of re- 
pair, maintenance, construction, recon- 
struction, replacement, addition, or ex- 
tension thereto as a necessary incident 
and requirement for operation thereof, 
was not brought into state for ‘““cconsump- 
tion in interstate comr.erce,’ within 
provision of Compensating Tax Act ex- 
empting from the act any use, storage, 
or consumption of ary article of tangible 
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personal property brought into state by | It 
railroad or public utility for consump- |move 
tion or movement in interstate com- | carrie 
merce. Gen. St. Supp. 1945, 79-3701 to Jone \ 
79-3711, 79-3702, 79-3703, '79-3704(a). | divisi 
(Natural Gas Pipeline Co. vs. State Com- Als 
mission of R. and T., 183 Pac. Rep. 2d. |to the 
234.) Secti 
Code 
(Supreme Court of Alabama.) Section An: 
of Motor Carrier Act of July 5, 1940, by ta 
relating to municipal license tax on | ment 
common and contract carriers controls, |, shi 
over similar provision in 1932 Act ex- | charg 
pressly repealed by 1940 Act, notwith- air e 
standing insertion of such section of | ment 
1932 Act in 1940 Code before effective | oxpre 
date of Code in view of Code provision charg 
that no statute enacted on or after June by ai 
25, 1940, should be repealed or affected may 
by adoption of the Code. Code 1940, |no si 
Tit. 1, p. VII; Tit. 37, Sec. 746; Gen. | dence 
Acts 1939, p. 1090, Secs. 34, 35. (g) 
Motor Carrier Act of 1940, intended as Agen 
a revision of entire subject, by omitting | readi 
words found in previous statute includ- | Tra. 
ing in description of businesses subject ] cable 
to municipal license tax transportation | applie 
of goods from other points in Alabama | ch 
withheld from cities power to levy a |S“? 
license tax upon common or contract ay 
carriers who merely enter the city and | iotai 
deliver their goods. Code 1940, Tit. 37, | cable 
Sec. 746; Tit. 48, Secs. 301(1) et seq., 
301(31). Us 
A contract motor carrier was not sub- value 
ject to city license tax, where it entered }# th« 
city merely to deliver goods and did not chars 
maintain there a business terminal or abovi 
station facilities for transportation of It 
property or receive any freight for trans- eee 
portation to other points in the state. ted 


Code 1940, Tit. 48, Secs. 301(1) et seq., 
301(31). (Decatur Transit vs. City of 
Gadsden, 31 So. Rep. 2d. 339). 








QUESTIONS 
and ANSWERS 


In this column will be published answers to 
questions relating to traffic, of general reader 
interest. A specialist in interstate transporta- 
tion, who is a member of our special service 
department, will furnish references to regu- 
lations and decisions and will answer ques- 
tions of application of tariff schedules and 
practical traffic problems. 

We do not desire to take the place of the _ 
traffic man, but to help him in his work, nor — 
do we undertake to render legal opinions. ‘ 

The right is reserved to refuse to answer 
any question that does not seem to be of 
general interest or that may appear to us un- 
wise to answer or too complex for the kind 
of investigation herein contemplated. 

No attention will be paid to anonymous com- 
munications or questions from nonsubscribers. 


Address Questions and Answers De- 
partment, Traffic Service Corp., 
Warner Building, Washington, D. C. 








Tariff Interpretation—Re-Routing of Air 
Express Shipments—Tax on Valuation 
Charges 


New York.—Question: Company A 
sends company B a shipment by air ex- 
press valued at $20,000. 

Due to conditions beyond the carrier’s 
control, it was necessary to move this 
shipment first by rail, second by air, and 
finally’ by rail again. Had the shipment 
moved all air there would have been 
only one valuation charge. As it is, the | 
carrier is attempting to collect a triple } 
charge. 
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It is our contention that the entire 
movement was handled by the same 
carrier and as such there should be only 
one valuation charge, even though two 
divisions handled the shipment. 

Also, is the valuation charge subject 
to the three per cent tax imposed under 
Section 7435 of the Internal Revenue 
Code? 


Answer: Unless the shipper is advised 
by tariff provision, at the time a ship- 
ment is tendered for transportation, that 
a shipment will be subject to additional 
charges resulting from the inability of 
air express service to forward the ship- 
ment from origin to destination in air 
express service, it is our opinion that no 
charge in excess of the published charge 
by air express from origin to destination 
may lawfully be collected. Apparently 
no such provisions are in effect as evi- 
denced by the provisions of paragraph 
(g¢) of Rule 1 of Railway Express 
Agency C. A. B. No. 64, Tariff No. 4, 
reading as follows: 

Transportation and valuation rates appli- 
cable to other express services shall be 
applied separately for the actual hauls in 
each service, except when, for any reason, 
such combined express service is performed 
between points named herein where through 
air express rates are currently available, the 
total charges shall not exceed those appli- 
cable to air express service. 


Under this provision the air express 
valuation is applicable on the shipment, 
if the tariff in which the transportation 
charges are published is governed by the 
above referred to tariff. 

It appears that in the case of express 
companies, the tariff rates are based on 
both the weight and valuation of the 
property transported and under such 





circumstances it has been and still is, 
the opinion of the Bureau of Internal 
Revenue that the valuation charge is a 
part of the cost of transportation and 
that the total amount paid for such 
transportation, including the valuation 
charge, is subject to the 3 per cent tax 
on transportation of the property. 


Sale of Goods for Freight Charges 


Massachusetts.—Question: Can a car- 
rier assess against a shipment more than 
60 days storage charges on a refused 
shipment, selling same, and bill the 
shipper for the deficit? It is the car- 
riers contention that they can exceed 
the 60 days’ assessment and it is my 
contention that they cannot under the 
provisions of Section 4 of the bill of 
lading contract terms and conditions. It 
is true that the word “may” is used, 
which signifies power of discretion. It is 
only common sense that the storage 
charges should not be permitted to ac- 
crue indefinitely. 


Answer: In several cases the courts 
have laid down the rule that a carrier 
must sell goods which have been refused 
or are unclaimed, within a reasonable 
time and not unduly penalize the ship- 
per by allowing storage charges to ac- 
crue for an indefinite length of time, 
pending the sale of goods. See Norfolk 
Southern R. C. vs. New Bern Iron 
Works & Supply Co., 174 N. C. 188; 
Davis vs. Adams, 293 Fed. 890; Erie 
Railroad Co. vs. Kieser & Sons, Inc., 211 
N. Y. S. 362; Davis vs. Smutzinger, 281 
Fed. 640. 


In the case first cited the court said: 


At common law a carrier was not allowed 
to enforce its lien for freight and storage 
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charges by act inter partes. It was required 
to resort to the courts. Hutchinson on Car- 
riers (3rd Ed.), Sec. 889. Under our statute, 
however, Revised Sections 2637-37, the right 
of foreclosure by sale of nonperishable 
freight is given after six months, and while 
this is a state statute, being, as it is, a part 
and in furtherance of the remedy afforded 
by the law in such cases, we see no reason in 
the absence of any interfering regulation by 
Congress, or of the Interstate Commerce 
Commission, why it should not prevail both 
as to the inter and intrastate shipments; 
and, under the recognized principle that both 
in a case of tort and breach of contract an 
injured party is required to do what business 
prudence requires to minimize the loss. 
Tillinghast vs. Cotton Mills, 143 N. C. 268, 
and R. R. vs. Hardware Co., 143 N.C. 54, we 
think the plaintiff may not recover for the 
entire time which has elapsed since this ship- 
ment was refused, but is restricted to the 
time when he could have relieved himself of 
the charge by sale pursuant to statute. 








LOSS and DAMAGE 
DECISIONS 


Traffic Cases Recently Decided by State and Federal Courts 


Digesis taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








LOSS OF OR INJURY TO GOODS 


(District Court, E. D. Louisiana. New 
Orleans Division.) Where plaintiff seek- 
ing to recover for damages to its ditch- 





















ae 2 Mhew 
the Best Way to 


MOVE 


* AERO MAYFLOWER TRANSIT COMPANY 


Indianapolis, Indiana 





Mayfiower's organization of selected warehouse 
agents provides on-the-spot representation at the 
most points in the United States and Canada. Your 
local Mayflower agent is listed in the classified 
section of your telephone directory. 
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ing machine while being transported by 
defendant, a common carrier by truck, 
charged specific acts of negligence on 
defendant’s part as cause of the loss, 
plaintiff could recover, if at all, under 
Louisiana law only upon theory charged. 

The Carmack amendment, requiring 
initial carrier to issue bill of lading for 
goods and making it liable to holder 
for damage of property caused by it or 
by any connecting carrier to whom the 
property might be delivered, does not 
change the common-law doctrine in re- 
spect to a carrier’s liability for a loss 
occurring on its own line so as to entitle 
a shipper to a judgment against the 


carrier upon proof that a machine. 


shipped was delivered to the carrier in 
good condition and delivered to the con- 
signee in bad condition. Interstate Com- 
merce Act, Sec. 20(11), 49 U. S. C. A. 
Sec. 20(11). 


Evidence established that plaintiff, 
when having its ditching machine trans- 
ported by defendant, a common carrier 
by truck, assumed risk of loading the 
machine and that injury to machine 
while in transit occurred solely by rea- 
son of fact that machine had been im- 
properly loaded, so that defendant should 
be relieved of liability. 

Where damage to plaintiff’s ditching 
machine while being transported by de- 
fendant, a common carrier by truck, was 
shown to have resulted from plaintiff’s 
acts in loading, defendant was exempt 
from liability, unless plaintiff proved 
that defendant was guilty of some negli- 
gence in not providing for safety of the 
machine, and the test to be applied was 
not the hindsight test but foresight. 
(Boh Bros. Const. Co. vs. Perry Heavy 
Haulers, 72 Fed. Supp. 102.) 
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NOTE—lItems in the docket marked with gq 
asterisk (*) have been added since the last is 
of THE TRAFFIC WORLD. New assignments no 
on the Commission's docket of dates later tha 
herein shown will not bear asterisks when th 
do appear. Current cancellations and postpon 


ments announced too late to show the change hy 


this docke: will be noted elsewhere. 


September 22—Amarillo, Tex.—Herring Ho 

—Examiner Driscoll: 

MC 637, Sub. 5—J. J. Harrington Son 
Phillips, Tex. 

MC 95865, Sub. 6—D. & O. Trucking an 
Construction Co., Pampa, Tex. 

MC 100199, Sub. 7—J. D. Wright & Son 
Pampa, Tex. 


MC 101985, Sub. 6—E. L. Beakley, Borger” 


Tex. 
September 22—Atlanta, Ga.—State Comm, 
Examiner Brady: 
MC 43283, Sub. 6—Washburn Storage Co 
Macon, Ga., common carrier application, 
september 22—Binghamton, N. Y.—U. S. 
—Examiner Joyner: 
MC 29867, Sub. 4—Norwich Trucking Co, 
Norwich, N. Y. 
MC 108690—C. W. Davis, Ithaca, N. Y, 
common carrier application. 


September 22—Camden, N. J.—U. S. Ct.—Ex 
aminer Kobernusz: j 
MC 108571—P. & R. Transportation Co, 
ee ee Pa. j 
MC 108813—Dominick Mark, Philadelphia 
Pa., common carrier application. 


September 22—Cleveland, 0.—Cuyahogi 
County Ct.—Examiner Van Dyke, Jr.: 
MC 2651, Sub. 40—Motor Haulaway Co, 
Elyria, Ohio. 


September 22—Cleveland, O.—Cu yahogi 
County Ct.—Jt. Bd. 59: 

MC 108880—N. S. Allmen, Cleveland, O., coi 
tract carrier application. 


September 22—Eau Claire, Wis.—U. S. Ct. 
Jt. Bd. 96: 


MC 582, Sub. 1—Stewart Bus Line, Ea 
Claire, Wis., common carrier application 


September 22—Indianapolis, Ind.—Fed. Bldg 
—Examiner Burge: 
MC 30837, Sub. 59—Kenosha Auto’ Tran 
port Corp., Kenosha, Wis., common car 
rier application. 


September 22—Indianapolis, Ind.—Fed. Bldg 
—Examiner Burge: 

* MC 52657, Sub. 380—Arco Auto Carrier 
Inc., Chicago, Ill. 


September 22—Jacksonville, 
Hotel—Jt. Bd. 205: 
MC 71983, Sub. 19—Florida Greyhount 
Lines, Inc., Jacksonville, Fla., commoy 
carrier application. 


September 22—Lansing, Mich.—Olds Hotel 
Examiner Cosby: 

MC 39725, Sub. 5—Wixson Transfer & Sto 
age Co., Midland, Mich. 

MC 108696, Sub. 1—Tigelaar & DeWeerd 
Hudsonville, Mich., common carrier app! 
cation. 

September 22 — Little Rock, Ark. — Stal 
Comm.—Examiner Brady: 

MC 43283, Sub. 6—Washburn Storage C 

Macon, Ga., common carrier applicatior 
September 22—Los Angeles, Calif. — Fe 
Bidg.—Examiner Parker: 

MC 292, Sub. 9—Kings Van & Storage, Inc 
Oklahoma City, Okla. 

‘September 22—New Haven, Conn.—uvU. S. 
—dJt. Bd. 22: 


MC 87355, Sub. 2—A. H. Harris, Ne 
— Conn., common carrier applic 
on. 


September 22—Omaha, Neb.—Hotel Fon 
nelle—Jt. Bd. 138: 
MC 70470, Sub. 2—Film Transport Co., Om 
ha, Neb., common carrier application. 
MC 107854, Sub. 1—Grosse Transfer, Cou! 
cil Bluffs, Ia., common carrier applicatiol 
September 22—San Francisco, Calif.—P. 0 
Bldg.—Commissioner Lee, Examiner Co 
coran, and cooperating State Comm 
sioners: 
MC-C 550—Investigation of bus fares. 
September 22—Washington, D. C.—Division 
—Argument: ‘ 
Ex Parte 160—Pacific Coast Wholesale! 
Association, Investigation of Status. 
September 22—Washington, D. C.—Examiné 
Konigsberg: 
W-939—New London Freight Lines, 
tract Carrier Application. 






Fla.—Mayfiowel 
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